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RATE REVISION RESOLUTION 

In The Traffic World of November 15, 1924—two 
weeks before Congress began its present session—we 
pointed out that the Hoch-Smith rate revision resolu- 
tion had a legislative status in the Senate that might re- 
sult in its final passage with little or no consideration, 
if the conference report on the measure should be sub- 
mitted by Senator Smith, chairman of the Senate inter- 
state commerce committee. We expressed apprehension 
that that resolution or something like it would be passed 
and we urged active opposition to the adoption of the 
conference report. 


On Tuesday afternoon of this week, Senator Smith 
submitted to the Senate the conference report on the 
resolution. There was not a word of explanation of the 
measure. The report was agreed to without a word of 
debate. 

The resolution, however, carries no authorization 
for an appropriation for the work required of the Com- 
mission under it. With Congress having approved what 
we believe to be an unsound transportation theory, the 
next best thing that could happen would be for it to fail 
to appropriate money for such an investigation. And if 
it does not appropriate money for the work, we earnestly 
hope that the Commission will inform Congress that it 
can not comply with the resolution and do its regular 
work with the money Congress has made available for 
the regulation of interstate commerce. 

President Coolidge’s Agricultural Conference, in its 
report this week to the President on legislative recom- 
mendations for the relief of the farmer, recommended 
passage of House Joint Resolution 94, introduced in the 
House December 17, 1923, by Representative Hoch, of 
Kansas. The text of that resolution follows: 


Whereas, As a result_of economic and industrial changes 
and other developments affecting the various parts of the coun- 
try and the various classes and kinds of commodities there now 
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exist in the railroad freight rate structure injustices, inequali- 
ties, and discriminations which tend to prevent the natural and 
proper development of the country as a whole and to give un- 
due advantage to or impose undue burden upon various classes 
and kinds of commodities; and 


Whereas, The President of the United States, in his mes- 
sage to the Congress on December 6, 1923, said: ‘Competent 
authorities agree that an entire reorganization of the rate struc- 
ture for freight is necessary. This should be ordered at once 
by Congress.” Therefore. be it 


Resolved by the Senate and House of Representatives of 
the United States of America in Congress assembled, That the 
Interstate Commerce Commission be directed to inquire forth- 
with into the railroad freight rate structure as to what extent 
and in what manner existing levels, arrangements, and dis- 
tribution of rates are unfair, unreasonable, or discriminatory, 
or impose undue burdens or give undue advantages as between 
various localities and parts of the country and as between vari- 
ous classes and kinds of commodities, and to make such 
changes, adjustments, and redistribution of rates and charges 
as will correct as nearly as possible existing injustices, in- 
equalities, and discriminations. In making such changes, ad- 
pustments, and redistribution, the Commission shall give due 
regard, among other factors, to the general and comparative 
levels in market value of the various classes and kinds of com- 
modities as indicated over a reasonable period of years, and to 
the natural and proper development of the country as a whole. 

This original Hoch resolution, it is interesting to 
note, was not pressed by its author. Mr. Hoch later 
introduced a second resolution, the provisions of which 
were finally embodied in the Hoch-Smith resolution. 
Perhaps the Agricultural Conference thought it was ap- 
proving the Hoch-Smith resolution in its report to the 
President. Or perhaps, in its wisdom with respect to 
readjustment of freight rates, it decided the original 
Hoch resolution was an improvement over the Hoch- 


Smith resolution. 

The Agricultural Conference, in recommending pas- 
sage of the Hoch resolution, disagreed with the National 
Industrial Traffic League and the Associated Traffic 
Clubs of America, both organizations having expressed 
opposition to such proposals as embodied in the rate re- 
vision resolutions. The Commission, in effect, opposed 
the Hoch resolution in the hearings on that measure be- 
fore the House committee on interstate and foreign com 
merce. It may be pertinent to ask whose advice the con- 
ference followed? We know that President Coolidge 
and Secretary Hoover, of the Department of Commerce, 
are on record favoring a reorganization of the freight rate 
structure in the hope that lower rates on farm products 
may result therefrom. Perhaps that was sufficient for 
the President’s Agricultural Conference. The fact that 
the principal bodies in the country qualified to deal with 
the subject of regulation of rates opposed the proposal, 
apparently, was not important. 

Aside from the fact that the Hoch-Smith rate revi- 
sion resolution embodies an unsound transportation 


— 


A new pamphlet 
Cescribing this 

unique locomotive 

is yours for the asking 





a OS 
(TRACTION SYSTEM) 
WIA OS 








THE TRAFFIC WORLD 
































al 


( 


STEM 
tL 


feo= 


with 1,000 horse power are now hand- 


ling your freight shipments on the Illinois 
Traction System. 


This new type of electric engine weighs 
eighty tons and is capable of pulling a train of 
fifty 40-ton cars on a level track. It is built entirely 
of steel and is of the articulated type, its three cast 
steel frames being mounted on four sets of trucks and 
propelled by sixteen driving wheels. 


This equipment is designed entirely 
by Illinois Traction System engineers and as- 
sembled in the general shops of the company. Six 
of these giant electric engines will be used in regular 
service to supplement the fleet of powerful engines 


that carry your freight shipments over this modern 
electric railway. 


W. H. Wylie, Traffic Manager 
Springfield, Ill. 
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theory and that if the money is provided for the inves- 
tigation, the taxpayers, the users and sellers of transpor- 
tation will be put to great expense, the pity of the whole 
thing is that the relief, if any, that will come to the 
farmer as the result of the investigation or investigations 
under the resolution, will be so small that he will not 
be able to realize that he has obtained relief from that 
source. 


The text of the Hoch-Smith resolution, as opproved 
by Congress and transmitted to the President for his 
signature, follows: 


That it is hereby declared to be the true policy in rate 
making to be pursued by the Interstate Commerce Commission 
in adjusting freight rates that the conditions which at any 
given time prevail in our several industries should be consid- 
ered, in so far as it is legally possible to do so, to the end that 
commodities may freely move. ; 

That the Interstate Commerce Commission is authorized 
and directed to make a thorough investigation of the rate 
structure of common carriers subject to the interstate commerce 
act, in order to determine to what extent and in what manner 
existing rates and charges may be unjust, unreasonable, un- 
justly discriminatory, or unduly preferential, thereby imposing 
undue burdens, or giving undue advantage as between the 
various localities and parts of the country, the various classes 
of traffic, and the various classes and kinds of commodities, and 
to make, in accordance with law, such changes, adjustments, 
and redistribution of rates and charges as may be found nec- 
essary to correct any defects so found to exist. In making any 
such change, adjustment, or redistribution the commission shall 
give due regard, among other factors, to the general. and com- 
parative levels in market value of the various classes and 
kinds of commodities as indicated over a reasonable period of 
years to a natural and proper development of the country as a 
whole, and to the maintenance of an adequate system of trans- 
portation. In the progress of such investigation the commission 
shall, from time to time, and as expeditiously as possible, make 
such decisions and orders as it may find to be necessary or 
appropriate upon the record then made in order to place the 
rates upon designated classes of traffic upon a just and reason- 
able basis with relation to other rates. Such investigation shall 
be conducted with due regard to other investigations or pro- 
ceedings affecting rate adjustments which may be pending be- 
fore the commission. 

_ In view of the existing depression in agriculture, the com- 
mission is hereby directed to effect with the least practicable 
delay such lawful changes in the rate structure of the country 
as will promote the freedom of movement by common carriers 
of the products of agriculture affected by that depression, in- 
cluding livestock, at the lowest possible lawful rates com- 
patible with the maintenance of adequate transportation serv- 
ice: Provided, That no investigation or proceeding resulting 
from the adoption ‘of this resolution shall be permitted to delay 
the decision of cases now pending before the commission in- 
volving rates on products of agriculture, and that such cases 
shall be decided in accordance with this resolution. 


WHY NOT DO SOMETHING? 

It would seem to one not professing to be expertly 
informed as to the merits or lack of them of The Hague 
rules, so-called, that legislative action of some kind 
should be taken. The Edmonds bill, H. R. 11447, may 
not be the best that could be framed, although inasmuch 
as its author told his colleagues that Professor Huebner 
had helped prepare it, the person so contending has the 
burden of proof on him. However, it is a foundation 
upon which something could be built, if there are men 
in either the House or the Senate who are craftsmen 
enough to improve it, assuming that legislation is 
necessary. 

At present the ships engaged in carrying freight 
from ports of the United States and its possessions op- 
erate in so far as domestic laws can reach them, under 
the Harter act of 1893. That legislation was and still 
is believed to have been a long step forward. The trouble 
with it, however, is that it cannot go beyond the terri- 
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torial limits of the United States. The Hague rules pro- 
fess to be the Harter act turned into a code that can be 
used in countries which have not the common law of 
England as the foundation for their statutory enact- 
ments. The law-makers of England have enacted the 
code. Presumably the powerful ship-owning interests of 
that empire accepted the legislation rather than run the 
tisk of something else. In fact, it is a matter of common 
report that the Board of Trade of England threatened them 
with the enactment of a revised Harter act that would prob- 
ably be less to their liking than the way the essential features 
of that statute have been carried into the so-called Hague 
rules. It may be they chose the lesser of two things they 
called evils, rather than try to retain advantages they 
have under laws, which according to Charles S. Haight 
enabled one line alone to present no fewer than twelve 


bills of lading to shippers, the most favorable, presum- 


ably for the largest shippers and the least favorable to 
the smallest. In fact one of the allegations made at the 
hearing begun by the House committee on merchant 
marine and fisheries on January 28, was that one, not 
uncommon, bill of lading examined by Messrs. Ed- 
monds and Huebner was printed in such small type that 
they had to use a magnifying glass to read it. Not only 
was the type small, thereby discouraging reading by a 
shipper who had any other work to do, but it was ex- 
ceedingly long. It was so long, Mr. Edmonds said, that 
he and the professor spent a whole evening in reading it. 
Another fact is that when there is a shipper’s mar- 
ket in ship rates, the shipper able to furnish tonnage is 
able to exact an unconscionable bargain from the ship- 
owner. When the market is the other way about, the 
lack of conscience is on the other side of the table. 


A man who is uncertain about the location of the 
main truck on a ship or just what it is but who does 
know something about conditions as they existed on the 
railroads prior to the enactment of the more stringent 
parts of the interstate commerce law, is inclined to be- 
lieve the situation in respect of ocean carriage is not un- 
like that which existed in the matter of land carriage. 
Rates were regulated, for the carriers by rail, before 
their bills of lading were taken in hand. It may be that 
rates for carriers by water will never more than nomi- 
nally regulated, because they are of a character that 
makes instability their normal condition. However, it 
is certain that there can be a high degree of uniformity 
in the matter of the substance of the bills of lading in 
foreign trade, if Congress will act. 


The allowance of only three days for the giving of 
notice of claim for loss or damage, in view of the time 
allowed for the giving of such notice to railroads seems 
ludicrous because, as a rule, inspection cannot be made 
and papers prepared within the time allowed, and the 
three days are allowed only in instances where the loss 
or damage is not apparent. Allowance of that short 
time might be reasonable at a small West Indian port 
where the whole town goes to the water front and over- 
sees the discharge of cargo because the arrival of a ship, 
to such a port, is an event akin to the arrival and de- 
parture of passenger trains at water tank railroad sta- 
tions. Notice of claim in cases where the loss or damage 
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is apparent must be given before removal from the cus- 
tody of the carrier. That means that the consignee must 
depend upon the truckman or broker to give notice to 
the carrier about a condition apparent to him and ob- 
viously, also apparent to the servants of the carrier. 

But such things could be threshed out in the com- 
mittee or if not in the committee then in the legislative 
chambers. They should not be regarded as adequate 
reasons for failure to make an earnest effort to proceed 
to a definite conclusion in the matter. 





HOCH-SMITH BILL PASSED 


The Trafic World Washington Bureau 


With no debate, the Senate, January 27, approved the Hoch- 
Smith rate revision resolution. It will now go to the President 
for his signature, and it is expected that he will sign it, 
particularly in view of the fact that his Agricultural Con- 
ference, in a report made public the same day, recommended 
passage of a rate revision resolution. Chairman Smith called 
up the conference report on the pending resolution and it was 
approved. 

Copies of the report to the President by his Agricultural 
Conference on agricultural legislation for submission to the 
present Congress had been issued for the public on Wednesday. 
It was in this report that the conference, among other things, 
recommended revision of freight rates. Whether the fact that 
this report was to be published Wednesday had anything to 
do with the action of Chairman Smith in calling up the Hoch- 
Smith resolution for action today was not known. As it hap- 
pened, Congress did what the conference recommended Wednes- 
day, so far as freight rates were concerned. 

Chairman Smith indicated some time ago he would ask 
that the conference report be reconsidered, so that a change 
might be made in the part of the resolution declaring an exist- 
ing depression in agriculture. No action looking to an amend- 
ment, however, was taken and the resolution was approved as 
it passed the House. 

In its report to the President the Agricultural Conference 
quoted part of its first report wherein it said it was convinced 
that a thorough revision of the freight rate structure was 
necessary. It then recommended passage of the rate revision 
resolution, referring to the House joint resolution introduced 
by Representative Hoch, directing the Commission to take action 
relative to adjustments in the railroad freight rate structure, 
and the fixing of rates and charges. The conference said it 
made this recommendation “feeling that it will make possible 
an equitable and just readjustment of freight rates as they 
relate to agricultural commodities, including live stock.” The 
conference then said: 


“The Interstate Commerce Commission should realize that 
immediate and definite action is necessary if the resolution is 
adopted and the appropriation to carry it out should be pro- 
vided by Congress. In case the resolution is passed it is rec- 
ommended that the Interstate Commerce Commission make a 
report of progress to the President at the opening session of 
the Sixty-ninth Congress.” 


The Hoch-Smith resolution carries no authorization for an 
appropriation for the work required to be done under it. 


Chairman Smith, of the Senate interstate commerce com- 
mittee, was present at a White House breakfast this week when 
the report of the President’s Agricultural Conference was dis- 
cussed. Following that breakfast, Senator Smith called up the 
conference report on the Hoch-Smith rate revision resolution. 

Representative Hoch, of Kansas, who originated the proposal 
in the House, made the following statement: 


There should be no misunderstanding about this resolution. It 
does not propose any tinkering with the freight structure by Con- 
gress sand does not propose anything radical or unreasonable or 
unfair to the railroads. But it does lay down some principles to 
be followed by the Interstate Commerce Commission and checks up 
to the Commission a work of scientific survey and revision of rates. 
In the first place, it declares that in adjusting freight rates the 
Commission shall take into consideration just as far as it is legally 
possible to do, the conditions which at any given time prevail in 
the several industries, in order that commodities may freely move. 
A greater regard for this principle in the last two or three years 
would have dictated a lowering of rates on many farm products, as 
in many cases these rates have been practically prohibitive. The 
Commission is also directed in making revisions to give attention 
to “the natural and proper development of the country as a whole.”’ 
This means that in fixing freight rates the Commission shall take 
the greatest care to see that certain sections of the country are 
not given preferential rates and thereby built up at the expense of 
other sections. The Commission is directed to make such decisions 
and orders as the investigation proceeds as are called for by the 
record then made, in order to place the rates on different classes 
of traffic upon a reasonable and just basis with relation to other 
rates. It is specifically provided that the investigation shall not 
be permitted to delay decision of cases now pending. One of these 
eases has to do with rates on livestock, and the measure just passed 
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calls special attention to the present needs of the livestock industry 
in the matter of lower rates. ‘ 

Incidentally, the Commission cannot properly carry out the 
spirit and direction of this measure without considering the develop- 
ment of river transportation. If the “natural and proper development 
of the country as a whole,” as this measure directs, is to be one 
of the guiding principles for the Commission, then the railroads can- 
not be permitted to continue to make cut-throat rates where there 
is water competition, potential or actual, and then penalize interior 
sections of the country with extra-high rates in order to recoup 
themselves. This freight measure offers no panacea and has never 
been advanced on that basis, but it does gpen the way for a fairer 
distribution of the freight burden and looks toward a correction of 
inequalities now existing as between classes of traffic and as between 
various sections of the country. 


The adjustments, of course, must not be made violently, or in 
any way to do injustice to any legitimate interest, but must be made 
in an orderly way and as expeditiously as possible. 


FREIGHT CLASSIFICATIONS 


The Trafic World Washington Bureay 


Senator Copeland, of New York, has submitted a resolution 
asking the Commission for information with respect to items in 
Supplement No. 33, to Consolidated Freight Classification No. 3. 
The resolution, which was referred to the Senate interstate com- 
merce committee, follows: 


Resolved, That the Interstate Commerce Commission be, and is 
hereby, directed to furnish the Senate the following information re- 
specting certain proposed increased classifications of canned fish, 
fruits, meats, mincemeat, and jams, jellies and preserves, in metal 
cans, in barrels, boxes, or crates, as proposed by railroads in official 
classification territory, said proposed increases being published in 
Supplement No. 33, to Consolidated Freight Classification No. 3: 


1. A statement showing the existing classification and the pro- 
posed increased classifications. 


2. A statement showing the percentage increases which the ad- 


vanced classification will mean in the freight rates applicable on 
these canned food products. 


3. A statement as to the necessity, if any, for increases in the 
freight rates on these staple articles of canned goods at this time. 


The schedules referred to in the resolution had been pro- 
tested before the resolution was submitted. They were the out- 
growth of a decision by the Commission intended to bring about 
a reasonable relationship in ratings and rates on the articles 
mentioned when packed in glass and when packed in metal con- 
tainers. The decision was made in No. 11130, Indian Packing 
Corporation vs. Director General et al., and cases grouped there- 
with. (See Traffic World, Nov. 22, 1924, p. 1117.) The schedules 
were filed to become effective Jan. 30, 1025. 

The Senate, without objection or a record vote on the mat- 
ter, adopted the resolution offered by Senator Copeland respect- 
ing ratings on foods in metal containers. At the request of 
Senator Jones of Washington he withdrew the third paragraph 
of his resolution. The Washington senator pointed out that it 
called for an expression of opinion on the part of the Commis- 
sion, and not merely for information. As adopted the resoiu- 
tion calls on the Commission for a statement of the existing 
and proposed classification ratings on food commodities men- 
tioned, in metal, and the percentages of increases that would 
result from the proposed ratings. 

The Commission, the day it received a copy of the resolu- 
tion adopted by the Senate, at the instance of Senator Cope- 
land, suspended the schedules about which the resolution made 
inquiry. It announced the suspension in the usual form saying 
that on January 28 it had suspended, from January 30 to May 
30, “certain schedules contained in Supplement No. 33 to (Con- 
solidated Classification No. 3) Agent F. W. Smith’s I. C. C. No. 
47, Agent R. C. Fyfe’s I. C. C. No. 16 and Agent E. H. Dulaney’s 
I. C. C. No. 15 and in Supplement No. 1 to (Consolidated Class- 
ification No. 4) Agent F. W. Smith’s I. .C. C. No. 48, R. C. Fyfe’s 
I. C. C. No. 17 and E. H. Dulaney’s I. C. C. No. 19. The sus- 
pended schedules propose changes in ratings applicable in Offi- 
cial Classification territory on less-than-carload shipments of 
canned or preserved food products, which generally result in in- 
creased ratings for such articles in cans and reduced ratings 


when they are in glass or earthenware. The following is illus- 
trative: 





—_———_—_—_———_Ratings - 
In Metal Cans In Glass Containers 


Present Proposed Present Proposed 
L. C. L. Official Classification ratings on: 


UR BU RE, oso 0 ens scctenatete caine 3 Rule 25 ‘is ar 
Fish in barrels of boxes........ Rule 26 3 1 2 
Jams, jellies or preserves 
TP ID, <a gioniees eaiclescassivis 3 Rule 25 1 1 
In barrels or boxes......... Rule 26 3 1 2 


BREAKING OF SEALS LAW 


President Coolidge has signed the bill passed by Congress 
amending the act of February 13, 1913, the text of which was 
published in The Traffic World of January 24, p. 238. 


INVESTIGATION OF BOARD 
The House committee appointed to investigate the Ship- 
ping Board and Fleet Corporation will not submit its report 
at this session of Congress. It obtained permission from the 


House to prepare the report after adjournment March 3 and 
to submit it to the House in December. 
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As to Guiping the Water Lines.—It is possible the water 
lines that are now nominally under the control of the Shipping 
Board, or operating without any regulation, will take the cue 
given them by Commissioners Hall and Potter in their dissent 
in the report calling for a joining of the railroads and New 
York state’s canal system and show a few legal chills. The 
thought that the interstate commerce law gives the Commission 
the power to take control of the water lines whenever it desires 
is not a thing of recent growth. It is not like the thought the 
Commission had in the Pennsylvania Paraffine Works case, that 
it had the power to order the Pennsylvania and other railroads 
to buy tank cars. The Supreme Court of the United States ob- 
served that that power was not ambushed in the statute to be 
dragged forth. It called attention to the fact that, in the Sco- 
field case, years before, the Commission had found that it had 
not the power to require railroads to provide themselves with 
tank cars. Right from the start of the discussion of the Com- 
mission’s power over water lines carried in the parts under 
consideration it has been asserted that if and when the Com- 
mission desired to take possession of the water lines, it could 
do so and thereby strip the Shipping Board of control over 
them merely by issuing orders requiring water lines and rail 
lines to enter into through route and joint rate arrangements. 
It is also accurate to say that Congress, in various places, has 
used language indicating, as asserted, a desire that water lines 
be left independent, except and unless th.y desired to come 
into the fold of those protected, or devastated, by the rule of 
the Commission. But the Commission, in its report is at pains, 
it may be pointed out, to say that the New York complaint 
does not create a joint rate and route case. The empire state 
merely asked for an extention of service to tracks owned by 
it. Had it beem a shipper its right to demand and receive 
service, it is believed, would not have been contested. The 
service ordered will not, by its own power, create through routes 
and joint rates. A thought that has been expressed since the 
decision is that unless the Commission does order through 
routes and joint rates, or proportionals to be observed by both 
canal and rail carriers, the service will become one of which 
the carriers by water can avail themselves for a rail haul 
for a definite rail rate, without obligating themselves to 
observe any kind of rates for the services performed by them 
—unless the New York commission prescribes them. Were that 
body to do that the resulting situation would be one that would 
bring tears to the eyes of those who worship consistency. The 
Commission, it will be easily recalled, holds that it is illegal 
for a shipper to use a combination of a legally published inter- 
state rate and a legally published state rate, such as caused 
the Kanotex case. Failure, on the part of the Commission to 
order joint or canal proportionals, it has been suggested, would 
enable the canal lines to cut under the all-rail rates to such 
an extent as to leave very little competitive business to the 
New York Central. Were the hands of the latter not tied com- 
petition of that kind would not last long. However, the hands 
of all the railroads are tied. The New York state authorities 
may have thought, when they built the canal that they would 
have the canal and rail lines operate at the same time, in 
joyous emulation for the good of the whole community. It is 
suspected, however, that a reading of their propaganda in 
behalf of the canal system would reveal that they held out 
the expectation to the voters that when the canal was built 
transportation would become so cheap that no one could afford 
to be without it. A further suspicion is they thought they be- 
lieved the railroads were collecting extortionate rates and 
that construction of the canal would be no more than a health- 
ful corrective. A suggestion is that if the Commission holds 
the canal lines to rates not unreasonably low the canal will 
be proved merely another project in which public money has 
been sunk, without prospect of a fair return on it, for a long 
time, if ever, promoted by doctrinaires who believe the gov- 
ernment can do work as economically as private capital but 
close their eyes to the fact that it never does. 


| 
} 








Politics in Rate Making.—The politicians who never knew, 
or, if they did know, had forgotten that a rate question gen- 
erally had two sides, were prominent this week. The Senate 
adopted the Hoch rate investigation measure. It also adopted 
the Copeland resolution directing the Commission to furnish 
rate comparisons and figures which the senator from New York 
could have bought from any one of a dozen rate bureaus, at his 
own expense or at the expense of those for whom he was 
acting. In addition Senators Shortridge of California and Phipps 
of Colorado, backed by three members of the House of Repre- 
sentatives, tok part in a fight between producers of potatoes 
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in those states, and so-called cut rate retailers who said the 
producers of potatoes and onions, in California, were holding 
their wares too high and that therefore they would buy in 
Colorado if the railroads would make rates that would move 
Colorado products westward. Shortridge and his squires rode 
in the lists for the California producers and presumably against 
the interests of the California retailers and Colorado producers. 
Senator Phipps and his squire rode for the Colorado producers 
and the California retailers. Shortridge won the preliminary. 
The Commission suspended the reduced rates. As a political 
weapon rates can be made a two-edged sword, with the man 
fighting against reductions, it is believed, at considerable of 
a disadvantage. The public has been misled into believing all 
railroad rates are too high, the product of plutocratic traffic 
men who sneer at the sorrows of the poor. No man knowing 
much about freight rates, it has been suggested by those who 
have thought about the California-Colorado row, would take 
any stock in arguments by politicians on either side. The 
public, however, does not know about freight rates, hence the 
danger a public man runs, whenever he bulges into a freight 
rate fight, of having some demagogue, more nimble tongued than 
he, turning such a fight to the discomfiture of the man who 
thinks he is performing part of his public duty when he takes 
sides in such a scrap. 





Some Germans Annex Favors.—Assistant Trade Commis- 
sioner Margaret L. Goldsmith, writing to the department of 
commerce from Berlin, asserts that recent reductions in freight 
rates on German government railways have brought them down 
to between 40 and 50 per cent above pre-war rates. Last 
summer, she said, they were still between 60 and 70 per cent 
above the 1914 level. Since that time, she said, the German 
Federal Railroad Co. (Deutsche Reichsbahnsgesellschaft), to 
carry out the Dawes plan, had been trying to establish a more 
normal relationship between freight costs and the total sales 
prices of various commodities, the government treating the 
question ag one covering commercial considerations, and not 
wholly transportation consideration. Her report said that on 
October 30 the 100-commodity index (1914 equalling 100) was 
138.5, compared with a freight rate index of 137.6. She ex- 
pressed the opinion that the figures were somewhat exaggerated 
but added that freight charges on some products undoubtedly 
now were equal to their pre-war percentage of the total sales 
price, while freight costs for a number of others were slightly 
less than their pre-war percentage. She quotes the Frank- 
furter Zeitung ag estimating that current freight rates on rye 
are equal to 9.1 per cent of the total price, as compared with 
7.5 in 1914 and with 15.4 in January, 1924. That may and 
probably does mean no more than that the price of rye, in the 
past year, has gone up, while rates remained stationary or 
went down somewhat. But if the index figure on freight costs, 
in October was 137.6 as compared with a general index on com- 
modities of 138.5, it is suggested that users of the freight facil- 
ities of the government railroads were not bearing their share 
of the general burden; in other words, that freight bills were 
being paid, in part, out of the treasury, or, inconceivably, that 
railroad workers were being paid lower wages than in other 
lines of employment of a similar character. Now that the 
railroads are not a part of the military machine, the natural 
suspicion is that the railroad workers are “getting theirs” with 
perhaps a little overage. 





Washington Knows Not Woodlock.—The rest of the country, 
as may be inferred from things published in the public prints 
at various times, knows that New York knows nothing about 
anything west of the Hudson, except possibly that there is a 
pestiferous thing at Washington, known as the government 
which some times interferes with the “personal liberty’ and 
financial plans of New York. Just as this time it may be said 
there are men and institutions in New York about which the 
rest of the country has heard little, if anything. That same is 
true of Thomas Francis Woodlock, nominated to fill the Potter 
vacancy. Washington knows as little about him as New York 
knows about the capital. Washington does not, as a rule, read 
the financial pages of New York newspapers, or the Wall street 
papers at all. The new Commissioner is entitled to sing to 
Washington, it has been suggested, that little Sunday school 
song about “you in your little corner and I in mine” and call 
the thing quits. It is accurate to say that those who know 
the personnel and the ways of the Commission never had a 
President of the United States present to them so complete a 
stranger as Mr. Woodlock. That does not mean that the part 
of Washington that gives ear to the news from the stock market 
does not know Mr. Woodlock. That, however, is not regarded 
as constituting a large enough part of Washington to be called 
Washington. The capital, primarily, consists of politics and 
politicians. They know not the newcomer. Southern senators 
began manifesting evidences of soreness as soon as the word 
came, two weeks before the nomination, that Woodlock was the 
man who seemed to have the weight back of him necessary to 
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put him over. When he comes, the Commission will have 
among its members two men who have made a living writing 
for newspapers. and one who wrote some and also had an ambi- 
tion to become a cartoonist. The other newspaper man is 
Commissioner Lewis. Chairman Aitchison is the man who 
thought Cruikshank, Hogarth and Nast men set in the firmament 
to guide his footsteps aright. 





The Minimum Rate Power.—The recent flare-up on account 
of the Commission’s exercise of the minimum rate power, it has 
been suggested, has revealed arguments that might be made to 
Congress much more appropriately than to the Commission. That 
is to say, unless the statute is to be construed as containing 
language that means nothing, the possession of the power to 
deal with situations that do not show a violation of some part 
of the act, must be admitted and the only question to be decided 
is whether the facts presented, as to a particular state of 
affairs, warrants its exercise. Long before the Commission 
exercised it in a notable way, Henry Wolf Bikle, in the Harvard 
Law Review for November, 1922, analyzed the grant of power 
and came to a tentative conclusion that the new part of the 
law meant that the word “reasonable” had been given a meaning 
broad enough to cover what has been denominated an unreason- 
ably low rate. He did not present his views as settled convic- 
tions but as suggestions as to how the new part of the law 
could be applied in aid of the two great objects of the trans- 
portation law, namely, the injection of life into the railroads 
by requiring the Commission to give them rates, which, in its 
opinion, would give them a fair return, and the fostering of both 
land and water transportation. Among the points made by 
him, not directly om the issue as some who have discussed 
the question have stated it was that the Commission’s authority 
under the third section was not increased by the minimum 
rate power so as to enable it to hold unlawful the rates of 
one carrier because of what had been done by another carrier. 
The Central of New Jersey creosoting case was then fresh in 
his mind. He pointed out that the Supreme Court said that 
neither the transportation act nor any earlier amendatory leg- 
islation had changed the third section in scope or purpose. 
His thought was that the court had used that language because 
the Commission, in the creosoting case had referred to the 
enlarged powers granted by the transportation act, and that 
among other things it had been given authority to establish 
minimum rates. In that way, the implication was that the viola- 
tion of the third section, was not one of the things to be 
removed merely by the exercise of the minimum rate power, 


even if that power is one of the methods whereby a third section 
violation was to be cured. A. E. H. 


COMMISSION ORDERS 


The Commission’s proceeding in No. 14144, Ceramic Traffic 
Association vs. Maine Central R. R. et al., has been reopened 
for further hearing in order that the Trenton Flint & Spar 
Company may prove damage. 

The Commission has denied the complainant’s petition for 
modification of the report in No. 14309, Kalamazoo Vegetable 
Parchment Company vs. Director General, et al. 

The Commission has modified its order of November 25, 
1924, in No. 14591, Board of County Commissioners, Crawford 
Co., Kans., vs. St. L.-S. F. Ry. et al., so as to permit defendants 
to establish rates in compliance therewith upon one day’s filing 
and posting. 

The proceeding in No. 15221 (and Sub. No. 1), Swift & 
Company vs. Director General, as agent, has been reopened 
for further hearing, solely with respect to the amount and 
cost of the salt used in the initial icing of the shipments in- 
volved and the right of the complainants to reparation thereon. 

The Commission has denied the complainant’s request for 
further hearing in No. 15367, The Superior Coal Company vs. 
Director General, P."& W. Va. Ry., et al. 

The Kosmos Portland Cement Company has been permitted 
to intervene in No. 15900-Sub. No. 1, Tidewater Portland Cement 
Company vs. Aberdeen & Rockfish R. R. et al. 

The Georgia-Florida Saw Mill Association has been per- 
mitted to intervene in No. 16457, New Jersey Lumbermen’s 
Committee vs. A. C. L. R. R. et al. 

The Illinois Coal Traffic Bureau has been authorized to 
intervene in No. 16458, Sheridan-Wyoming Coal Company vs. 
C. M. & St. P. Ry. et al., and in No. 16483, Kirby Mutual Coal 
Company vs. C. B. & Q. R. R. et al. 

The Omaha Grain Exchange, The St. Joseph Grain Ex- 
change, and the Greater Des Moines Committee, Inc., have each 
been permitted to intervene in No. 16501, Sioux City Grain 
Exchange vs. A. & W. Ry. et al. 

The Illinois Coal Traffic Bureau and the Southwestern In- 
terstate Coal Operators’ Association have been authorized to 
intervene in No.16505, Alabama Mining Institute vs. [II- 
linois Central R. R. et al. 

The Three Forks Portland Cement Company has been per- 
mitted to intervene in No. 16536, Lehigh Portland Cement 
Company et.al. vs. Big Fork & International Falls Ry. et al. 
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Armour and Company and the Buffalo Chamber of Com. 
merce have been permitted to intervene in No. 16226, Omaha 
Chamber of Commerce-Traffic Bureau vs. Aberdeen & Rock. 
fish R. R. et al. 

The Commission has reopened for hearing the proceedings 
in No. 13694, Stetson, Cutler & Company vs. N. Y. N. H. & H. 
R. R., and at the same time has vacated and set aside its order 
of October 14, 1924, therein, reopening this case for further 
consideration on the record as made. 

The Illinois Steel Company and the Traffic Bureau of the 
Sioux City Chamber of Commerce have each been authorized 
to intervene in No. 16340, Illinois Coal Traffic Bureau vs. Alton 
& Southern R. R. et al. 

The Northwestern Coal Dock Operators’ Association has 
been permitted to intervene in No. 16340, Illinois Coal Traffic 
Bureau vs. Alton & Southern R. R. et al.; No. 16340 (Sub-No. 
1), Race Creek Coal Co. et al. vs. L. H. & St. L. Ry. et al; 
and No 16423, Illinois Third Vein Coal Co et al vs. Ill. Cent. 
R. R. et al. 

The town of Lynnfield, Mass., has been permitted to inter- 
vene in Finance No. 4590, in re application of B. & M. R: R. 
for abandonment of its so-called South Reading branch. 

The Inhabitants of the Town of Danvers, Mass., has been 
permitted to intervene in Finance No. 4591, in re application 
of the B. & M. R. R. for abandonment of a portion of its so- 
called Lawrence branch. . 

The Commission’s proceeding in No. 11455, Manufacturers’ 
Association of York, Pa. vs. P. R. R. et al., has been reopened for 
further hearing, and the effective date of the Commission’s 
order of July 1, 1922, as modified by order of December 8, 1924, 
has been postponed until further order of the Commission. John 
W. Eshelman Sons has been permitted to intervene in this pro- 
ceeding also. 

The Commission has further modified its order in No. 14204, 
John M. Buckland, trading as National Slag Company, vs. Atlan- 
tic City R. R., et al., so as to permit defendants to establish 
rates to New York City upon 10 days’ filing and posting. 

The Minneapolis Traffic Association has been permitted to 
intervene in No. 16270, Board of R. R. Commissioners of South 
Dakota vs. C. & N. W. Ry. et al. 

The Illinois Steel Company has been permitted to intervene 
in No. 16429, John N. Bogs Sand Company et al. vs. Santa Fe 
et al. 

The Commission has denied the various petitions for 
modification of its report and orders in No. 14071, Ohio Farm 
Bureau Federation vs. A. & W. Ry. et al., and No. 14660, Federal 
Valley Railroad Company vs. N. Y. C. R. R. et al. 

The Traffic Bureau of the Davenport Chamber of Com- 
merce and the United Light & Power Company have been per- 
mitted to intervene in the proceedings in No. 15550, Board of 
R. R. Commissioners of Iowa vs. Ann Arbor R. R. et al. 


EQUIPMENT CERTIFICATES TAXABLE 

In No. 184, Ephraim Lederer, collector of internal revenue, 
for the first district of Pennsylvania, vs. Fidelity Trust Com- 
pany, the Supreme Court of the United States this week held 
that railway_equipment trust certificates were corporate securi- 
ties and subject to the federal revenue stamp tax on such 
securities. The suit was brought originally by the trust com- 
pany to recover $450 and interest, the $450 having been paid 
for the internal reevnue stamps affixed to the certificates. The 


certificates were on equipment of the Interstate Railroad Com- 
pany. 


WRIT GRANTED BY COURT 


The Supreme Court of the United States this week granted 
a petition for a writ of certiorari to the Municipal Court of 
the City of Boston in No. 771, Jame C. Davis, agent, petitioner, 
vs. Abraham Weiss, administrator. The case involves the loss 
of one bale of compressed rags shipped from Brooklyn to Bev- 
erly, Mass., in 1918, and the question of whether the suit to 
recover damages was brought within the statute of limitations. 
The Director-General contended that the suit was not brought 
within the specified time and that he was not made a defendant 
in this action until more than three years after a reasonable 
time for delivery of the property had elapsed. 


EXPRESS INJUNCTION DENIED 

The Commission has been advised by the federal attorney 
for the district of Minnesota that the court has denied the 
injunction sought by the western and southern railroad com- 
panies against the enforcement of the Commission’s order pre- 
scribing lower express class rates, effective March 1. The case 
was entitled Atchison, Topeka & Santa Fe et al. vs. United 
States, American Railway Express Company and the Interstate 
Commerce Commission. The object was to forbid the express 
companies putting into effect the rates ordered by the Com- 
mission on the ground that they were so low as to amount to 
a taking of property in disregard of the constitutional prohibi- 


tion. Whether there was an opinion in the case the telegram 
sent the Commission did not say. 
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LARD SUBSTITUTE RATES 


The Commission, in a report written by Chairman Aitchi- 
son on No. 14099, Interstate Cotton Oil Refining Company, et 
al. vs. Atchison, Topeka & Santa Fe, et al., opinion No. 10072, 
95 I. C. C., 171-6, found rates on lard substitutes, cottonseed 
and other ccoking oils, in peddler cars, from Houston and 
Sherman, Tex., to destinations in Oklahoma, Arkansas and 
Louisiana, unreasonable and unduly prejudicial to the com- 
plainants, and unduly preferential of shippers of lard to the 
extent they exceed or might exceed the contemporaneous rates 
on lard, in peddler cars, for equal distances. 

A further finding was that the failure of the defendants 
to maintain peddler car service from Heuston, Sherman, San 
Antonio and Taft, Tex., to points in Olkahoma, Arkansas and 
Louisiana substantially equivalent to the peddler car service 
maintained by them from other points to the same destinations, 
had not been shown to have been unreasonable or unduly pre- 
judicial. 

Complainants alleged the rates on the lard substitutes and 
other cooking oils from Houston and Sherman were unreason- 
able and unduly prejudicial in relation to the rates on lard and 
other packing house products in peddler cars from the same 
points and from Kansas City, Wichita, Oklahoma City, Fort 
Worth and Dallas, to the same territories. They also alleged 
that the failure of the defendants to maintain peddler car routes 
and rate bases on lard substitutes and vegetable cooking oils 
was unreasonable and unduly prejudicial. 

No order was issued in connection with the finding of undue 
prejudice and unreasonableness, but the Commission said that 
defendants should amend their tariffs to conform with the 
findings within 60 days from the service of the report. 


SOUTHWESTERN CLASS RATES 


In a report on I. and S. No. 2097, Class and Commodity 
Rates from Atlantic Seaboard and Defined Territories to South- 
western Destinations and I. and S. No. 2271, same title, opinion 
No. 10075, 95 I. C. C., 188-203, written by Commissioner McMan- 
amy, the Commission found not justified the proposed readjust- 
ment of ocean-and-rail and rail-ocean-and-rail rates on classes 
and specified commodities from origins in the Atlantic seaboard 
territory and all-rail class rates from the Virginia Cities to 
southwestern destinations. It found the proposed readjustment 
of all-rail rates from St. Louis, Memphis, New Orleans and re- 
lated points to southwestern destinations justified but suggested 
modification in respect of rates from New Orleans to Marshall 
and Jefferson, Tex., so as to have the commodity descriptions 
and minimum weights to Marshall and Jefferson in accord with 
those to Shreveport. 

Broadly speaking, the revision was caused by the Commis- 
sion’s decision in Cities of Marshall and Jefferson vs. Texas & 
Pacific, 85 I. C. C., 115, referred to as the Marshall-Jefferson 
Case. I. and S. No. 2271, embraced within this decision, was 
caused by the filing, after the hearing in the leading case, of 
schedules cancelling the all-rail proportional class rates from 
Virginia Cities to Memphis and increasing the all-rail class rates 
from the Virginia Cities to Shreveport and other Louisiana des- 
tinations. The proposed changes were on account of and pred- 
icated upon the proposed rail-and-water rates. The carriers 
agreed, the Commission said, to submit the issues in that case 
upon the record made in I. and S. No. 2097. It said that in view 
of its findings with respect to the rail-and-water rates it could 
not approve the proposed all-rail rates from the Virginia Cities. 

__The findings in the two suspension cases, the Commission 
said, were without prejudice to its future action in No. 13535, 
Corporation Commission of Oklahoma vs. Aberdeen and Rock- 
fish, No. 13800, J. A. Waldrep et al. vs. A. T. & S. F. et al., 
No. 14880, Dallas Chamber of Commerce et al. vs. Aberdeen & 
Rockfish, No. 14416, Little Rock Board of Commerce vs. Abi- 
lene & Southern, No. 15231, Board of Railroad Commissioners 
of Iowa vs. A. T. & S. F. et al., No. 15217, West Texas Chamber 
of Commerce vs. A. T. & S. F., and No. 15463, St. Louis Cham- 
ber of Commerce vs. Aberdeen & Rockfish, together referred 
to as the Consolidated Southwestern Case in which Attorney- 
Examiner Disque made a proposed report about December 24. 

The reservations respecting rates from New Orleans to 
Marshall and Jefferson, Tex., were in respect of the method of 
publishing rates over the Louisiana Railway & Navigation Com- 
pany’s lines. The Commission said the carriers had published 
rates over the Louisiana and Texas lines of that corporation as 
if a joint-line haul were to be performed, and as if twenty-one 
miles were the proper allowance for crossing the Mississippi 
River. Shippers asked to have the rates from New Orleans 
published so as to conform with descriptions and minimums to 
Shreveport. The Commission said that rates should be pub- 
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lished as for a single-line haul and an allowance of twenty miles 
for the Mississippi river transfer. It suggested that while it 
might not order uniformity in respect of descriptions and min- 
imums there was nothing in the record to justify any differ- 
ence in that respect. Therefore, the Commission suggested 
that the carriers should revise the descriptions and ratings in 
a manner fair to Marshall and Jefferson. 


FLORIDA FRUIT RATES 


The Commission, in a mimeographed report on I. and S. 
No. 2244, citrus fruit between points in Florida, found not justi- 
fied proposed increases and changes in the gathering charges, 
up to Florida basing points, as factors in through rates on 
citrus fruits, from Florida points of origin, to destinations in 
transcontinental territory in Washington, Oregon, California, 
Montana, Idaho and Utah; and to Casper and Sheridan, Wyo.; 
Crawford, Neb., and Deadwood, Hot Springs, Lead City and 
Rapid City, S. D. Upon protest of the Florida commission the 
schedules were suspended until February 28. 

Under the plan of the carriers increases in the gathering 
charges, also called proportionals, to Florida basing points, were 
to have gone into effect October 1, 1924, coincidentally with 
changes in the rates beyond the basing points. The rates be- 
yond were permitted to go into effect, but those to the basing 
points were held up. 


Commissioners Hall, Campbell and Cox, composing division 
No. 3, the one that handled the tariff situation involved, treated 
it as if it were akin to a Chinese puzzle built on the lines of 
a plate of spaghetti, observing that the railroads described the 
tariff situation as “disorganized.” The report quotes the rail- 
roads as saying that if the schedules under consideration are 
canceled, as they have been ordered, they will limit the ap- 
plication of the present gathering charge rates, in cents per 
box- so they cannot be used in combination with the rates 
beyond that became effective October 1 last. The Commission 
said that if that were done the reduced rates beyond Jackson- 
ville could not be used. 

Apparently the basic proposal was to convert the gather- 
ing rates from cents per box, carload minimum a certain num- 
ber of boxes, to cents per 100 pounds and minimum to specific 
pounds, at the same time increasing the estimated weight per 
box and then, in lieu of track weighing, ascertaining the weight 
of a car by multiplying the estimated weight per box by a 
specified number of boxes, as if the minimum were still stated 
in boxes. 

Using Orlando as a typical origin point and Jacksonville 
as a typical basing point, the Commission said the present 
proportional or gathering rate was 23 cents per box, minimum 
300 boxes. The proposed rate, when for beyond Jacksonville, it 
said, was 29 cents per 100 pounds, minimum 30,000 pounds, 95 
pounds the estimated weight of oranges and 85 pounds the 
estimated weight of grapefruit, in place of lower estimated 
weights now in use. The protesting state commission estimated 
the changes would result in an increase of 7.2 per cent on 
grapefruit and 19.8 per cent on oranges, or 4.55 cents per box 
of oranges and 1.65 per box of grapefruit. 

Changes in descriptions were also proposed. The net effect, 
the carriers said, had. both parts of their proposal been allowed 
to become operative, would have been lower charges to the 
transcontinental territory covered by the tariffs than now are 
being paid. The Commission’s report described two or three 
tariff complications, one of which resulted from its suspension 
of the Florida factors. It said that by reason of the suspen- 
sion the method of assessing charges on through shipments had 
become unnecessarily complicated and confusing. In disposing 
of the matter the Commission said: 


Upon this record, respondents have proven that the proposed 
average estimated weights of 85 pounds per box of grapefruit and 95 
pounds per box of oranges are not excessive for use with rates 
stated in cents per 100 pounds, but they have not proven that the 
actual weights per box have increased in an amount which would 
warrant an increase in rates or charges. The fact that oranges may 
weigh 95 pounds per box does not of itself warrant increases in 
freight charges, whether those charges are stated in amounts per 
box or per 100 pounds. Carriers cannot justify increases in trans- 
portation charges, especially when fixed by us, merely by explaining 
a change in the method of determining the freight charges. If the 
proposed change in method would accomplish complete uniformity 
that consideration would have weight, but it is not here presented. 
Instead of promoting uniformity the proposed method of stating 
charges up to the basing point on traffic destined to transcontinental 
territory would further confuse a situation which is already so com- 
plex and disordered that shippers and carriers have difficulty in 
applving and understanding. or even explaining, the adjustment. 

The length of the explanation required to set forth this situa- 
tion shows clearly the need of revision and simplification of these 
tariffs. The amended act provides in section 6 that schedules shall 
be “plainly stated” and “plainly printed,” and that proposed changes 
should be “plainly indicated.”” We would not be warranted in per- 
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mitting the proposed schedules to become effective in the form in 
which they now stand. ‘ 

Respondents contend that the shippers are interested in the 
proposed schedules only in so far as they affect through charges to 
transcontinental territory. Adopting, for the moment, their conten- 
tion, we must then necessarily take cognizance of the fact that the 
proportions beyond Jacksonville, and hence the through rates, 
effective Oct. 1, 1924, created unlawful and unwarranted rate situa- 
tions with respect to the long-and-short-haul provision of the fourth 
section of the act. In Rice Products to Jackson, Miss., 44 I, C..C. 
364, and other cases, we have found that where suspended schedules 
contain or threaten departures from the long-and-short-haul provi- 
sion of the fourth section, such schedules should be ordered can- 
celled “without considering the intrinsic reasonableness of the pro- 
posed rates.” ; : j 

If the proposed factors from Florida producing points to Jack- 
sonville should become effective, and if respondents should cancel 
out the reduced factors beyond on account of the fourth section 
situation, as they have intimated that they may do, then the through 
rates from Florida points to transcontinental territory would be sub- 
santially increased, and would be on a basis different from and 
— than that on like traffic destined to central or eastern terri- 
tories. 

In other cases we have given carriers serving Florida the alterna- 
tive of publishing gathering charges up to the Florida gateways as 
proportionals for use only in connection with the rates beyond, or of 
publishing specific joint rates, but the alternative can not be allowed 
where it would result in tariff situations of such hopeless confusion 
as that explained in this report. Respondents should have no dif- 
ficulty in translating the through charges which it was intended 
should become effective on Oct. 1, 1924, into specific joint rates from 
the interior Florida points to this transcontinental territory without 
disturbing the reductions from Jacksonville westbound or the con- 
current reductions from California points to Southern territory. Our 
conclusion herein will be without prejudice to the filing of new sched- 
ules on short notice naming specific joint rates from interior Florida 
points to this transcontinental territory no higher than the aggre- 
gate of the proposed proportionals and the reduced proportionals be- 
yond, provided that no departures from the fourth section will result. 


SHORT LINE MAIL PAY 


Acting by division No. 1, composed of Commissioners Mc- 
Chord, Lewis and McManamy, in No. 9200, the Railway Mail 
Pay Case, report written by Mr. McChord, the Commission has 
found the rates of pay for the transportation of mail on and 
after June 30, 1921, on a number of short line railways, in the 
west, to have been not fair and reasonable. It said what the 
fair and reasonable rates would have been, and prescribed fair 
and reasonable rates to be paid on and after January 22, 1925, 
the day on which the decision was made. The railroads in the 
case filed an application for an increase in their pay on June 30, 
1921, and the finding as to the first relates to the time of their 
application. The applicant railroads, all either between the 
Rocky and Sierra Nevada mountains or on the slopes of the 
last mentioned range, are as follows: 


Bingham & Garfield Railway, California Western Railroad & 
Navigation Co., Colorado, Wyoming & Eastern Railway, Great South- 
ern Railroad, Indian Valley Railroad, Lake Tahoe Railway & Trans- 
portation Co., McCloud River Railroad, Nevada Central Railroad, Ne- 
vada County Narrow Gauge Railroad, Nevada Copper Belt Railroad, 
Nevada Northern Railway, Pacific & Idaho Northern Railway, Quincy 
Railroad, Ray & Gila Valley Railroad, Sacramento Valley & Eastern 
Railroad, San Diego & Arizona Railway, San Luis Southern Rail- 
way, Sierra Railway Company of California, Spokane International 
Railway, Sumpter Valley Railway, Washington, Idaho & Montana 
Railway, Yreka Railroad, Yosemite Valley Railroad. 


The shortest of the roads, the Quincy, in California, is six 
miles long and the longest, the Spokane International, is 166 
miles long. No full mail cars are operated. The question, there- 
fore, was as to the rates for apartment or closed mail pouch serv- 
ice. In the decision in the chief Railway Mail Pay Case, 56 
I. C. C., special provisions were made for short lines. Those 
more than 50 miles but not more than 100 miles long were to 
receive rates 20 per cent higher than those not coming within 
the ordinary meaning of short lines. Those less than 50 miles 
long, all of course separately operated units as distinguished 
from short lines parts of systems, were to receive rates 50 per 
cent higher. In disposing of the case the Commission said: 


From all the facts of record we are of the opinion that the 
present rates of mail pay for transportation of mail upon the ap- 
plicant’s line should be increased. The carriers claim that the record 
justifies an increase of 350 per cent based upon a return of 8 per 
cent upon their investment in road and equipment devoted to the 
mail service as ascertained by the use of the space ratios. The rec- 
ord does not warrant such a claim. We are of the opinion that the 
very large amount of unused space charged to the mails in the cost 
ascertainment shows that the complementary space operated is ex- 
cessive. Inasmuch as the mail is the only one of the three classes of 
service in the passenger train cars that is paid for on the space 
basis it is probable that the carriers have not given very much con- 
sideration to the matter of cutting down the amount of unused space 
in such cars. The present record warrants the statement that the 
cost of operating the mail service by these roads is unduly augmented 
by the operation of a large amount of unused space not directly 
chargeable to the mail service. 

We are of the opinion and find that the rates of pay received 
by the applicant carriers for transportation of the mails on and 
after June 30, 1921, were not fair and reasonable, and that the fair 
and reasonable rates to pay to have applied for such service from 
said date were the rates herein established as the fair and reasonable 
rates of pay for the future. 

We are of the opinion and find that the fair and reasonable rates 
of compensation to be received for the transportation of mail mat- 
ter upon the lines of the applicant carriers and the services connected 
therewith will be for the future as shown in the following table 
in which the rates shown under Column A are applicable to roads over 
100 miles in length; under Column B to separately operated rail- 
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roads not exceeding 100 miles in length and not less than 50 miles 
in length; and under Column C to separately operated railroads less 
than 50 miles in length: 


A B Cc 

For each mile of service Cents Cents Cents 
By a 30-foot apartment R. P. O. car...... 37.50 45.00 56.25 
By a 15-foot apartment car .............-.. 25.00 30.00 37.50 
BY G@ T-TOOt SLOTARS BHACE occ ccciccsccvceee 11.25 13.50 16.875 
BY & S=-FOOE StOTARE BVACE  occicsicisiesicccocsee 6.25 7.50 9.375 
By a 7-foot closed pouch space............ 12.50 15.00 18.75 
By a 3-foot closed pouch space............ 7.50 9.00 11.25 


The minimum payment on any mail route upon said lines, over 
any part of which mail is transported not less than six days a week, 
shall be $125 per mile per annum. 


REPARATION AWARD INCREASED 


The Commission, on reconsideration, in No. 11975, Montrose 
Oil Refining Company, Inc., vs. St. Louis-San Francisco et al., 
opinion No. 10059, 95 I. C. C. 96-100, has found that the rate 
prescribed for the future, in the former report in this case, 78 
I. C. C. 572, on crude petroleum, from Cement, Okla., to North 
Fort Worth, Tex., would, by taking into account the general re- 
ductions and advances, be reasonable for application on past ship- 
ments, and has awarded reparation to that basis. 

A further finding, following Nollenberger vs. M. P. Ry. Co., 
15 I. C. C. 595, was that the actual damage sustained in any case 
was a matter for determination by the Commission, unlimited by 
the prayer for reparation to a stated basis. 

In this case the original award was to the figures carried in 
the prayer of the complaint. The case was reopened, upon the 
petition of the complainant, for further consideration. 

After stating unusual facts in the case, the Commission 
said the question at issue, briefly stated, was whether it was 
justified in awarding reparation upon the basis of relatively 
higher rates than it found reasonable for the future. The rates 
upon which the award of reparation was made, the Commission 
said, were those specifically named in the complainant’s prayer. 
It was pointed out, however, that the complaint sought “such 
other and further relief’ as the Commission might find due. 

“In our opinion,” the Commission said, after further con- 
sideration, “the actual damage sustained is a matter for determi- 
nation by the Commission upon the facts before it, and such 
determination is not limited by the sum specifically named in 
the complaint.” It cited the Nollenberger case to illustrate its 
point that it was the party to determine the amount of damage 
regardless of the prayer of the complainant. , : 

The unusual facts in the case are that the short line from 
Cement, Okla., the shipping point in this case, to North Fort 
Worth, is made up of the St. Louis-San Francisco rails to Law- 
ton, Okla., and the Rock Island beyond, a distance, as stated by 
the Commission, of 182.7 miles. There is another route via the 
same line ,through Chickasha, Okla., a distance of 192.3 miles. 
The Frisco, however, has a route over its own rails, via Sapulpa, 
of 459.5 miles. 

When the complainant began shipping crude, in April, 1920, 
the lowest rate from Cement to Fort Worth, the report said, was 
22.5 cents via the route through Sapulpa, the 459 mile route. 
That rate became 30.5 cents on August 26, 1920, plus switching 
charges of the St. Louis Southwestern at destination not ab- 
sorbed by the Frisco. ; 

Under the erroneous belief that the 22.5 cent rate was in 
effect via the Lawton route the complainant routed 19 shipments 
that way, and was charged a distance rate of 50 cents applicable 
over that route. Thereafter, the Commission said, the complain- 
ant routed 600 shipments via Sapulpa to obtain the lowest rate. 
The rate itself was the same as the one from Lawton, except 
that the switching charges at ‘North Fort Worth, on the St. 
Louis Southwestern, were absorbed by the Frisco on shipments 
from Lawton, because it was a competitive point. 

In the original report the Commission found that the failure 
to establish a reasonable rate via Lawton forced the complainant 
to send its shipments via Sapulpa, and that it accordingly suf- 
fered damage to the extent that charges at the latter rate ex- 
ceeded what they would have been at a reasonable rate via 
Lawton. For the future it found that a rate not exceeding 19 
cents would be reasonable. As to the past it found that a “rea- 
sonable rate from Cement to North Fort Worth via Lawton 
prior to August 26, 1920, would have been 19.5 cents and there- 
after 26.5 cents,” and awarded reparation on that basis. On 
shipments via Sapulpa reparation was awarded against the Frisco 
alone but the Rock Island was required to participate in the 
award via Lawton. The Frisco was held responsible for ship- 
ments moving via Sapulpa because, the Commission said, the evi- 
dence indicated that that defendant was responsible for failure 
to establish a reasonable joint rate via Lawton. No rehearing 
on that point, it said, had been asked. 

The prayer in connection with the petition for further con- 
sideration was for a modification of the finding to the extent of 
awarding reparation to the relative basis of the 19-cent rate 
found reasonable for the future. , 

When the complainant began shipping, the Commission said, 
there was a rate of 15.5 cents from Lawton to Fort Worth. That 


rate was increased to 21 cents on August 26, 1920, and reduced 
to 19 cents on July 1, 1922. 
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The Commission found, in the report on reconsideration, that 
the rates from Cement to North Fort Worth, were unreasonable 
to the extent they exceeded 15.5 cents prior t6 August 26, 1920, 
and 21 cents on and after that date. Those rates, the Com- 
mission said, were on the same basis as the 19-cent rate pre- 
scribed for the future. In this report it increased its award 
of reparation to that basis. The award includes switching 
charges. 

Chairman Hall (the decision being dated December 8, 1924, 
but not promulgated until January 23, 1925), dissenting, sug- 
gested that the decision, by reason of indulgence in presumptions 
of unreasonableness, approached reduction to absurdity. He 
said that if presumptions of unreasonableness growing out of 
the publication of rule 77 attached to a rate of 22.5 cents, the 
presumptions would constrain the Commission to find that a rate 
of 17.5 cents was reasonable for a haul of 182.7 miles via Law- 
ton, and that a rate of 15.5 cents was reasonable for the 459.5 
mile haul via Sapulpa. 

“Such reductio ad absurdum sufficiently illustrates what we 
come to when presumptions are used in determining issues of 
fact,” said Mr. Hall. “In this case the presumptions exist, as 
much as they do in any, but they are left in the background and 
the majority find that the Frisco, alone, should be penalized for 
failure to establish a rate via Chickasha which it could not estab- 
lish without participation by the Rock Island.” He pointed out 
that the voluntary establishment of a joint rate necessitated 
joint action, and asserted that reparation could not be awarded 
against a single line for failure to take joint action, or against 
any line except for violation of the interstate commerce act. 
Continuing his discussion he said: 


The Frisco complied with routing instructions given by the 
shipper. That was its duty under the law. It hauled the shipments 
over its own rails to destination. That was its right under the law 
and the instructions. No proceeding was even pending to require 
the establishment by it and the Rock Island of a joint rate via 
Chickasha. The establishment of a joint rate under the provisions of 
rule 77 is required only upon a ‘‘reasonable request.’’ There is noth- 
ing to indicate that either of these carriers had been requested to 
establish the 15.5-cent rate via Chickasha before or at the time these 
shipments moved. These considerations would not prevent us from 
awarding reparation if the shipments had moved via Chickasha at 
a rate which was unreasonable, but they should serve to dissipate 
any mist of negligence thrown about the Frisco, and the “‘failure’’ 
of which it is found guilty is not a violation of any provision of the 
act to which our attention has been directed. 

We should determine what would have been a reasonable rate to 
apply on the shipments which moved 182.7 miles via Lawton; what on 
those which moved 459.5 miles via Sapulpa; award reparation ac- 
cordingly; and prescribe reasonable rates for the future, 


COOPERAGE INCREASE DENIED 


Assumed compliance with the Commission’s decision in 
Ozark Cooperage & Lumber Co. vs. Aberdeen & Rockfish, 91 
I. C. C. 329, has been condemned by the Commission in I. and 
S. No. 2254, wooden hoops, transcontinental, westbound, mimeo- 
graphed (see Traffic World, January 24), as not being in accord 
with the Commission’s idea in that case. The tariffs condemned 
proposed increased rates on wooden hoops from group C points, 
to Pacific coast destinations. They were suspended upon pro- 
test of William K. Noble, of Fort Wayne, Ind., a manufacturer 
of cooperage stock. 

At present the rates on wooden hoops from group C points 
to San Francisco, for example, are $1.25, minimum 40,000 pounds, 
and $1.02, minimum 60,000. Under the suspended schedules 
these rates would become $2.25, minimum 16,000 and $1.33, 
minimum 34,000 pounds. Rates from other groups, the Com- 
mission said, would be increased accordingly. 

Respondents asserted the 34,000 pound minimum was pro- 
posed in compliance with the decision in the Ozark case. They 
said that, following what they considered an intimation by the 
Commission, in that case, that the minimum car earnings 
should be protected, the rates at the lower minima were made 
enough to yield car earnings substantially equal to those accru- 
ing under the existing higher minima and lower rates. They 
said it was not their desire to increase the charges to the 
shipper, and that they were willing to continue the present 
rates and minima if their maintenance would not interfere with 
compliance with the order in the Ozark case. They pointed to 
language in the report on the Ozark case which they construed 
to mean they should prescribe minima that could be loaded 
and make their rates in such fashion as to protect the car 
earnings; that is, not try to obtain what they deemed adequate 
revenue by establishing arbitrary minima which could not be 
ioaded. 

The protestant said the lower minima would be no induce- 
ment to his customers and that the higher rate would destroy 
his business in the western country, to which, he said, he had 
been loading 60,000 pounds in 50-foot cars. He was quoted as 
saying he had no use for the 40,000 pound minimum and cor- 
responding rate. On the other hand, he said he had no objec- 
tion to the 34,000 pound minimum provided it did not increase 
the rate at the 60,000 pound minimum. 

In the Ozark case, the Commission said, the 60,000 pound 
minimum was attacked as unreasonable and unduly prejudicial 
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as applying from group E points. The Commission condemned 
it as unreasonable, for application from that group, to the 
extent it exceeded 34,000 pounds for the standard car with 
graduated minima, made in accordance with rule 34 of the 
Consolidated Classification. On that basis, the Commission . 
said, the minmum for the 50-foot car of the type furnished for 
shipments from Chaffee, a point involved in the Ozark case, to 
San Francisco, would be 55,080. 

The Commission said the respondents had made the 34,000 
minimum proposed subject to rule 34 of the Western Classifi- 
cation. That rule, it said, did not provide graduated minima 
on the basis of a minimum of 34,000 pounds and that, there- 
fore, the railroads had failed to give full effect to its order. 

The Commission said the proposed rates made an increase 
of more than 30 per cent. It said that the present rate of 
$1.02, 60,000 minimum, yielded $612 per car and the proposed 
rate of $1.33 at the highest minimum, 55,080 pounds, prescribed 
in the Ozark case, would yield $732.56, an increase of $120.56. 
It said the railroads did not contend that the present rate was 
unreasonably low and had offered no justification for the in- 
creases. 

The finding of non-justification was without prejudice to 
the filing of other schedules naming reasonable rates, which 


would not result in an increase of the present rate based on the 
60,000 minimum. 


COTTON LINTERS TO INDIANA 


The Commission, in mimeographed report on I. and S. No. 
2261, Cotton Linters from Texas and Oklahoma Points to Indiana 
Points, has found not justified, increases in rates on cotton 
linters, uncompressed, from points in Texas and Oklahoma to 
Indianapolis and Marion, Ind. The finding is without prejudice to 
any that may be made in No. 15358, Burton-Dixie Corporation 
et al. vs. A. T. & S. F. et al. and two sub-numbers thereunder. 

In defense of what they proposed, the cancellation of joint 
through rates, the carriers said the joint rates were made 
without their knowledge, in 1921 and 1922, and were in violation 
of the usual rule for making rates from west of the Mississippi 
to points east of that dividing line. They asserted the usual way 
was to apply the rates to the crossing at East St. Louis and then 
add arbitraries, the arbitrary in each instance being the local 
fourth class rate, to the points east. 

Rates to Indianapolis and Marion, it was pointed out, were 
the same as to Chicago. The Commission said the basis of rates 
to Chicago had not been explained. Later in the report it said 
that Indianapolis and Marion were intermediate on some routes 
via New Orleans but that the railroads said uncompressed cotton 
did not move that way. 

The Central Freight Association lines, which assumed the bur- 
den of justification, said the combinations on Marion and Indian- 
apolis were being used to break down the rate structure east of 
the river. They said that allowing combinations to be made on 
the Indiana points was lessening the number of routes west of 
the river which might be used on that traffic, up to the Mis- 
sissippi. The Commission said the cancellation of the rates to 
Indianapolis and Marion would not bring about the situation 
desired by the carriers, because it would still be possible to use 
combinations based on Danville, Ill., and other points. 


RAIL-CANAL JOINING ORDERED 


The New York Central, not later than May 1, must extend its 
service to and over the railroad tracks owned by the state of 
New York, at Buffalo, so as to bring about such a connection be- 
tween the railroad systems of the United States and the barge 
canal system owned by the state that traffic may be interchanged 
at or near the piers of the canal system at the Buffalo terminus 
of the canal system. That, it is believed, is the substance of the 
Commissioner’s report and order, written by Commissioner Mc- 
Chord, in No. 14777, State of New York et al. vs. opinion No. 
10064, 95 I. C. C., 119-48. 

All jurisdictional questions raised in connection with the 
case, were decided in favor of the Commission’s possession 
thereof, as contended for by the state authorities and as denied, 
in large part, on behalf of the railroad company. The order spe- 
cifically directs the railroad company to “provide, on or before 
May 1, 1925, and thereafter maintain, subject to the usual tariff 
provisions, with respect to the opening and closing of navigation 
on the canal, a transportation service between the Erie Basin 
barge canal public terminal, in the city of Buffalo, State of New 
York, and points and shippers located on said defendant’s line 
and on lines of its connections. and perform upon the standard- 
gauge railroad tracks within said terminal and connected with 
said defendant’s tracks, the operating service necessary to an 
interchange of traffic with barge-canal lines at said terminal, the 
said service, to embrace all traffic, interstate and intrastate, that 
may be transported to or from said terminal over said defend- 
ant’s line.” 

The additional language of the order requires the New York 
Central to furnish all the equipment and men and to do all the 
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things needed to bring in and take out cars and the proper spot- 
ting and removal of cars. 

Physically, it was pointed out in the report, there has long 
been connection between the tracks of the railroad company and 
the tracks built by the state upon the barge-canal terminal prop- 
erty. Occasionally, it was also pointed out, the New York Cen- 
tral had set cars upon the canal terminal tracks but that, broadly 
speaking, it had declined to furnish the service, which, if estab- 
lished, would integrate the railroad and canal systems. The New 
York Central pointed out that if it furnished service of the kind 
desired, it would often be deprived of the line-haul and be re- 
quired to render the relatively unremunerative switching hauls 
while the profitable line-hauls would go to the canal barge lines. 
In its behalf it was also pointed out that the canal system ex- 
tended to many points also reached by its lines, inasmuch as the 
canal system extended, with branches to Lake Champlain, Lake 
Ontario, and Seneca Lakes, from New York City to Buffalo, the 
Buffalo line including the canal to Tonawanda and the Niagara 
river from that point into Buffalo. 

Chairman Hall (the decision being dated December 9, 1924) 
and Commissioner Potter dissented, the former writing the views 
of the dissenters. What they said constrained Commissioner 
Eastman to write concurring views to supplement the opinion of 
the majority, as voiced by Commissioner McChord. 

In a general way the majority construed the language of 
paragraph 13, of section 6 so as to make it mean that the Com- 
mission had been given the power to require the New York Cen- 
tral to extend its service over the tracks of the state within the 
canal terminal property to the end that there might be an inter- 
change of freight between any canal lines that might operate to 
and from the barge-line terminal and the railroads of the United 
States; or, stated in another way, to perform its service in such 
a way that, if there were boats willing to come to the piers, 
they could take the freight in the cars, and to furnish cars into 
which traffic coming in by barge could be loaded into the cars 
furnished by it. 

Chairman Hall and Commissioner Potter construed the 
statute as meaning that there was no power to be exercised 
unless and until there was a water common carrier subject to 
the act or willing to subject itself to the act, ready to join with 
the railroad in through carriage of traffic, either on joint 
rates, or on rail proportionals prescribed by the Commission. 
New York state contended it was not a rate case at all and that 
there was no necessity for considering rates. To meet the point, 
made early in the case, that there was no canal lines parties to 
the case with whom arrangements for through service might be 
made, the complaining state brought in, as interveners, the Roch- 
ester Terminal & Canal Corporation and Interwaterways Line, 
Inc. 

Commissioner Eastman, in his concurring views, said that 
the construction urged by Messrs. Hall and Potter would reduce 
paragraph 13 of section 6 “almost to a nullity and certainly to an 
absurdity.” He said that Mr. Hall’s construction of the words 
“common carriers” dwarfed the paragraph. To that Mr. Hall 
answered that his brother Eastman’s construction made the 
words Gargantuan because it would extend the Commission’s jur- 
isdiction, in the particulars mentioned in the paragraph, and also 
the entire act, “to all common carriers of property by water in 
interstate commerce, whether subject to the act or not.” Con- 
tinuing, he said: 


At on gulp it swallows all these carriers by water, whether on 
river or canal, the Great Lakes or the high seas, many of them al- 
ri aaa to the shipping act, 1916, and the merchant marine 
act, 3 

They are not subject to our act, and do not desire to be, but when 
the conditions coincide they would be brought perforce and against 
their will within our jurisdiction not only in the “particulars” speci- 
fied in subdivisions (a), (b) and (c), but also— 

“the jurisdiction given by the act to regulate commerce, as amended 
June 18, 1910—’’ 

and thus presumably the jurisdiction given by the act as it stands 
today. If the additional jurisdiction can be exercised over carriers 
not subject to the act, the other and broader jurisdiction can be 
also. Thus, everything that the act requires of common carriers 
by water subject to the act we may call upon these water carriers to 
perform. They must file with us and strictly observe their tariffs. 
Their rates must be just, reasonable, and free from unjust discrimi- 
naion, undue prejudice, or undue preference. Complaints against them 
for violation of the act may be heard and determined by us. With 
our orders they must comply. To my mind the sounder view is 
that no jurisdiction, whether as expressed in these particulars un- 
der paragraph (13) or in the act as amended in 1910, or in the act 
as it is today, has been given to us except for exercise over common 
carriers subject to that act, and that no attempt by us to exercise 
jurisdiction will subject carriers to that act. 

This detailed fnquiry into the meaning of the terms “‘common 
carrier’ and ‘carrier’? by water as used in paragraph (13) may 
seem academic, but it is proper to weigh words before we attempt 
to apply them, and to seek for them an interpretation which is not 
en ye to other provisions, until the courts shall set the matter 
at rest. 

Whatever the meaning of those words may be, the plain intent of 
the paragraph is to foster a dual form of transportation. There 
must be a rail carrier and a water carrier. In the interstate move- 
ment of property we are to bridge the gap, if one exists, between 
the rail carrier and the water carrier, or, if none exists, to substitute 
a more convenient method of connecting the two. By joint or pro- 
portional rates, and otherwise, we are to facilitate the interstate 


oe of property by rail and water from origin to desti- 
nation. 
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The dissenters maintained that the purpose of the statute 
was to foster a dual form of transportation but that throughout 
the act it was clearly the intent of Congress not to bring the 
carriers by water under the jurisdiction of the Commission 
except under conditions not met by the state or the interveners. 
On that point they said: 


Defendant comes within the term as a carrier by railroad. It 
does not operate as a common carrier on the barge canal. There is 
no showing that its railroad and the waters of the barge canal are 
used under a common control, management, or arrangement for a 
continuous carriage or shipment. Indeed, the contrary plainly ap- 
pears. It would seem, therefore, that the two canal iines which 
have filed petitions in intervention do not come within the term 
‘common carrier’? as used in the act. But, however, that may be, 
it is not shown that they or any other carriers on the canal seek to 
become or to be recognized as common carriers subject to the act. 
The two interveners ask no relief in their petitions. One of them, 
the Rochester Terminal & Canal Corporation, handles shipments 
under contract or “prior arrangement.” Its representative testi- 
fied that it handles no westbound traffic moving through the port 
Buffalo and receives directly no traffic from Buffalo eastbound. The 
other, the Interwaterways Line, Incorporated, is already principally 
engaged in transporting ex-lake grain eastbound for export. Its 
representative testified that it is free to increase or reduce its rates 
at will, without control by any public body. To what extent either 
would be available for the through transportation contemplated by 
the statute is not made to appear. No other canal line is party to 
this proceeding. Manifestly, the jurisdiction here invoked is a 
jurisdiction over the water carrier as well as the rail carrier, and can 
not be exercised if the water carrier is not a party to the proceedings. 


Commissioner McChord, in his report, recited the fact that 
the state of New York had spent about $150,000,000 in the con- 
struction of its barge canal system and about $23,000,000 for the 
preparation of 57 terminals, one of whihc was the Erie Basin 
barge canal terminal, at Buffalo, with tracks, piers and ware- 
houses; and that the terminal had been ready for use since 1920. 
He said the state, with a view to bringing about a use of the rail 
and canal systems, applied to the Public Service Commission of 
the state for an order requiring connection such as was ordered 
in this case. The state commission issued an order which was 
set aside by the highest judicial power in the state on the ground 
that exclusive jurisdiction in a matter of that kind had been 
committed to the federal body. The state then applied for a writ 
of certiorari to have the Supreme Court of the United States 
review the case but that court refused to issue the writ, 258, 
U. S. 621. Mr. McChord said that while the withholding of the 
discretionary writ of certiorari did not imply affirmance, it left 
outstanding the decision of the state court of last resort, under 
which complainants and others were, for the time being, con- 
cluded from further recourse to the state commission. In dis- 
posing of the case, he said: 


It is to be observed that the presence in any case of a common 
carrier by water is an essential element only in an establishment 
of through routes and joint rates. In the nature of things, for 
such a purpose the presence of a rail line and a water line would be 
necessary. In an establishment of rail-line proportional rates we 
may also designate the vessels in connection with which they are 
to apply, but that is not obligatory. But neither through routes 
and joint rates nor proportional rates are here sought. All that 
is asked is that defendarit, with its already available motive power 
and other equipment, provide the transportation service and per- 
form upon the terminal tracks the operating service necessary to an 
interchange of traffic at the terminal. Under the terms of the statute 
our power to require it is distinct and complete. Under another 
section of the act we have power to require a railroad to extend its 
line, and for obvious reasons this includes authority to require the 
carrier to operate the extension. So, our power to require this de- 
fendant rail line to construct or connect with the terminal tracks 
necessarily includes the power to require that line to perform the 
operating service. That power is expressly invoked in this case, and 
nothing is asked of the canal lines. 

It also is not necessary that we couple an order for operation of 
the connecting tracks with a determination and prescription of the 
terms and conditions of such operation. Complainants have not 
asked it, and defendant need only make such tariff provision as 
may be necessary to cover the service into and out of the terminal. 
if the terms upon which the traffic is so handled shall hereafter be 
deemed unsatisfactory and unlawful, the way is always open to 
shippers to file complaint and invoke an exercise of our further 
jurisdiction, such as a prescription of rail-line proportional rates. 

The testimony is that about 75 per cent of the canal traffic is 
interstate, and not only have the state courts held that our jurisdic- 
tion in the premises is exclusive, but that was defendant’s insistence 
before those courts when the order of the state commission was un- 
der review. 

In our consideration of the case we are also mindful of the legis- 
lative declaration in section 500 of the transportation act, 1920, as 
follows: 


“It is hereby declared to be the policy of Congress to promote, 
encourage, and develop water transportation, service, and facilities 
in connection with the commerce of the United States, and to foster 
and preserve in full vigor both rail and water transportation.” 

We find it to be in the public interest that defendant should per- 
form the transportation and operating services in accordance with 
the prayer of the complaint, as amended, subject to the usual tariff 
provisions with respect to the opening and closing of navigation on 
the canal; and an order to that end will be entered, 


DIVISIONS NOT UNREASONABLE 


The Commission has dismissed No. 13786, Ambrose S. Mur- 
ray, receiver, Dansville & Mount Morris Railroad Company vs. 
Erie et al., opinion No. 10051, 95 I. C. C. 138-20, finding that 
divisions of interstate joint rates accorded to the Dansville & 
Mount Morris, a short line steam railroad operating between 
the towns used in its name, in New York state, not far from 
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Rochester, had not been shown to have been or to be unjust, 
unreasonable, inequitable or otherwise unlawful. The com- 
plaint was filed May 29, 1922, and the prayer was for larger 
divisions from other carriers. The complaint named all the 
railroads in the country, practically speaking, as defendants, 
but the roads in Central and Eastern Trunk Line territories 
only took part in the case. Rochester and Dansville commercial 
organizations intervened in behalf of the complainant, which 
had been operated, efficiently and economically, the Commission 
said, by the present receiver, since 1894. In 1922, it said, he 
announced that the financial drain upon him by reason of the 
inability of the road to earn its way would compel him to 
sell it if he could or abandon its operation. The complaint 
about divisions was filed as one method for obtaining a fair 
return on about $248,000, the estimated value of the property. 

After the complaint was filed, the report said, the Erie 
expressed willingness to increase some divisions, but the other 
principal defendants in the east refused to join with it. They 
admitted, the report said, the importance, from a local point 
of view, of the short line, but urged that the public interest, 
as a whole, would be better served if the transportation system 
of the country should be relieved of the burden of maintain- 
ing such carriers as the Dansville & Mount Morris. They said 
the Lackawanna, by making certain adjustments in its facilities, 
could serve Dansville better than the Erie and D. & Mt. M. 
They suggested an increase in rates, but the short line said 
it could not do that without losing business to the Lackawanna 
in such measure as to make its operation more unprofitable 
than at present. 

The Commission said the financial needs of the carrier, 
stated in general terms, was not sufficient to show the divi- 
sions unreasonable, considering the earnings under them, and 
the ease of operation of the short line. Whether or not they 
were inequitable, unduly prejudicial or preferential, it said, 
could not be determined for lack of appropriate data. 

Commissioner Cox, dissenting, said the power of the Com- 
mission, in respect of divisions, was given to meet just such 
situations as this. He said the amount was small, about $18,000 
a year; that he believed equitable divisions could be worked 
out, and that the Commission should not permit so great a 
calamity as the abandonment of the only railroad many in a 
community of 14,000 could use, to fall on Dansville, without 
making every effort in its power to avert it. 


MARKING RULE ELIMINATED 


Elimination of the requirement that a description of the 
contents be shown on the outside of fibre boxes, at an early date, 
from all parts of the country, is indicated by a decision of divi- 
sion No. 3, in I. and S. No. 2260, Penalty Charge on Shipments 
in Fibre Boxes in Official Classification Territory, mimeographed. 
In that case the Commission held that the Official Classification 
carriers had justified their proposal to eliminate the requirement 
from the classification. The requirement is known as section 
8 (b) of Rule 41 of the Consolidated Classification. 


Nation-wide elimination is indicated because the Commis- 
sion, in its report, said that while representatives of the Western 
and Southern Classification territories were opposed to elimi- 
nation, they would, in the event the proposal of the Official ter- 
ritory committee was approved, in the interest of uniformity, 
recommend like cancellation of the rule in those territories. 

No shipper appeared in opposition to the proposed cancella- 
tion. Witnesses for several shippers said that after they were 
required to mark their fibre containers so as to show the con- 
tents, claims for loss due to pilferage increased greatly. One 
silver company witness said that after the word silver had been 


eliminated from its cases losses were greatly reduced. In dis- . 


cussing and disposing of the case the Commission said: 


Representatives of the southern and western classification lines 
state that where single shipments consist of goods subject to dif- 
ferent ratings and packed in separate containers it is impossible to 
check weights, or to determine weights, if omitted from the bill of 
lading, unless the packages show a description of the contents; 
that it is impossible properly to load and stow in cars; that ‘‘overs’’ 
and “shorts” cannot be accurately determined or located; that the 
delivering agent cannot definitely determine losses of packages and 
make appropriate notations on the expense bills; and that the con- 
signee in receipting for the goods delivered does not know what 
he is short. They also contend that to open a fibre box in order 
to determine its contents would delay delivery, inconvenience con- 
signees and result in unnecessary destruction of many containers. 

A wooden container, if opened for inspection, may be more easily 
resealed than a fibre box. Except for this, the objections of the 
southern and western carriers apply to wooden containers which 
now need not be labeled so as to show contents. 

While it may be advisable to have each container marked so 
that accurate check can be made of shipments constituting more 
than one package, especially where more than one commodity is 
contained in one shipment, symbols would serve the same purpose 
and the desire of respondents to eliminate the present requirement 
could be met. Rule 6 of the consolidated classification now requires 
that when less-than-carload shipments are made on order bills of 
lading each package, bundle or loose piece of freight shall be marked 
with an identifying symbol or number, which must also be shown 
on the shipping order and bill of lading. The representatives of the 
southern and western classification lines oppose this method be- 
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cause they believe checking would be more difficult, and because 
of the possibility of dropping or transposing figures. 

Although the western and southern classification lines are not 
parties to this proceeding, and are opposed to the elimination of the 
requirement here under consideration, their representatives stated 
at the hearing that they had set forth on this record all of their 
views on the subject, and that if the schedules under suspension were 
found justified by us they would, in the interest of uniformity, rec- 
ommend to those lines the cancellation of section 8(b) of Rule 41. 

We find that the suspended schedules have been justified. An 
order vacating the orders of suspension and discontinuing this pro- 
ceeding will be entered. 

In the belief that there is merit in the position of the repre- 
sentatives of the southern and western carriers that the outside of 
fibre boxes should carry some symbol or number which will facilitate 
checking and handling, it is suggested that the representatives of 
the three classification committees may prepare a rule requiring 
shippers to place such a symbol or number on the outside of fibre 
boxes. The finding herein made is without prejudice to the estab- 
lishment of such a rule. 


SUCKER ROD RATES 


The Commission, in a mimeographed report on I. and S. 
No. 2093, sucker and pull rods from St. Louis and other points 
to Kansas and Missouri, has found not justified the proposed 
cancellation of commodity rates on iron or steel sucker and 
pull rods, carloads, from St. Louis and points in central ter- 
ritory, to destinations in Kansas and Missouri. It has required 
the carriers to cancel the schedules and discontinued the pro- 
ceedings. The cancellation of the commodity rates would have 
brought into effect the class rates so as to remove what the 
railroads said were inequalities. 

After reviewing cases in which the question of rates on 
sucker rods, either as such, or as iron and steel articles had 
bearing, the Commission said: 


The evidence clearly indicates that the present rates on sucker 
and pull rods are in need of revision and that the present relationship 
of these rates with those to Oklahoma points results in prejudice to 
localities in the latter territory. On the other hand the proposed 
application of class rates would result, in some instances, in rates 
higher than those to Oklahoma points, and considerably higher in 
many cases than those proposed by the carriers in the pending 
case cited (I. and S. No. 2107). These latter rates, however, were 
not proposed as maximum rates by the interested carriers in the 
territory of their application and can not be considered as furnishing 
a criterion for a reasonable maximum basis in the territory here con- 
sidered, where the traffic is of much greater importance. As the 
present rates on sucker and pull reds to both Missouri-Kansas and 
Oklahoma-Texas points are grouped, it is impossible upon this 
record to indicate a basis of rates for the future to the points here 
considered, which would harmonize entirely with the present or 
proposed adjustments to adjoining or closely related territories. 


MANURE SALT CASE DISMISSED 


The Commission, in a mimeographed report on No. 14718, 
Laurel Oil and Fertilizer Company vs. Director-General, Cen- 
tral of Georgia et al., has made an order of dismissal, on a 
finding that the rates on bulk manure salts, from Savannah, 
Ga., to Laurel, Miss., imposed on a carload of such salts, in 
February, 1920, were not unreasonable or otherwise unlawful. 





IRON AND STEEL PIPE RATES 


The Commission, in No. 15574, Texas-Pacific Coal & Oil Com- 
pany vs. Texas & Pacific et al., amd a sub-number thereunder, 
Same vs. Same, mimeographed, has found a rate imposed on 
shipments of wrought iron and steel pipe from Ranger, Tex. to 
Taylor, Louann and Smackover, Ark., unreasonable and 
prescribed a new one for the future. It also awarded repara- 
tion. The complaint alleged the rate was unreasonable and in 
violation of the fourth section. The Commission found the 
rates on wrought iron and steel pipe from Ranger to Taylor, 
Louann and Smackover unreasonable to the extent they ex- 
ceeded 56.5 cents prior to July 1, 1922, and unreasonable since 
then and for the future to the extent they exceeded 51 cents. 


OLD RAIL CASE DISMISSED 


The Commission has dismissed No. 15155, Hyman-Michaels 
Company vs. Kenawaha & Michigan et al., mimeographed, on 
a finding that rates applied on old, unused steel rails from 
Nitro, W. Va. to Detroit, Akron, and McKees Rocks were not 
unreasonable, unjustly discriminatory or unduly preferential. 
The Commission found the rails were those bought by the com 
plainant from the government at Nitro, W. Va. The testimony, 
the report said, was that the rails had been stored under sheds 
and that while they were slightlv rusted, there were some of 
them that still showed the blue scale that is found on new 
rails. The witness who had testified as to their condition said 
that in his opinion they were marketable as new rails. The 
Commission said they did not come within the varying com- 
modity descriptions covering old rails or rails for scrap or 
relaying. 


STRAWBERRY CASE DISMISSED 


The Commission has entered an order of dismissal in No. 
15009, Louis Singer vs. St. Louis, San Francisco, mimeographed, 
finding the rate charged on one carload of strawberries from 
Sarcoxie, Mo. to Kansas City, Mo., shipped in May, 1920, 
applicable, The complainant alleged that the commodity rate 








of 45.5 cents was unjust, unreasonable and illegal to the ex- 
tent it exceeded the third class rate of 41.5 cents. The Com- 
mission said that no complaint was made that the commodity 
rate was unreasonable because it exceeded the class rate and 
no evidence was introduced as to the reasonableness per se of 
the commodity rate. The Commission said that at the hearing, 
the parties argued that the sole issue was as to whether the 
shipment was overcharged, and the Commission disposed of it 
en that basis finding that the commodity rate higher than the 
class rate was applicable. 


PREPARED ROOFING REPARATION 


A finding of unreasonableness and an award of reparation have 
been made in No. 15436, Texas Pipe Line Company vs. Louisiana 
and Arkansas et al., mimeographed, as to rates and charges on 
prepared roofing from Port Neches, Tex. to Couchwood, Cotton 
Valley and Haynesville, La., and State Line and Emerson, Ark., 
in February and March, 1923. The Commission found the rates 
unreascnable to the extent they exceeded 32 cents to Couchwood 
and Cotton Valley, 33 cents to Haynesville and State Line, and 
34 cents to Emerson, and awarded reparation to those figures. 


RATES ON CANNED GOODS 


A finding of unreasonableness. an award of reparation and 
an order requiring a rate for the future have been made in No. 
15130, Schloss & Kahn Grocery Company et al. vs. Louisville 
& Nashville, mimeographed, as to the rate and charges there- 
under on canned goods from Mobile to Montgomery, shipped by 
water to Mobile from interstate points. The complaint alleged 
the rate, particularly that from Pacific coast ports since July 1, 
1923 had been and was unreasonable. The Commission, at the 
outset of its report, said the movement from the port was sub- 
ject to its juridiction, citing DuPont de Nemours vs. Director 
General, 74 I. C. C. 191, in support of that proposition. The 
rate now is 38 cents. The Commission found that the rate 
was and would be unreasonable for the future to the extent it 
exceeded or might exceed 35 cents. It directed the publication, 
not later than March 16, of that 35 cent rate. 


CEMENT RATES PRESCRIBED 


A finding of unreasonableness and undue prejudice has been 
made in No. 14126, Cape Girardeau Portland Cement Co. vs. 
Baltimore & Ohio et al., mimeographed, as to rates on cement 
from Cape Girardeau (Gulf Junction), Mo., to points in Illinois. 
The Commission said the rates were, and for the future would 
be, unreasonable and unduly prejudicial to the extent they ex- 
ceeded, or might exceed, those. which would result from the 
use of the scale prescribed in Atlas Portland Cement Co. vs. C. 
B. & Q., 81 I. C. C. 1, from the Illinois mills to points in Illinois 
applied in the same manner and under the same formula for 
computing distances as applied in that case and as modified 
by the supplemental order of August 22, 1923. This finding, it 
said, should not be understood to preclude the Frisco and C. & 


EK. I. for operating purposes from interchange at Chaffie, Mo., as 
at present. 





GASOLINE REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15311, Atlantic Refining Company vs. 
Chesapeake & Ohio et al., mimeographed, as to rates and 
charges on gasoline in tank cars, from Hubbell and Alkol, 
W. Va., to Point Breeze, Philadelphia. The Commission found 
that, prior to July 1, 1922, the rates charged on shipments from 
Hubbell and Alkol were unreasonable to the extent they ex- 
ceeded 45 and 43.5 cents, respectively, and that the rates on 
shipments moving from those points between July 1, 1922, and 
June 17, 1923, both dates inclusive, were unreasonable to the 
extent they exceeded 40.5 cents and 39 cents, respectively. It 
awarded reparation to the basis of those rates. 


STEEL WIRE CASE DISMISSED 


An order of dismissal has been made in No. 14304, Pitts- 
burgh Steel Company vs. Director-General, Pittsburgh & Lake 
Erie, et al., mimeographed, the Commission finding rates on 
steel wire, carloads, from Monessen to Economy, Pa., in the 
period of federal control, were not unreasonable or unduly 
prejudicial. The allegation was that rates of 8 and 10 cents 
before and after June 25, 1918, were unreasonable, unduly 


prejudicial and unduly preferential to the extent they exceeded 
6.5 cents. 


SILICATE OF SODA RATES 


In a mimeographed report on No. 15563, United Paper- 
board Co., Inc., vs. Central Railroad Co. of New Jersey et 
al., the Commission found rates on silicate of soda from Gras- 
selli, N. J.. to Thomson, N. Y., in the period from December 
1, 1921, to December 2, 1922, unreasonable to the extent they 
exceeded 34 cents prior to July 1, 1922, and 31 cents there- 
after, minimum 40,000 pounds; but that the rate of 31 cents 
Was not unreasonable after December 3, 1922, and will not 
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be unreasonable for the future. It found the Central Railroad 
Company of New Jersey misrouted two cars and was individ- 
ually liable in the amount of the difference between the charges 
collected and those which would have accrued at a rate of 42 
cents applicable over its line in connection with the Delaware 
& Hudson, Boston & Maine, and the Greenwich & Johnsonville. 
It awarded reparation to the bases indicated. 


OLEOMARGARINE RATES 


The Commission has dismissed No. 15576, John F. Jelke 
Company et al. vs. Chicago & North Western et al., mimeo- 
graphed, on a finding that rates on oleomargarine, carloads, 
from Chicago to South Bend, Ind., Syracuse, N. Y., New York, 
N. Y., Pittsburg and Philadelphia, Pa., are not unreasonable. 
The complainants, dealers in oleomargarine at Chicago, alleged 
the rates upon that commodity between January 1 and June 
30, 1922, were unjust and unreasonable to the extent they ex- 
ceeded the contemporaneously applicable rates on butter. They 
asked for reparation on 222 carloads. They contended that 
oleomargarine should have had the benefit of the 10 per cent 
reduction that was made on butter and other farm products 
on January 1, 1922. The parity which had existed on butter 
and oleomargarine prior to January 1, 1922, was restored on 
July 1, 1922, when the 10 per cent reduction first made on 
farm products became general. 


PIG IRON REPARATION 


The Commission in a mimeographed report on No. 15503, 
Kelly & Jones Company vs. Pennsylvania, has found unreason- 
able rates on pig iron from Youngstown, Leetonia and Warren, 
O., to Huff, Pa. The Commission found the rates unreasonable 
to the extent they exceeded $1.96 prior to July 1, 1922 and $1.76 
since that time. The complaint alleged the rates charged in 
1922 and 1923 and that the present rates were unreasonable. 
The complainant asked for a reasonable rate for the future and 
an award of reparation. At the hearing, the Commission said, 
the Pennsylvania agreed to publish the rate sought so that the 
only question remaining was as to the quality of the rates in 
the past and whether reparation should be awarded if they 
were found unreasonable. 


PLAIN PAPER BAG RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 15484, Victory Bag & Paper Company vs. 
Atchison, Topeka & Santa Fe, ét al., mimeographed, as to rates 
on plain paper bags, in carloads, from Marinette, Wis. to Fort 
Worth, Dallas and San Antonio, Tex. The Commission found 
the rates unreasonable to the extent they exceeded 90 cents per 
100 hundred pounds minimum 40,000, and awarded reparation 
to that basis. It found an overcharge on a carload of plain 
paper bags to El Paso, Tex., and directed refund. 








PETITIONS FOR REHEARING, ETC. 


The New York evaporated salt producers, through T. H. 
Burgess, their attorney, have filed a petition with the Com- 
mission requesting a postponement of the effective date of 
the order entered in No. 14250, Diamond Crystal Salt Company 
et al. vs. A. & R. R. R. et al., requiring the publication of a 
base rate of 334% cents per cwt., Chicago to New York. 

The New England Freight Association Lines have asked 
the Commission for reargument and reconsideration in No. 
14106 and related cases, salt cases of 1923. 

The respondents in I. and S. 2096, lime from E. T. L. points 
to Pittsburgh, Pa., Youngstown, O., and related points, have 
filed a petition with the Commission asking for postponement 
of the effective date of the order. 

The Minneapolis & St. Louis Railroad Company has filed 
a petition with the Commission requesting further hearing in 
No. 14534 (and consolidated cases), switching at Peoria and 
Pekin, Ii. 

The complainant in Nos. 13980 and 11733, Parkersburg Rig 
& Reel Company vs. B. & O. R. R. et al, has asked the Com- 
mission to grant a further hearing therein. 

The complainant in No. 15102, United Cycle & Supply Com- 
pany vs. B. & O. R. R. et-al., has filed a petition with the Com- 
mission requesting oral argument and reconsideration on the 
record as made. 

The Illinois Central Railroad Company and various other 
defendant lines, through R. V. Fletcher, E. A. Smith, G. H. 
Muckley and J. R. Bell, their attorneys, have requested a re- 
hearing of No. 14106, and consolidated cases, known as the 
Salt Cases of 1923. 

The respondents in I. and S. No. 2096, lime from E. T. L. 
points to Pittsburgh, Pa., Youngstown, O., etc., have filed a 
petition with the Commission asking that the effective date of 
the order entered therein be postponed pending final decision 
in I. C. C. Docket No. 16170. 
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January 31, 1925 


HEARINGS ON GOODING BILL 


The Traffic World Washington Bureau 


Cc. W. Hayward, representing shippers of Meridian, Miss., 
appeared before the House committee January 23 in support of 
the Gooding bill. He said the present adjustment in the lower 
Mississippi valley, to a great extent, now conformed to the 
fourth section, this having resulted from the Commission’s de- 
cisions in the Memphis-Southwestern and the Meridian cases. 

Continuing Mr. Hayward, in part, said: 


As already stated, the abuses of past years have been, to a con- 
siderable degree, abated, so far as the lower Mississippi valley is 
concerned, and the question—what particular interest we, in that 
section, may have in the passage of the Gooding bill—may naturally 
present itself to the minds of the committee. Simply stated, it 
is this: We suffered for many years from the discriminations re- 
sulting from fourth section violations. The development and prog- 
ress of the interior as a result thereof was materially hindered by 
the system of rate making which I have briefly referred to. We have, 
by the expenditure of much time and effort and some money, over- 
come, in part, these disabilities. 

If the Congress does not vitalize the fourth section by such 
amendments as will make its intent perfectly clear, it is obvious 
that the old abuses will be revived. Furthermore, lacking the as- 
surance of permanency and stability in our rate adjustments, we 
cannot expect to develop in the interior as we would like to develop 
and as our natural geographical advantages would permit us to under 
an equitable and non-discriminatory rate adjustment. 

From what has been said, it should not be inferred that we are 
offering captious criticism of the Commission’s policy in dealing 
with fourth section situations. Nevertheless, we are irresistibly im- 
pelled to the conclusion that a degree of flexibility has been read 
into the fourth section that was never intended by Congress. We 
do not think it was the intent of Congress that the proviso which 
permits departures in special cases was intended to overcome nat- 
ural geographical or economic disabilities of individuals or commun- 
ities to the prejudice and disadvantage of others more favorably 
situated. Any construction that permits departures solely for the 
purpose of meeting market competition has this effect. : 

Anticipating the suggestion that rates cannot be readjusted to 
a large expanse of territory to conform to the fourth section without 
observing mileage as the controlling factor, it is sufficient to say that 
this condition was confronted in the lower Mississippi valley terri- 
tory and happily disposed of by grouping or zoning the territories of 
origin and destination without the use of mileage as the dominant 
factor in the revised adjustment. ks i 

The acceptance of this theory of equalization by the river and 
coast cities, as well as the interior cities, and its successful ap- 
plication for three years has convinced us that it is entirely feasible 
and that substantial justice may be accorded the interior without 
material injury to the river and coast cities. : 

The most convincing evidence of the acceptance and implied, if 
not expressed, approval of the observance of the fourth section in the 
Mississippi valley is disclosed by the fact that not one representa- 
tive of river or coast cities in the lower valley from Memphis to 
Mobile appeared in opposition to the bill at the Senate committee 
hearing last year. It is also noteworthy that the Mississippi valley 
railroads did not oppose the bill before the Senate committee. Obvi- 
ously the observance of the fourth section down there has injured 
neither the shippers nor the carriers. 


We would not expect the coast and river cities to be denied the 
full use and enjoyment of those advantages and natural avenues of 
transportation with which they have been endowed by nature. But it 
should not be presumed that the mere existence of these facil:ties 
should be made the basis for depressing rates to terminal points be- 
low the level of those applying to intermediate interior points. For 
instance, should the government operate $6,000,000 barge line on 
the Mississippi River, for the operation of which the interior is 
taxed, be used by the rail carriers and the shippers of Memphis, 
Vicksburg, New Orleans and Mobile, as a weapon to force the rates to 
the river cities below the level of the rates to the interior? 

Some objection, we believe, has been made to the bill on the 
ground that it will deny to the weak lines the relief from the pro- 
visions of the fourth section which is necessary to their existence. 
The Southern territory is honey-combed with such railroads and we 
recognize the propriety and necessity of granting fourth section relief 
in such cases. We believe relief should be granted where the route 
is composed of weak or short lines and is reasonably circuitous or 
where the granting of such relief would not place an undue burden 
on other traffic. We believe the Gooding bill is sufficiently elastic 
in its provisions to legalize fourth section departures under such 
conditions. 

The Gooding bill is, in our opinion, a desirable and necessary piece 
of legisltaion. We, of the lower Mississippi valley, have nothing to 
fear from its provisions. It very properly transfers to Congress the 
responsibility of stating in unmistakable terms to what exent and 
under what circumstances a carrier may or may not charge more 
for a shorter than for a longer haul. 


In reply to questions by Representative Newton, Mr. Hay- 
ward said he believed in some flexibility in the fourth section 
to permit departures by circuitous rail lines to meet the com- 
betition of the direct lines. Mr. Newton said he could not see 
a logical distinction between allowing departures for that reason 
and yet denying them as between rail and water lines. Mr. 
Hayward said he could not draw any distinction as between 
Private carriers by rail and by water but that when the in- 
terior was taxed for government operated barge lines on the 
Mississippi, that service should not be used to cause discrim- 
ination in rail rates against the interior. 

Representative Huddleston, of Alabama, said there could be 
no competition between rail and water lines as to safety and 
Speed, so that when a rail carrier was permitted to meet the 
water rate the result was that the railroad got all the business. 

Representative Newton developed that the barge line rates 
Were made on the basis of 20 per cent under the rail rates, so 
that the rates of the two classes of carriers were not the same. 
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Mr. Hayward said that was true but that the rail line might 
get its rate down to the point where the water line could not 
make a rate that was 20 per cent less than the rail rate. 

The intermountain view of fourth section departures was 
further developed by Amos A. Betts, of the Arizona commis- 
sion; Hugh H. Williams, of the New Mexico commission, and 
J. F. Shaughnessy, of the Nevada commission. Mr. Williams, as 
he did before the Senate committee last spring, advocated regu- 
lation of the boat- lines by the Commission as a means of 
preventing destructive competition against the railroads. He 
believed that, if the railroads were denied the right to violate 
the fourth section on account of water competition—as he said 
they should be—the fair thing to do would be to regulate the 
rates of the intercoastal boat lines. 

Mr. Shaughnessy said the fact that no ill results would 
follow enactment of the Gooding bill had been demonstrated 
in the last seven years in which there were practically no 
fourth section departures to Pacific ccast terminals. He said 
the Pacific coast cities were prosperous and that the inter- 
mountain cities were developing. All that was needed, he 
argued, was the stability that would result if the Gooding 
bill were passed. 

“The Lord knows that the Commission ought to be glad 
to get rid of this proposition,” said Mr. Shaughnessy, adding 
that the Commission came in for condemnation no matter which 
way it decided the fourth section cases. 

Representative Cooper, of Ohio, wanted to know what the 
effect on the interior points would be if the intercoastal lines 
increased to the point where they would carry all the traffic 
between the coasts. Mr. Shaughnessy did not think the water 
lines would be anxious to cut their rates if the bill passed. 
He said Portland said if the bill were passed, the water lines 
would increase their rates. He thought the water lines should 
be allowed to increase their rates so they could make some 
profit out of the business. 

Statements were filed by J. S. Early, executive secretary of 
the Utah Manufacturers’ Association; C. S. Brown, of the 
Arizona Farm Bureau Federation, and Leonard Way, on behalf 
of the Idaho commissicn. 

Enactment of the Gooding bill will increase rates materially 
if the railroads are permitted to earn a fair return of 5% per 
cent, J. P. Haynes, of Chicago, chairman of the special fourth 
section committee of the National Industrial Traffic League, told 
the House committee on interstate and foreign commerce Jan- 
uary 27 when hearings on the Gooding bill were resumed. Mr. 
Haynes, introduced by, J. H. Beek, executive secretary of the 
League, was the first witness in opposition to the bill to be heard. 

Mr. Haynes’ statement as to the effect of the bill on rates 
was made in reply to a question by Representative Hawes, of 
Missouri, who had referred to statements made previously in 
the hearings that the bill would not materially affect rates. Mr. 
Haynes also said the bill, if passed, would destroy the equilibrium 
of practically all the rate structures of the country. In reply 
to questions by Representative Burtness, of North Dakota, Mr. 
Haynes said considerably more than half the traffic of the coun- 
try moved under fourth section violations. 

Mr. Hawes asked whether the bill involved simply a ques- 
tion of policy or whether it involved a removal of power from 
the Commission. Mr. Haynes said the bill did not involve merely 
a matter of policy—that it was an attempt to regulate rates 
“pure and simple.” 

Questions asked by Representative Denison, of Illinois; Rep- 
resentative Rayburn, of Texas, and Representative Burtness 
indicated that it was difficult for them to understand the justice 
of the intermediate point being required to pay a higher rate 
than the water competitive point. Mr. Haynes said the rate to 
the intermediate point must be just and reasonable and that 
at the coast the rate was effected by the water competition. 
Alfred P. Thom, general counsel for the Association of Railway 
Executives, read into the record the requirements of the Com- 
mission as to proof by the railroads in seeking relief from the 
fourth section to meet water competition. 

In opening the hearing Mr. Beek outlined briefly what the 
opponents would submit to the committee. He said the discus- 
sion would be confined to the bill and not to pending applica- 
tions before the Commission. He said the statement had been 
made that the bill would not change many rates but that the 
fact was that it would change a great many rates. 

Mr. Haynes illustrated his testimony with maps showing 
particular fourth section rate situations in the eastern part of 
the United States. He submitted a telegram from Frank M. Hill, 
of Fresno, Calif., a member of the League, in opposition to the 
position taken by the League on the fourth section, and said 
that was the only protest received from the many shippers rep- 
resented by the League. He also submitted a sheaf of letters 
from individual shippers and from organizations of twenty-three 
states in opposition to the Gooding bill. Mr. Haynes, in his 
formal statement, said, in part: 


The League has instructed a special committee, of which I am 
chairman, tc place before you its views on the Gooding bill, and to 
point out the necessity for a flexible long and short haul provision. 
The League is opposed to a rigid application of the long and short 
haul principle. This principle applied in rate making without the 
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possibility of fourth section relief would put the commerce of the 
country in a straight jacket. It would restrict industry, prevent 
mass production, and, more important, localize markets and hurt the 
consumer by eliminating the free play of competition. We could 
give numerous illustrations, but time allotted will not permit, and 
the few which we hereafter point out will, therefore, have to suffice. 

The provisions of this bill purport flexibility in the application of 
the long and short haul principle; the flexibility, however, is in the 
language only. In application it will in reality be a rigid long and 
short haul provision. The attention of the committee is called to the 
fact that the words ‘“‘in special cases, after investigating,’ in the 
present act are stricken and the words “after public hearing,’’ are 
inserted. The following is also inserted, ‘“‘where the route via the 
applicant carrier or carriers is longer than via the route of some 
rail carrier or rail carriers between the same points.”’ 

The significance of these changes is apparent. First, no fourth 
section relief can be granted by the Commission until after a public 
hearing. Second, fourth section relief cannot be granted on account 
of water, or rail and water, competition. Third, fourth section relief 
cannot be granted to a rail carrier or rail carriers on any ground 
other than for circuitous route or routes “between the same points’ 
and the equi-distant rule must be applied in every case. The several 
other grounds upon which fourth section relief has been frequently 
granted heretofore, and in which cases the equi-distant rule did not 
necessarily apply have been entirely eliminated in the Gooding bill. 
If the members of this committee understand the disastrous effect 
upon the rate structure of the country of these changes this _ bill 
will never become a law. In the first place, thousands of applica- 
tions for fourth section relief will be filed which the Commission can- 
not hear and dispose of in less than several years’ time. In the 
second place, fourth section relief against water or rail and water 
competition cannot be granted. Hence, we again assert that it is 
practically a rigid fourth section bill. We respectfully suggest that 
when the members of the Interstate Commerce Commission are before 
this Committee they be interrogated on this point. 

Failure to allow relief from the fourth section would also result 
in the restriction of competition between rail carriers, by driving the 
longer lines out of business at competitive points and giving the short 
lines a monopoly of such business, so that the longer lines would 
probably require increases in rates in non-competitive points. Dur- 
ing times of congestion, shortage of cars and motive power, em- 
bargoes and strikes, it is imperative that every possible avenue of 
transportation be open to prevent actual shut-down of industry. 

A study of the bill as passed by the Senate reveals that it is not 
consistent with the transportation act, 1920. 


Congress declared its policy in section 500 “to foster and 
preserve in full vigor, both rail and water transportation.” 

Mr. Haynes referred to the granting of limited fourth sec- 
tion relief to the Canada Atlantic Transit Company, a rail and 
water route operating via the Great Lakes from New York 
and New England territory; the so-called differential rail routes 
such as the National Dispatch; and to other instances of fourth 
section departures east of the Mississippi. He said the illustra- 
tions were only typical of the many cases where established 
routes of trade and the practical needs of commerce had been 
met by granting the rail carriers opportunity of competing with 
other routes. He said the Gooding bill would destroy those 
routes, closing many essential avenues of transportation. 

“We can not conceive,” said he, “that Congress, in the light 
of complete information, will arbitrarily exercise its power and 
withdraw from the Commission authority to grant relief under 
the present provisions of the fourth section when in the public 
interest.” 


After going into detail as to other fourth section departures 
in the territory east of the Mississippi, Mr. Haynes said: 


Under the present law relief is occasionally granted to short 
lines,.and railroads that are in poor condition financially. I have in 
mind such railroads as the Kansas City, Mexico & Orient, the Mis- 
souri & North Arkansas, the Tennessee Central, and the New Or- 
leans Great Northern. If such carriers are not permitted Fourth 
Section relief to meet the competition of their stronger competitors, 
even when they are not the circuitous routes, it will probably force 
total suspension of their operations, with the consequent very serious 
losses to the communities they serve. 

Bear in mind, gentlemen, that for several years we have abandoned 
more miles of railroad than we have built. Is that in the public 
interest? Are we fostering and encouraging rail transportation in 
full vigor by taking from the Commission all discretion to grant 
Fourth Section relief, when clearly, as here, Fourth Section relief 
is in the public interest, in order to aid the so-called weaker lines? 

We fail to see any legitimate reason upon which Congress can 
consistently differentiate as between rail and water competition in 
dealing with this subject. The bill under consideration provides that 
the circuitous rail route may be permitted to meet the competition 
of the direct rail route at junction points. If rail lines may lawfully 
compete with each other (and that is concededly in the public in- 
terest, else it wuold not have been provided for in the Gooding bill) 
they should be permitted to compete with water lines or other forms 
of transportation whenever such competition is found to be in the 
public interest. Someone must determine this question of when it is 
in the public interest and we submit that that someone should be 
the same tribunal which Congress has created to make a final de- 
termination as to whether rates are just and reasonable and free 
from discrimination. 

The law vests in the Interstate Commerce Commission the sole 
power to determine the measure of and reasonableness of inter- 
state rates and to determine whether or not there is undue preference 
or prejudice in rates or the practices of the carriers. These are very 
important powers and needless to say they cannot always be ex- 
ercised to the entire satisfaction of all concerned; yet we do not 
hear any agitation for the abolishment of the Commission or cur- 
tailment of its powers over these matters because of this fact. There 
must be some competent authority to exercise its judgment in these 
matters. 

As we view the matter, there is no more reason to assume that 
the Commission is incompetent to administer a. flexable fourth section 
in the public interest than there is to assume that the Commission 
is incompetent to perform its many other important duties. 

We mainain that the provisions of section 4, as now written, 
are adequate to protect the interests of every party connected with 
transportation, whether it be carrier, shipper or community. A great- 
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er charge for the shorter than for the longer distance over the 
same. route in the same direction is prohibited by law, except that 
the Commission in special cases may authorize a carrier to charge 
less for the longer than for the shorter distance; but the Commission 
cannot permit the establishment of a charge to the more distant 


point that is not reasonably compensatory to the carrier for the 
service which it performs over the long haul. 


Why _ should this committee—why should the Congress of the 


United States undertake to limit the discretion of the Comission 
now allowed by the statute? 


You are dealing here, or at least should be dealing here, with 
a question of whether a certain principle should be established 
throughout the United States. The consideration of a particular con- 
troversy, affecting particular rates over particular lines of railroaq 
between particular points, is not for this committee, unless it feels 
that all rates throughout the country should be fixed by it, after a 
hearing upon facts such as are submitted to the Commission. 

If the Gooding bill is approved, it will in substance be a form 
of congressional rate making that will not meet the needs of com- 
merce. Many long-established routes which time has proven to be 
in the public interest will be closed, and the Commission will be 
hampered in the performance of other duties imposed by Congress, 


William H. Day, manager of the transportation department 
of the Boston Chamber of Commerce, and appearing also for the 
New England Traffic League, said those for whom he spoke were 
absolutely opposed to the Gooding bill in its present form. He 
said the bill would make it impossible “for our water and rail 
routes serving the territory in the Southwest and along the 
Missouri river to meet the competition of other water and rail 
routes operating either through North Atlantic or South Atlantic 
ports.” He said the water and rail routes were liberally patron- 
ized and that, in periods of congestion and embargoes, they had 
saved the day for New England many times. If the bill were 
passed, he said, it would be difficult if not impossible for some 
lines to continue in business on account of being forced to 
establish the same rates in intermediate territory that applied 
at competitive points. He also referred to the water and rail 
and all rail routes from New England to the Southeast, which he 
said would be adversely affected by the bill. 

Mr. Day said the interests he represented were not in favor 
of the present language of the fourth section. He said that, if 
in the judgment of Congress the time had arrived when the 
fourth section should be changed, then “we believe the Gooding 
bill should be modified in three respects, and if so modified, the 
fourth section, which has been a source of annoyance to Con- 
gress for many years, would be disposed of once and for all.” 
He said he did not believe there was any justification in treat- 
ing the Middle West as though it were located on the Atlantic 
ocean. The present wording of the fourth section, he said, gave 
the Commission the right to place Chicago, St, Paul, Kansas 
City or Denver on the Atlantic ocean, if, in its opinion, those 
communities found themselves at a disadvantage because ocean 
transportation was cheaper than rail. He suggested amendments 
to the Gooding bill to permit all-rail lines to meet the competi- 
tion of short line water and rail routes and to permit circuitous 
water and rail routes to compete with less circuitous water and 
rail routes. 


The principal amendment he offered was the addition of 
the following proviso: 


And provided also, Where water competition with rail carriers 
actually exists between ports in continental United States, the 
Commission may authorize carriers subject to the Act to Regulate 
Commerce operating betwen the same ports to meet such water 
competition on the commodity actually involved to the extent and in 
the manner, and under the conditions it may prescribe, but rates so 
established shall be confined to such ports and shall not be extended 
to points not actually served by water lines; provided, however, 
where lower rates would result to, or from, such points not served 
by water lines by using the rates between the ports and adding 
thereto the local or proportional rates to and/or from the ports, than 
would normally apply in the absence of water competition, rates so 


constructed shall not be deemed to be in conflict with the provisions 
of this section. 


Mr. Day said that port to port traffic should not be turned 
over exclusively either to the rail lines or to the ocean lines. He 
said he had a great deal of sympathy for the intermountain people 
and believed that if the law were amended as the people of New 
England had suggested, the fourth section question would be set- 
tled for once and all on a fundamentally sound basis and would 
make it impossible for the Commission to deprive any section 
of the country of the advantages of its geographical location. 

The committee held a hearing on the afternoon of January 
27. William P. Libby, traffic manager of the Plymouth Cordage 
Company, of North Plymouth, Mass., appeared for his company 
and the Associated Industries of Massachusetts. He said the 
Associated Industries was opposed to any change in the fourth 
section. However, he said, if, in the judgment of the committee, 
a change should be made, the Associated Industries would back 
up the changes recommended by Mr. Day on behalf of the Boston 
Chamber of Commerce and the New England Traffic League. Mr. 
Libby said the Gooding bill, if passed, would prove harmful to 
New England industries and to the railroads. 

Frank W. Matson, member of the Railroad and Warehouse 
Commission of Minnesota, filed a statement in opposition to 
the bill. A similar statement was filed on behalf of the Board 
of Railroad Commissioners of South Dakota. 

C. R. Hillyer, representing paper manufacturers of Wiscon- 
sin, Michigan and Minnesota, said the paper manufacturers of 
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that part of the country needed fourth section relief to enable 
them to do business. He said the paper industry would be seri- 
ously crippled by the bill if it were passed. He also emphasized 
the point that the northwestern railroads needed fourth section 
relief. He said the real desire of the intermountain people was 
to get a reduction in rates. He said the fact that no fourth sec- 
tion departures had been permitted in recent years to the west 
coast had wiped out the Pacific coast market of the paper manu- 
facturers of the northwest. 

BE. M. Sweeley, of Twin Falls, Idaho, formerly a member of 
the Idaho commission, and whose views on the Gooding bill 
were printed in The Traffic World of January 10, was the next 
witness. His statement was practically to the same effect as 
that printed heretofore, his main point being that Idaho pro- 
ducers and consumers would benefit by the railroad getting 
traffic for the Pacific coast terminals and would be adversely 
affected by enactment of the Gooding bill. 

Mr. Sweeley thought perhaps some fourth section relief 
would be of positive help to the producers of Idaho but that he 
did not know whether the time for that had arrived or not. He 
said the time would come when it would be necessary. He said 
enactment of the Gooding bill would prevent the Idaho producers 
from being helped by fourth section relief. Asked whether he 
represented any considerable sentiment of Idaho, the witness 
said the facts were that, with the exception of a few peoples, 
nobody had paid any attention to the Gooding bill. He said 
chambers of commerce and commercial organizations had an 
interest in the matter and were voicing approval of the bill. 
He said, however, that the Chamber of Commerce of Twin Falls 
was not backing the bill. He said he was reflecting the views of 
farmers with whom he had talked about the matter. 

“Our position is purely selfish,” said he. “We want the rail- 
roads to handle all the business they can.” 

Mr. Sweeley said some of the organizations that had in- 
dorsed the bill did not know what the Gooding bill really meant, 
and that they were disturbed when they studied the matter. 

H. F. Davidson, of Portland, Ore., representing Hood River 
fruit and vegetable producers, and the Northwest Canners’ Asso- 
ciation, appeared in opposition to the bill. 

Carl Giessow, manager of the New Orleans Joint Traffic 
Bureau, expressed the opposition of his organization to the bill. 
He also submitted a list of commercial organizations of Iowa, 
Wisconsin, Illinois, Arkansas, Nebraska, Missouri and Minne- 
sota that wished to be recorded against the Dill. 

J. E. Veasey, traffic manager of the Brooklyn Chamber of 
Commerce, registered the opposition of the chamber to the bill. 

George MacDonald, a Portland cement manufacturer of 
Lime, Ore., said fourth section relief to Portland, Ore., had made 
possible the establishment of his plant, and that denial of relief 
would put him out of business. He said that, in 1924, the Union 
Pacific filled 954 cars at his plant at Lime for delivery in Port- 
land that would have moved empty to Portland had it not been 
for fourth section relief. He also submitted a statement for 
the Beaver Portland Cement Company. 

E. S. Briggs, of Chicago, made a brief statement against the 
bill on behalf of the American Fruit & Vegetable Shippers’ As- 
sociation. R. S. French, general manager and secretary of the 
National League of Commission Merchants of the United States, 
registered opposition to the bill on behalf of that organization 
and also the International Apple Shippers’ Association and the 
Western Fruit Jobbers’ Association. 

Pacific coast and Inland Empire opponents of the Gooding 
bill were heard by the committee at the morning session Jan- 
uary 28. Seth Mann, manager of the traffic bureau of the San 
Francisco Chamber of Commerce, said it had been said that the 
water lines via the Panama canal carried less than one per cent 
of the tonnage of the western railroads. He said if the tonnage 
moving by water were to be compared with the total tonnage of 
the western lines, the comparison might as well be made with 
the speed of light as such a comparison meant nothing. 


Mr. Mann said he had obtained from the carriers the total 
amount of their water competitive tonnage to compare with the 
Panama canal tonnage. He said that afforded the proper basis 
of comparison. He said that, eliminating the oil movement east- 
bound, which was not competitive, the latest available figures 
showed an eastbound movement by water of 690,000 long tons 
and westbound, 1,934,000 long tons. Reduced to net tons, he 
said, the total eastbound and westbound tonnage was 2,940,000 
tons. The total eastbound and westbound competitive traffic 
moving by rail, he said, was 2,973,626 tons, and that the water 
competitive traffic was 49 per cent of the total of the two classes 
of traffic. He said the westbound movement by sea was 2,166,000 
short tons and the same movement by rail, 1,652,000 tons, and 
that the sea tonnage was 56 per cent of the total rail and water 
tonnage. 


‘Mr. Mann said that the jobbers and manufacturers on the 
Pacific coast were incidental in connection with consideration 
of the fourth section question—that the principal thing so far 
as California was concerned was that the agricultural producers 
should be enabled to get their products to eastern markets un- 
der rail rates that would permit the products to move. He said 
the carriers had made such a rate structure. He said the west- 
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ern carriers were not earning the fair return of 5% per cent 
and that they were entitled to earn more money than they had 
been earning. 

Fourth section departures granted because of water competi- 
tion between points on the Pacific coast were brought to the at- 
tention of the committee, Mr. Mann pointing out that if the 
Gooding bill were passed those departures would be eliminated. 
He said the whole schedule of Pacific coast rates would have to 
be changed. 

Representative Denison asked why the California producers 
of perishable products did not seek fourth section relief to east- 
ern points. Mr. Mann replied that it was not necessary—that 
the existing rates enabled the producers to reach the eastern 
markets. He also said there was no ship competition on that 
character of traffic because of the necessity for refrigeration. He 
said there were only one or two ships operating between San 
Francisco and New York equipped to handle perishables under 
refrigeration. 

In response to questions by Representative Lea, of Cali- 
fornia, Mr. Mann said many believed that passage of the Good- 
ing bill would have an adverse effect on the many departures 
from the fourth section authorized by the state commission on 
intrastate traffic because of water competition. 

Mr. Lea asked questions to get at Mr. Mann’s attitude to- 
ward shipping via the Panama canal. Mr. Mann said he was 
vitally interested in the development of shipping via the canal 
but he did not think that if the transcontinental lines were per- 
mitted to get some of the westbound competitive traffic, the 
water lines would be driven out. He said there still would be 
an immense tonnage moving by boat. He said if the rail lines 
got a third of the competitive tonnage they might add five to 
ten million dollars to their revenues. He said there was no 
justification in law or morals for granting a monopoly to any 
form of transportation. He did not think the Commission would 
permit rail rates that would drive the water lines out of business. 

Chairman Winslow asked if Mr. Mann felt that the hearings 
on the Gooding bill amounted to a trial of the present law and 
system of establishing rates and obtained an answer in the 
affirmative. The chairman also asked whether it was not in- 
cumbent on the committee to take into consideration the well 
being of all the people and of rail service and Mr. Mann agreed. 
Mr. Winslow asked if the committee should not consider the 
arguments made on behalf of isolated communities as against 
the well being of the whole people. Mr. Mann said it should 
do so. 

Chairman Winslow said it seemed to him that before the 
committee could reach a conclusion, one way or the other, it 
would have to consider whether the arguments in favor of the 
bill and the proper needs of the communities in favor of it were 
of sufficient importance to warrant a change in the law and the 
present system of making rates. 

Mr. Mann agreed, assuming that the attitude of the inter- 
mountain country was correct—which he said he could not con- 
cede. He said he believed that the attitude of the coast was the 
true attitude to be taken by the intermountain country—that 
there was no conflict, except as to the jobbing interests which 
were incidental. He said that, even if the intermountain people 
were right, they comprised seven out of forty-eight states, and 
that if the best interests of the other states required main- 
tenance of the present system the intermountain states would 
have to say that the interest of the country as a whole required 
that they yield. 

R. J. Knott, of Portland, Ore., appearing for the Western 
Pine Manufacturers’ Association, whose members produce lum- 
ber in the Inland Efapire which is in intermountain country, 
argued that if the railroads were not permitted to increase their 
revenues by fourth section departures on westbound traffic to 
the coast, the result would mean eventually an increase in rates 
to the intermountain country. 


Mr. Knott also said the fight of the supporters of the Good- 
ing bill would not be over if the measure were passed. He said 
there would be so much opposition from other parts of the coun- 
try that bills would be introduced in every session of Congress 
to repeal the law and that the result would be that the fight 
would be transferred to the halls of Congress. 


In reply to questions by Chairman Winslow, Mr. Knott said 
the intermountain country had been progressing and that com- 
paratively it had kept pace with other sections of the country. 
He said the supporters of the Gooding bill in the intermountain 
country were theorizing and that their theories were wrong. 


H. N. Proebstel, representing the West Coast Lumbermen’s 
Association and the Willamette Valley Lumbermen’s Association, 
said the members of those associations opposed the bill because 
it would have the tendency to increase transportation costs, 
would tend to give a monopoly to the water carriers and that 
the backfire would be a readjustment of rates that would be 
ruinous. He said the Commission was dealing fairly and con- 
servatively in the administration of the fourth section and that 
as a matter of fact a case that the Commission should pass on 
had been brought to Congress for hearing. 

At the afternoon session, January 28, statements against 
the Gooding bill were made by Karl D. Loos, representing the 
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California Citrus League; D. M. Swobe, representing the Cali- 
fornia White and Sugar Pine Manufacturers’ Association; A. L. 
Fowle, traffic manager of Hill Bros. Company of San Francisco; 
H. M. Remington, representing the California Growers and Ship 
pers’ Protective League; W. J. Urquhart, representing the Yaki- 
ma Valley Traffic and Credit Association; Jay W. McCune, 
secretary of the traffic and transportation bureau of the Tacoma 
(Wash.) Chamber of Commerce; S. J. Wettrick, counsel.for 
the traffic department of the Seattle Chamber of Commerce, 
appearing for Seattle and also for various other commercial 
organizations in the western part of Washington, and the Wen- 
atchee Valley fruit producers, and Joseph N. Teal, of Portland, 
Ore., representing the Chamber of Commerce of Portland, the 
Portland Traffic and Transportation Association, wool interests 
of Oregon and Washington, and the West Coast Lumbermen’s 
Association. 

Mr. McCune, meeting the allegation that there could be no 
competition between rail and water lines, discussed the devel- 
opment of intercoastal shipping and shipping along the Pacific 
coast in competition with rail lines. On Pacific coastwise traffic, 
he said, the railroads met the competition of the water lines 
by means of fourth section departures and yet the water lines 
were prospering. 

Mr. Wettrick said those for whom he spoke were interested 
in the maintenance of conditions under which rail and water 
lines could compete, but he said if the hands of one form of 
transportation were tied while the other was free to engage 
in business there could be no competition. He said it was 
quite clear that the support of the Gooding bill was limited to 
jobbing and distributing interests of the interior—that the lum- 
ber and fruit interesfs were against the bill. 

From all that had been said, Mr. Wettrick continued, it 
appeared clear that the purpose of the interior jobbers was to 
prevent lower rates to the terminals than to the interior points, 
in the hope that the railroads would then meet the water com- 
petition and apply the terminal rates to the interior points. 
He said that would not be fair to the railroads. He said if 
competition between the rail and water lines was to be pre- 
served, the railroads must be able to make rates to meet -the 
water competition. 

Mr. Teal said he thought that regulation was now on trial 
in the United States—that the trend appeared to be toward 
administration and not regulation. He said the supposed tendency 
of regulation was the development of an informed body, equip- 
ped to pass on questions brought before it, acting as the agent 
of Congress. He said if the trial of cases was to be transferred 
to Congress, he had a case which he desired to submit because 
he was much dissatisfied with the decision he had obtained 
from the Commission. Mr. Teal emphasized the point that 


the issued raised by the Gooding bill was a national issue and 
not a local issue. 


With T. C. Powell, traffic vice-president of the Erie, appear- 
ing for all the railroads in eastern territory, the railroads, Jan- 


uary 29, began the presentation of testimony in opposition to 
the Gooding bill. 


“This bill is not a declaration of principle, but is an attempt 
to make rates by machinery which would hamper the Commis- 
sion and the railroads in establishing just and reasonable rates,” 
said Mr. Powell, adding that the bill was intended to force 
down rates to the intermediate points. 


If the bill should be enacted in law, he continued, the law 
would have a paralyzing effect on the commerce of the country. 
He said it would be injurious to commerce because of its re- 
strictive character and because it failed to take into account 
commercial conditions and was in violation of the good faith 
under which thousands of manufacturing plants had been estab- 
.lished at local stations of the different railroads. He submitted 
a series of maps showing the situation in eastern territory 
with respect to direct and indirect rail routes. 


Mr. Powell said if the bill became a law the immediate and 
instantaneous effect would be to limit the transportation of 
freight traffic to the short line routes over which no exceptions 
to the long and short haul clause had been granted. That 
meant, he said, that the railroads would have to file new tariffs 
advancing rates to the further points to at least as high as the 
highest intermediate point until a public hearing could be had 
and the Commission make a ruling in each case submitted to it. 
The requirement in the blll as to puble hearings, the witness 
said, made the measure a rigid long and short haul bill until 
hearings could be had and decisions rendered in cases where 
departures might be authorized. Existing departures, he in- 
sisted, would be eliminated immediately by the railroads because 
they would not wish to subject themselves to the penalties that 
would attach for violating the fourth section. 

Meantime, he continued, the business of the country would 
be demoralized and the shipping public would be helpless. He 
said it was inevitable that the bill would immediately congest 
the facilities of the short lines and render useless a large part 
of the facilities of the longer lines now available. 

“T don’t think it is realized how this proposed bill affects 
the very heart of the prosperity of the railroads of the country, 


THE TRAFFIC WORLD 







Vol. XXXV, No. 5 


nor how it destroys the good faith embodied in other clauses 
of the interstate commerce act,” said he. 

The bill would give the water a monopoly of all traffic be. 
tween two water competitive points, Mr. Powell said. He said 
the railroads did not wish to meet the actual rates of the water 
carriers on competitive traffic—that they wanted the opportunity 


to make rates that would produce a profit on each transaction 
over and above operating cost. 


NEW WESTERN CLASS RATES 


The traffic officers of the western carriers, headed by Chair- 
man Boyd of the Western Trunk Line Committee, at a meeting, 
January 29, with the steering committee of the western ship- 
pers to consider what might be done in a spirit of co-operation 
in the matter of the proposed western class rates, the tariffs 
for which have been suspended until May 31, voluntarily offered 
to amend the proposals as to rate increases between the Chi- 
cago and the Twin Cities, as well as the adjustment to the 
Missouri river. 

According to J. P. Haynes, the amended proposal offers to 
make the first class basis of $1 as compared with the first class 
rate of $1.08 published in the tariffs under suspension. 

The steering committee asked for time until February 9 to 
look over the new proposals and possibly to present them to 
the whole body of the shippers conference. Mr. Boyd said that 
the extension of time was agreeable to the traffic representa- 
tives, provided the Commission was also agreeable. If the Com- 
mission made any objection, Mr. Boyd said, the two parties 
would get together again in conference on the matter. He also 
stated that the proposition made to the shippers by the carriers 
was not yet sufficiently detailed nor definite to enable any an- 
nouncement to be made of it. Mr. Boyd also said that if an 
agreement could be reached on the subject of the readjustment 
the tariffs now under suspension would be withdrawn. 

Mr. Haynes said that the steering committee was care- 
fully considering the new proposals and would make every 
effort to reach a common understanding that was satisfactory 
to both carriers and shippers. He said that the shippers appre- 
ciated and were grateful for the carriers’ effort to work out the 
matter informally. 

The meeting between the two parties was that which Pres- 
ident Markham called, following the meeting of the Western 
executives to consider the resolutions addressed to them by the 
shippers, in the interest of continuing the policy of co-operation 
between the roads and the shippers. The resolutions were ad- 
dressed to the presidents individually, and Mr. Haynes said that 
a number of replies from the presidents had been received by 
the steering committee. The spirit of them, he said, seemed 
to be sympathetic to the position of the shippers and indicated 
a desire that co-operation should be continued in all matters 
with which the two interests dealt. 
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The Commission, in creating I. and S. No. 2319, by sus- 
pending Boyd’s I. C. C. No. A-1528, and other tariffs and sched- 
ules issued by individual lines and publications by Boyd and 
Jones, acted a week before it probably would have acted had not 
the character of the proposals been so well known. The sub- 
ject had been under discussion for a long time, in fact ever since 
the decision of the Commission on the Indiana State Chamber of 
Commerce case in behalf of points in northern Indiana which 
felt themselves at a disadvantage in competing with Chicago and 
St. Louis in western trunk line territory. Futile conferences had 
been held with a view to settling the dispute between the Indiana 
shippers immediately concerned in the situation growing out of 
the so-called hump in rates between Indiana and Chicago. 

When the carriers proposed settling that phase of the situa- 
tion by increasing rates in western trunk line territory to match 
increases proposed from Chicago and St. Louis the shippers 
protested to the higher executives of the railroads and adopted 
resolutions (published in the Traffic World), asserting that what 
was being proposed was not in line with their understanding as 
to the theory of co-operation between carriers and shippers. 

Every phase of the subject was known and understood by 
the men in the Commission whose duty it was to handle any 
phase of the subject. Therefore, there was little to be gained by 
a study of the more than 300 protests that were sent to the Com- 
mission before the expiration, on January 21, of the period for 
filing protests, asking for suspension of the tariffs proposing the 
elimination of the hump in Indiana by raising the rates from 
Chicago and St. Louis and then grading rates to correspond, as 
the carriers claimed, with the new high points at Chicago and 
St. Louis. The Commission’s announcement of the suspension 
of the tariffs is as follows: 


By an order entered today in Investigation and Suspension 
Docket No. 2319, the Interstate Commerce Commission suspended 
from January 31 and later dates until May 31, 1925, the operation of 
certain schedules as published in Agent E. B. Boyd’s tariff I. C. C. 
No. A-1528 and other tariffs issued by various carriers and Agents 
E. B. Boyd and B. T. Jones. 

The suspended schedules propose -to readjust the class rates ap- 
plicable between stations in Illinois, Indiana, et cetera, on the one 
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hand, and stations in Minnesota and Wisconsin and related points 
on the other and also includes certain. commodity rates between the 
same points which are made with relation to the class rates. The 
proposed changes purport to be filed to comply with the Commis- 
sion’s decision in Docket No. 11388 and would result in both increases 
and reductions. 


WOODLOCK SUCCEEDS POTTER 


The Trafic Wérld Washington Bureau 


President Coolidge, late January 26, received the resignation 
of Commissioner Potter and at once sent to the Senate the 
nomination of Thomas F. Woodlock of New York as his suc- 
cessor. Woodlock was appointed as a Democrat. He is a 
financial writer and until recently was connected with the 
New York Sun. Among those who urged his appointment were 
Frank A. Munsey, publisher of the Sun, and Mathew C. Brush 
of New York. 

Mr. Woodlock is not known in Washington. So far as those 
who have been familiar with the work of the Commission for ten 
or fifteen years past could recall, he had not been mentioned in 
connection with any matter pertaining to transportation or ap- 
peared before the Commission or a committee of Congress. 

The Wall Street Journal, with which the Commissioner- 
designate was connected, from 1892 to 1905, the day after the 
President sent his nomination to the Senate, published the 
following: 


Thomas Francis Woodlock, who has been nominated for the 
Interstate Commerce Commission by the President to succeed Com- 
missioner Potter, was born in Ireland, in 1866. He was educated at 
Beaumont College, near Windsor, England, the Catholic public school 
corresponding to such schools as Eton and Harrow. He matriculated 
at the London University in honors, third out of over eleven hundred. 
He went into business in the London Stock Exchange, of which he 
was a member for some years. In 1892 he came to New York, joining 
the late Charles H. Dow and Edward D. Jones in the Dow-Jones 
News Service. He immediately specialized on American railroads. He 
was the first economist to explain the meaning of ‘‘ton-mile cost’ 
as a unit for calculating railroad efficiency. His pamphlet on ‘The 
Anatomy of a Railroad Report” is still a textbook on the subject. 
After the death of Charles H. Dow, in 1902, he became the editor of 
The Wall Street Journal, which post he held until 1905. After his 
resignation he became a member of the New York Stock Exchange, 
in partnership with Schuyler N. Warren. After a few years he re- 
turned to newspaper work and economic writing, chiefly in con- 
nection with railroads. He has represented the Seligman interests on 
some railroad boards, and was, in the recent past, a daily contributor 
to The Sun on financial topics in the column entitled ‘“‘By Way of 
Comment.” His wide and deep knowledge of railroad finance has 


been recognized by former Interstate Commerce Commissioners, and 
by such railroad giants as James J. Hill and Collis P. Huntington. 

Commissioner Potter left his office on January 27, vacating 
the office on that day so as to leave it to his successor the next, 
if Mr. Woodlock cared to take possession at that time. Mr. 
Potter planned to return to Washington the last day of the 
month and definitely quit all connection with the Commission 
on that day. : 

Senator Smith, of South Carolina, chairman of the Senate 
interstate commerce committee, and other southern senators 
will oppose the nomination of Mr. Woodlock for appointment 
to the Commission. The southern members of Congress feel 
that the South has been discriminated against in appointments 
to the Commission. The Senate committee will consider the 
nomination next Monday. 

In the House, Representative Rayburn, of Texas, a mem- 
ber of the House interstate commerce committee, criticized 
the Woodlock nomination and declared that the South and 
Southwest had been ignored for twelve years. 

Mr. Rayburn said the law provided for bi-partisan appoint- 
ments to the Commission—that not more than six of the eleven 
members of the Commission should be from one political party. 

“IT claim that this law has been violated by the executive 
a of this government in spirit if not in letter,” said 

e. 

Mr. Rayburn said, as he figured it, there were seven Re- 
publicans on the Commission—Commissioners Cox, Lewis, Camp- 
bell) Esch, Aitchison and Meyer, and that Commissioner East- 
man said he used to be a Republican, but that now, he said, he 
was not a member of any party. 

Representative Underhill, of Massachusetts, said Mr. East- 
man was commonly supposed to have been the “mouthpiece” 
of Justice Brandeis when he was in Massachusetts, and that 
“we never looked upon him as a Republican.” 

Mr. Rayburn said when Commissioner Potter, a Demo- 
crat, resigned, it might have been supposed that the Presi- 
dent would nominate a Democrat. Mr. Woodlock, he said, ac- 
cording to reports, had voted for Hughes for President and 
for President Coolidge. He said other qualifications for the 
place that he might have were that he was now or had been 
a railroad director and that he had been a writer on a New 
York paper. 


ST. LAWRENCE PROJECT 
Representative Winslow has introduced a bill authorizing 
a Survey of the St. Lawrence River project as recently recom- 
mended by President Coolidge, and authorizing an appropria- 
tion of $275,000 for the work. Passage of such a bill is neces- 
Sary to pave the way for an appropriation. 
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SUSPENDED TARIFFS 


In I. and S. No. 2320, the Commission has suspended from 
January 23 until May 23 schedules as published in supplemrents 
Nos. 25 and 26 to Gomph’s I. C. C. No. 672. The suspended 
schedules propose changes in the rates on onions and potatoes, 
carloads, from certain points in Colorado, Utah and Wyoming 
to California, which are generally reductions. The following 
is illustrative: 


Potatoes, carloads, from Delta, Colo., to San Francisco, Calif., 
also from Somerset, Colo., to San Francisco, Calif., present, 106; 
proposed, 68; from Delta and Somerset, Colo., to Los Angeles, Calif., 
present, 92; proposed, 68. 


In I. and S. No. 2318, the Commission has suspended from 
January 23 until May 23, schedules as published in supplement 
No. 49 to Cottrell’s I. C. C. No. 400. The suspended schedules 
propose to cancel commodity rates on empty wooden creosote or 
tar barrels, carloads, from Virginia cities to Wilmington, N. C., 
and apply class rates in lieu therefor. The following is illus- 


trative: 
From Portsmouth, Va. 
’ To . Present Proposed 
Wy MeN, UNG HE, esse widga carne eae sineeinw ee 2500 8034 


In I. and S. No. 2321 the Commission has suspended from 
January 25 until May 25, schedules as published in supplements 
Nos. 20 and 23 to Speiden’s I. C. C. No. 797. The suspended 
schedules propose to increase the rates on scrap iron and steel, 
carloads, from Union City, Rives and Humboldt, Tenn., to Chi- 
cago, Ill., St. Louis, Mo., and related points. The following is 
illustrative, rates being in cents per net ton: 


To St. Louis, 
posed, 373; to St. 
proposed, 373. 


Mo., from Union City, 


Tenn., present, 310; pro- 
Louis, Mo., 


from Humboldt, Tenn., present 320; 


In I. and S. No. 2322, the Commission has suspended from 
January 25 until May 25, schedules contained in various tariffs 
published by the Illinois Central, the Nashville, Chattanooga & 
St. Louis, the Louisville and Nashville and Speiden. The sus- 
pended schedules propose to revise the present commodity rates 
on butter and eggs and live dressed poultry, carloads, from sta- 
tions in Tennessee and Kentucky to eastern and C. F. A. terri- 
tories, also to Ohio and Mississippi River Crossings and south- 
ern points, to the third class basis of rates as applicable from 
Nashville and Memphis, Tenn., subject to lowest combinations 
as maxima, which results in both increases and reductions. The 
following statement of rates applicable on live poultry, c. 1., to 
New York, N. Y., is illustrative: 


From Columbia, Tenn., present, 125; proposed, 142.5; from Paris, 
Tenn., present, 165; proposed, 154; from Princeton, Ky., present, 113.3; 
proposed, 142.5. 


FINANCE APPLICATIONS 


W. H. Bremner, receiver for the Minneapolis & St. Louis, 
has asked for authority to issue $200,000 of receiver’s cer- 
tificates of indebtedness in renewal of an obligation for a like 
amount now outstanding. 

The New York, New Haven & Hartford has applied for 
authority to issue $23,000,000 of 15-year 6 per cent secured gold 
bonds and a like amount of first and refunding mortgage 6 
per cent gold bonds. The first mentioned securities are to 
cover $22,997,766.15 of maturing obligations known as the Euro- 
pean Loan of 1907, falling due April 1. The second are to be 
used as security for the secured gold notes. 


The National Coal Railway Company has asked for a cer- 
tificate of public convenience and necessity requiring the con- 
struction of a line of railroad, or railroad spur, about 10.6 miles 
long, from a connection with the Utah Railway, to extend 
through Gordon Creek Canyon, in Carbon county, Utah, to the 
coal mines of the National Coal Company and other coal com- 
panies. The applicant said the lands in question were not 
served by any other railroad, spur or branch railroad, actual 
or proposed. 

The Rutland Railroad Company has applied to the Com- 
mission for authority to issue $4,100 of its preferred capital 
stock, now held in its treasury, in exchange for common stock. 

The Grand Canyon has applied for authority to issue and 
deliver $300,000 of first mortgage 6 per cent bonds to the Santa 
Fe to cover advances made by the Santa Fe. 


COLLEGE TO TRY CASE 


Students of the College of Advanced. Traffic, Chicago, are 
divided on the question as to whether or not second class 
charges on a series of mythical carload shipments of army over- 
shoes from Tacoma to Council Bluffs in excess of the commodity 
rate applying in the opposite direction were just and reasonable. 
The question is. to be tried and argued in approved Interstate 
Commerce Commission fashion Wednesday evening, February 8. 
George A. Rautenberg, director of the school, will act as 
examiner. 
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Demurrage Tariffs 


Third of a Series of Four Articles on the Application and Interpretation of Demurrage Tariffs, 
Written for the Traffic World by G. Lloyd Wilson, A. B., M. A., Instructor in 
Commerce and Transportation, University -of Pennsylvania 


ANALYSIS OF THE RULES OF DEMURRAGE 
Rules 4-7 Inclusive 


Notification—Rule 4.—Rule 4 deals with notification by the 
carriers. Section A deals particularly with cars held for the 
various purposes enumerated in Section B, of Rule 2, reconsign- 
ment, diversion, reshipment, surrender of bill of lading, etc., 
and to cars to be unloaded on the carriers’ public-delivery 
tracks. That this deals with public delivery tracks will be 
apparent from Section C, of Rule 4. It provides that all the 
information necessary to enable a consignee to identify his 
shipment must be furnished by the carrier. If any of the in- 
formation specified in Section 2, of Rule 4, is not contained in 
the notice of arrival sent or given by the carrier co the con- 
signee, the latter’s complaint cannot be entertained, however, 
unless he has availed himself of the provisions of paragraph 
1 (a) of Section D of Rule 8. Of this, more later. 

A note in connection with Section A provides that informa- 
tion concerning the original point of shipment of reconsigned 
cars will be omitted from arrival notices at the request of the 
owner of the goods. This note is in compliance with the Com- 
mission’s decision “in the matter of freight bills,” 29 I. C. C. 
498. The interstate commerce act itself prohibits carriers from 
disclosing to other than the shipper and consignee any informa- 
tion regarding a shipment that might be harmful to them, 
or be of use to their competitors.. In 29 I. C. C. 498, the 
Commission forbade the carriers disclosing to the ultimate con- 
signee the point of origin of a reconsigned car. Undoubtedly 
the purpose of this was to prevent the ultimate consignee from 
dealing directly with the person from whom the owner pur- 
chased the goods—that is, the reconsignor from whom the con- 
signee obtained the goods. 

Section B.—Notification by the carriers of cars ordered by 
the owner of the goods to be stopped in transit is to be sent 
or given to the party ordering the cars stopped, on the arrival 
of the cars at the point of stoppage. 

Section C.—As explained in connection with sections D and 
E, of Rule 3, Section C, of Rule 4, provides that the delivery 
of cars on other-than-public-delivery tracks or on industrial 
interchange tracks, constitutes notification to consignee. No 
notice of arrival in such cases is necessary. When the carrier 
is prevented from making actual delivery on such _ tracks 
through some condition attributable to the consignor or con- 
signee then the carrier must give written notice (as provided 
in Rule 5, Section A, paragraph 1), and such written notice 
of readiness to deliver the car will constitute notification to 
consignee. If the carrier actually places the car on the con- 
signee’s track or on the industry’s interchange track, such 
placement constitutes an actual delivery and the consignee 
does not require a notice of arrival of property really in his 
possession. If such actual delivery is not made, then, in order 
to start the running of free time against the consignee, a 


constructive placement notice must be sent or given by the 
carrier. 


Section D.—Section D, of Rule 4, provides that, in all cases 
where any part of the contents of the car has been removed 
by the consigne before the carrier has sent or given the notice 
required by the tariff, such removal of a part of the contents 
shall be considered as notice of arrival. In such cases, the 
consignee has been able to identify his shipment and has pro- 
ceeded to unload it before the carrier has sent or given the 
notice, in which event the notice is not really necessary. 


Section E.—Paragraph 1, of Section E, of Rule 4, applies 
when carload freight is refused at destination. Notice of re- 
fusal shall be sent by wire, within twenty-four hours after 
refusal, to consignor, when known, at his expense. When con- 
signor is not known, then the wire must be sent to the railroad 
agent at point of shipment, who shall be required promptly to 
notify the shipper if he is known to him. 


2. (a) When unclaimed perishable carload freight has not 
been disposed of within two days from the first 7 a. m. after 
the day on which notice of arrival has been sent or given to 
consignee, notice to that effect shall, within twenty-four hours 
thereafter, be sent by wire as provided in paragraph 1, of this 
section. 

(b) When other carload freight is unclaimed within five 
days from the first 7 a. m. after the day on which notice of arrival 
has been sent or given to the consignee, a notice to that effect 
shall, within twenty-four hours thereafter, be sent by wire as 
provided for in paragraph 1, of this section. (See also Rule 8, 
Section D, paragraph 4.) Notice to the shipper of perishable 


shipments that are unclaimed for two days and of other ship. 
ments unclaimed for five days, cannot, of course, be properly 
sent by the carrier within the two-day or five-day periods within 
which the consignees may claim the shipments. These para- 
graphs provide that the notice shall be sent as provided for 
in paragraph 1, which provides that the notice shall be sent 
“within twenty-four hours thereafter.” Manifestly, the tariff 
cannot be construed so as to require the carrier to do an im- 
possible thing—namely, notify the shipper that a car has been 
unclaimed for a specified number of days before the expiration 
of the specified time. The consignee may still appear on the 
second or fifth day, as the case may be. Two days must expire 
on perishable freight and five days on other freight before the 
carrier may notify the shipper that it is unclaimed. Therefore, 
the notice must be sent after the expiration of those periods, 
Inasmuch as paragraph 1 requires the notice to be sent “within 
twenty-four hours thereafter,” the carrier has complied with 
the rule when it allows the two-day or five-day period to expire 
and then sends notice to the shipper within twenty-four hours 
thereafter. 
Placing Cars for Unloading 


Rule 5. Section A.—The note which precedes this rule pro- 
vides that the time consumed in moment between the point 
where a car is held and its destination, and any other time 
for which the railroad is responsible, will not be computed 
against the consignee in the assessment of charges. 

Paragraph 1, of Section A, of Rule 5, is what is commonly 
known as the “constructive placement rule,” applying to cars 
for unloading. It provides that the notice which constitutes 
“constructive placement,” mentioned in Sections D and E, of 
Rule 3, shall be sent or given to consignees. 


If a consignee is unable to receive a car on an industrial 
interchange track or at any other delivery point except a public 
delivery track, because of an accumulation of cars or any other 
condition that is attributable to the consignee, the car will be 
held at destination. If it cannot be reasonably accommodated 
by the carrier at destination it will be held at the nearest avail- 
able hold point. Written notice will be sent or given to the 
consignee that the car is held and that the railroad is unable 
to deliver the car. Cars so held are considered to be con- 
structively placed. 

Paragraphs 2 and 3, of the same section, provide that, if 
the consignee, located on a switching line, is unable to receive 
a car, and the switching line is unable to receive the car from 
its connection, it will be held by the connecting carrier and a 
notice identifying the car will be sent or given by the holding 
road to the switching line. This notice must show the point 
of shipment, car initial and number, contents, consignee, and, 
if the goods have been transferred from one car to another 
en route, the initial and number of the original car must be 
shown. 

The switching line will then notify the consignee on receipt 
of such notification from the connecting line, thus putting the 
car under constructive placement. These paragraphs are really 
rules of practice for the government of the carriers’ agents 
and in which the consignee is not particularly interested. They 
apply in cases where the consignee is located on a_ private 
siding, or other-than-public-delivery track, or performs his own 
switching of cars delivered to him by the switching line at an 
interchange track. In cases where the consignee is unable to 
receive the cars on such tracks, the switching line puts them 
under constructive placement. It is immaterial to the consignee 
whether the cars are actually held on the rails of the switch- 
ing line or on the rails of its connection, as long as the carriers 


are prepared to make delivery when the consignee is prepared 
to receive the cars. 


Section B.—Section B, of Rule 5, is an emergency measure. 
At times, the public-delivery tracks specially designated for 
delivery are fully occupied. Paragraph 1, of this section of 
the rule, permits the carrier to notify the consignee of its inten- 
tion to place the cars at destination at the nearest available 
point to the consignee on tracks other than those designated. 
The latter has the privilege of naming some preferred point 
of delivery other than the nearest available point named by 
the carrier. Paragraph 2 provides that, should the consignee 
serve notice on the railroad of his refusal to accept delivery 
at the point named by it, the car will then be held awaiting 
an opportunity to deliver it on the originally specially des- 
ignated track, but the consignee must assume responsibility for 
demurrage while it is being so held, the free time beginning 
to run (in accordance with paragraph 2, Section C, of Rule 3) 
from the first 7 a. m. after the day on which the carrier sent 
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or gave the consignee notice of its intention to make delivery 
at the point nearest available to him. 

The Commission has informally sustained the view, in which 
the majority of demurrage experts concur, that Rule 5-B does 
not permit a carrier to notify the consignee of intention to 
make delivery at other than the destination station. Rule 5-B 
is really applicable only at the larger stations where there may 
be two or more public delivery tracks under the jurisdiction 
of the same station. For example the jurisdiction of the 
New York Central’s 130th Street Station includes not only 
the team tracks at 130th Street, but also the team tracks located 
at 96th Street. Bills of lading sometimes call for delivery at 
96th Street, which is not a separate station under the carrier’s 
tariffs. Ninety-sixth Street team tracks are sometimes con- 
gested and the New York Central, under Rule 5-B, may offer 
to make delivery at 130th Street. This it could not do if 96th 
Street constituted a separate and distinct station under carrier’s 
tariffs. In other words, the carrier cannot offer delivery at 
a new destination, but only at another place of delivery at the 
same destination. 

Rule 6. Section A.—Rule 6 deals with cars for loading. It 
provides that cars for loading will be considered placed at the 
time they are actually placed. It also provides that cars for 
loading will be considered placed when they are held on orders 
of the consignor. When the consignor loads cars on other-than- 
public-delivery track and empty cars for loading are held on 
his orders, the carrier’s agent must send or give the consignor 
written notice of all cars that cannot be placed because of 
the congestion of the consignor’s track or because of other 
conditions attributable to the consignor. Such written notice 
will be considered constructive placement; that is, the cars 
will be construed to have been placed when such notice is sent 
or given to the consignor, so that the free time for loading 
begins to run from the first 7 a. m. after such notice is sent 
or given, as provided in Sections D and E, of Rule 3. 


Section B.—Section B, of Rule 6, provides that when empty 
cars that have been placed on orders—that is, on orders of the 
consignor—and are not used in transportation service (which 
means not used for an outbound shipment), the consignor is not 
entitled to any free time and demurrage is charged for each 
twenty-four-hour period or fraction thereof from the hour at 
which - car was actually or constructively placed, until it is 
released. 


The question sometimes arises whether the detention of 
such cars may be included in consignor’s average agreement 
account. Empty cars placed on consignor’s orders for loading: 
and not used for an outbound shipment are not entitled to any 
free time beyond the hour. at which the car was actually or 
constructively placed. Rule 9 applies only to cars held for 
loading or to cars held for unloading. It will be recalled that 
the tariff provides, in paragraph B, of item 1, “Application,” 
that the disposition at point of detention determines the pur- 
pose for which a car is held and the rule applicable thereto. 
Although it may have been the shipper’s intention to load the 
car, the question does not turn on what his intention might 
have been, but on what actually was done. He did not load the 
car and, therefore, it cannot be considered as having been held 
for loading. Only cars held for loading or unloading are sub- 
ject to the average agreement and, consequently, cars subject 
to Rule 6, Section B, may not be included in a demurrage aver- 
age agreement account. This should further be clear from the 
fact that, under the average rule, Rule 9, one credit is allowed 
for each car on which a shipper or consignee serves at least 
one day of his forty-eight hours’ free time allowed for loading 
or unloading, by releasing the car within the first twenty-four 
hours of free time; while a debit of one day is charged for 
detention in excess of the forty-eight hours’ free time. Cars 
subject to Rule 6 have no free time, so that neither debits nor 
credits could be allowed on such cars under Rule 9, which pro- 
vides for debits and credits in their relation to cars entitled 
to free time. 


This question, however, was decided by the Commission in 
I. C. C. Docket No. 9609, Chattanooga Sewer Pipe and Fire Brick 
Company vs. the Belt Railway Company of Chattanooga, et al., 
in which the Commission sustained the position that cars sub- 
ject to Rule 6, Section B, may not be included in a demurrage 
average agreement account, and sustained the assessment of 
demurrage charges on the straight basis. However, this has 
been clarified by amending Rule 9, Section EH, specifically to 
exclude cars that become subject to Rule 6, Section B. 

The present tariff provides that demurrage will be charged 
from actual or constructive placement. In other words, a con- 
signee, under the present rule, is not entitled to the free time 
tunning from the hour of placement of the car until the next 
7 a. m. thereafter. Under the present rule, the question was 
raised as to whether the carrier may charge a day’s demurrage 
for a fraction of a day computed from the hour of placement 
until the first 7 a. m. thereafter, and then charge another day’s 
demurrage for another fractional day from such 7 a. m. until 
released, say, at the following 5 p. m. The committee on de- 
murrage of the American Railway Association and the demur- 
Tage commitee of the National Industrial Traffic League reached 
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an agreement that demurrage might be charged under Rule 6-B 
the same hour each succeeding day. 

Section C.—Section C, of Rule 6, covers private cars re- 
ceived under load from their owners’ private tracks (on which 
they were exempt from demurrage), and held by a railroad 
company on its tracks (where not exempt from demurrage) for 
forwarding directions. Demurrage charges start to accrue be- 
ginning at the first 7 a. m. after they are received by the 
railroad and continue until the proper forwarding directions are 
furnished. No free time is allowed and no notice is given. No 
notice from carrier is necessary, as the shipper knows he 
loaded the cars and turned them over to carrier without ship- 
ping instructions. 

Section D.—Section D, of Rule 6, applies to empty cars 
which the shipper appropriates for loading without ordering 
them from the carrier. A consignee who unloads a car on his 
private siding may sometimes wish to load it outbound as a 
consignor. If he does so without violating the carrier’s car 
service rules, his thus appropriating it is considered in the 
light of the car having been ordered by the shipper and actually 
placed by the carrier at the time the shipper appropriated it. 
However, if he appropriates a car for loading and then fails 
to load it with an outbound shipment or uses it for other than 
regular transportation service, it becomes subject to Section 
B, of Rule 6, which has been discussed herein. 

Rule 7.—Rule 7 fixes the demurrage rate per car per day 
or fraction of a day for detention after the expiration of the 
free time allowed. The present rate is $2 per car per day or 
fraction of a day for each of the first four days beyond the 
free time, and $5 for each succeeding day or fraction. The 
same rates really apply to cars subject to demurrage average 
agreement, but for the purpose of clarity, the rates on cars 
subject to average agreement are set forth in Rule 9: 

Day or fraction of day 1 2 3 4 5 6 7 each succeeding day 
Charge 0 0 $2 $2 $2 $2 $5 

Sundays and holidays are excluded in the calculation of de- 
murrage on the straight demurrage rate basis, but on the aver- 
age basis subsequent to the fourth debit day. 

If the contents of a car are transferred to two or more 
cars or when two small cars are furnished by the carrier in 
lieu of one larger car ordered by the shipper, both through no 
fault of consignor or consignee, demurrage charges will be 
assessed as if the goods were actually contained in one car as 
long as any of such cars are detained, for any cause, beyond 
free time. 

When one car contains two or more minimum carload 
shipments, consigned to more than one consignee at the same 
railroad station, the demurrage charges will be assessed as if 
the shipments had been received in separate cars. Each con- 
signee will be allowed a free time period of forty-eight hours 
for unloading, free of interference by the other consignee or 
consignees. Thus if A, B, and C each receive a minimum Car- 
load shipment in one car at a given station, A will receive 
forty-eight hours’ free time to unload without interference from 
B and C and each of these consignees will have the same 
privilege. 


THE HOWELL-BARKLEY BILL 


The Howell-Barkley railway labor bill apparently will die 
at the end of this session of Congress without any action hav- 
ing been taken on it. Senator Cummins has abandoned his 
efforts to get the representatives of the employes and of the 
managements to confer with respect to a possible compromise 
agreement .on the bill. Action on the bill in the House prob- 
ably will not be urged again at this session. 

Figuring in the presidential campaign as it did, the Howell- 
Barkley bill acquired a reputation that injured its “standing” 
when Congress resumed its session in December. Whether or 
not all the charges made against the bill were true, it had 
been apparent for some time that it would require a great deal 
of explanation to remove opposition to it. 

It is understood that the responsible railway labor leaders 
who believe that the Railroad Labor Board should be abolished 
have reached the conclusion that it will be best to let the 
“Howell-Barkley” bill die. Efforts probably will be made to 
draft a new bill for submission to the next Congress. The 
thought now is that a basis for agreement between the man- 
agements and the employes may be developd in the summer 
months in preparation for the introduction of a new Dill. 


N. Y. C. EXCESS INCOME 

Hearing on the question of excess income of the New York 
Central under section 15-a of the interstate commerce act was 
begun January 26 before Examiner Burnside, of the finance 
bureau of the Commission, and Director Bartel, of the Com- 
mission’s bureau of service. Evidence was submitted showing 
the relations between the parent company and system lines, 
one of the questions involved being whether the New York 
Central system is to be treated as a whole in ascertaining 
excess income. It is expected that the hearing will be in prog- 
ress for some time. Testimony as to value of the system 
properties will be given later. 
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CANADIAN CAR LOADING 


The Trafic World Ottawa Bureau 


Car loadings in Canada for the week ended January 17th 
showed an increase over the previous week of 2,464 cars and 
over the corresponding week in 1924 of 3,038 cars. Compared 
with last year, grain loading was lighter by 1,952 cars and pulp 
and paper was down 361 cars, but all other commodities showed 
increases, the largest being 1,636 cars for merchandise and 1,527 


cars for pulpwood. Cars of revenue freight loaded on Canadian 
railways: 


TOTAL FOR CANADA 


For the Week Ended, 


Jan. 17 Jan. 10 Jan. 1 
Commodity 
































——- 1ue5 ——-~-———-, 
Grain and Grain Products..........ccessee 6,625 5,815 8,577 
Live Stock 3 3,148 2,073 
NE wig dead w wlaie ty Oana Greiaivnneie.ce 5 7,653 5,375 
I ai oias ui ar-ece ands tea Ewin alan Walpiaaie ees ececd 314 317 243 
PIN ios a cra lareres car o-oo: ardarblcaare Wem eee OAOO On 2,541 2,600 

Pulpwood 3,129 A 
En MN NON So niin cia ds 018 ora v oS senty ode oO See 1,926 2,031 2,287 
Cther FOrest Products. ois cccccccvvecescces 2,825 2,321 2,803 
NOE ace cl eianta's Maca giaisiay Kelsie ia cie@ennawamraresian 1,163 1,065 954 
peepee, Ba © Be. cccccicccecncscedscees 13,327 12,739 11,691 

IE, dveusvevedeusaeneseenceense 10,323 9,395 i 
Wetel Catw BONO. cock casecavcsanes 52,618 50,154 49,580 
Total Cars Received from Connections 33,059 27,186 32,614 
Cumulative Totals to Date, 1925.......... 143,141 
ls eroncercarete 137,251 

EASTERN CANADA 
Grain and Grain Products.......cscocvese 2,041 1,630 2,714 
BE EL bin sin eo cuuelueee cures cede belies oars 1,143 1,330 924 
|) SE Le eee ees ee 2,533 3,551 1,814 
IN ogg tiara ealarh we pot ale wale annie eth oa efela 283 266 201 
MNNINEN sci inlarg altace tesovaral & xis aca dveia. vial warere aianete 1,928 1,848 1,936 
UII eG alas an occ s.dvi gr Ad’ vicia wae cenene 4,115 2,895 2,885 
oe RO Seer rer err 1,760 1,846 2,108 
Other Forest Products. ...icccevccecccecece 1,675 1,269 1,373 
MN, alce.c sled ae sded i Me wn os nineowesiewised celeas 669 628 621 
meoramri COR ib ccvccasvivnceceuce 10,083 9,721 8,717 
ee rn eee = 8,553 7,567 8,366 
Tete) Care TOGGOE oicéccesavevvesoncs 34,783 32,551 31,659 
Total Cars Received from Connections 30,079 24,008 29,821 
WESTERN CANADA 

Grain and Grain Products. ...0ccccesecesve 4,584 4,185 5,863 
Bn OEE, sicih a dldcidinde pede cBlacawee eewnenee 1,350 1,818 1,149 
RANE | eanrcldcaeleane pce cOacaKeaemaee oes we eee 3,936 4,102 3,561 
EN, oi decdccusintacnec anni aesers aaeeereneye 51 42 
NN oy oi ote race naidh ahaa wae Canieme siclak aeeer 719 693 664 
EE Se A et eee er 391 234 94 
Co eae er ee rrr 166 185 179 
Other Forest Pregucts . .cccccccccccccccses 1,150 1,052 1,430 
CM: ugascadewscuess oebwenesb owe seneemaeenes 494 437 333 
Deercmemaee, Be Cy. Ba siaceviccscsinnccesees 3,244 3,018 2,974 
NS oss ce Snlazogdeiesnewenoumaenens 1,770 1,828 1,632 
Tete) Cee TOON 6 6 cides sccaececvenes 17,835 17,603 17,921 
Total Cars Rezeived from Connections 2,980 3,178 2,793 


PEACE RIVER RAILROAD 


The Traffic World Ottawa Bureau 


The Canadian National and Canadian Pacific heads are still 
in conference over the problem of the Peace River line. The 
government has stated that it will be built; but as neither the 
provinces nor the railways show any great anxiety to take on 
a proposition which may not meet fixed charges for many years 
to come, it may eventually come down to the road being built 
by the Dominion government, if it is built at all. The railroads 
do not seem anxious to go into the money market and raise 
a loan for 25 or 30 years at 4% per cent. The proposed line 
would probably haul a lot of wheat to market, as the Peace 
River country is a wonderful wheat growing territory, poten- 
tially, but it is pointed out that this as a seasonal crop, and 
a one-way haul. It is suggested that the road be built on Co- 
operative lines by the Canadian Pacific and Canadian National, 
if possible, and, if not, the Canadian National will take it on, 
backed by government guarantees. Premier Oliver, of British 
Columbia, after his return from the recent conference at Ottawa, 
stated publicly that the Brule route was being pushed by in- 
terests owning large coal deposits in that territory. 

For the present the road would be mainly a colonization 
one. There are at present less than 15,000 people living in the 
whole Peace River country and there is less than 400,000 acres 
under cultivation. The cost of the road is put at over $25,000,- 
000. Sir Henry Thornton’s estimate of the producing power 
of the Peace River district is 500,000,000 bushels per year, which 
is more than the maximum grain crop of Canada at present. 

The development of the country will be made easier by the 
fact that there are available immense quantities of tar sands 
along the Peace River for road making, and at the canyon on 
the river at Fort St. John, the river falls nearly 300 feet in 
18 miles between sheer walls. Engineers are suggesting that 
the road rail system, as used in South Africa, might be profit- 
ably employed here, for transporting grain to the railway, in- 
stead of building branch lines through the territory. The land 
is largely under control of the federal government. 
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The interest which one province that of Alberta, has in the 
negotiations going on for a solution of the Peace River railway 
problems is shown by the fact that in any transfer of the 
existing lines the province would have to get nearly $20,000,009 
in order ta break even on its experiment in government owner. 
ship. The roads are the Edmonton, Dunvegan and British (op. 
lumbia Railway; the Alberta and Great Waterways Railway, 
and the Central Canada Railway. The first named runs north. 
west from Edmonton bout 250 miles to McLennan, and thence 
southward to Spirit River and Grande Prairie; the Alberta and 
Great Waterways runs about 300 miles north of Edmonton to q 
point near Fort McMurray; and the Central Canada from 
McLennan to Peace River and Berwyn. All the roads have been 
a losing proposition, but the people of the north believe that 
with a western outlet to the Pacific coast from Peace River, 
they might be made to pay. The loss on the three roads at 
present is about $1,500,000 annually. 


CANADIAN PACIFIC TRAFFIC 


According to a statement just issued, by D. C. Coleman, 
vice-president of the Canadian Pacific, western lines, the traffic 
of 1924 involved no strain on the railway facilities of the west, 
He points out that the decrease in the grain crop meant a con- 
siderable reduction in the freight tonnage handled during the 
peak period in the Autumn. The strike of coal miners reduced 
the coal tonnage, but this was recovered in the last three 
months of the year, and the volume handled should be eXCep- 
tionally large during the first quarter of 1925. The tonnage of 
building material handled was very moderate and the rail move. 
‘ment of lumber the United States was interfered with by the 
usual election year hesitation in trade. Mr. Coleman says: 


The prospects for 1925 are much brighter. The demand abroad 
for our metals, wood products and foodstuffs is apparently stronger, 
and the prospects for a great tourist traffic next year are exceptionally 
good. During the year the Canadian Pacific made excellent progress 
on its branch line construction program. The following branch line 
mileage in Saskatchewan was completed and taken over for operation: 

Wynyard to Coderre, 62 miles; Tuffnell to Nipawin, 131 miles; 
Naicam to Melfort, 33 miles; Midlen to McNorran, 62 miles; Gunn- 
worth to Matador, 43 miles; Cutknife-to Battle River, 46 miles; Bur- 
stall to Schuler, 25 miles, 


The following mileage was under construction in that province 
at the close of the year: Climax to Val Marie, 36% miles; Lloyd- 


minster northwesterly, 25 miles; Pivot to Fox Valley, 25 miles; Amu- 
let to Wheatstone, 26 miles, 


The following mileage in Alberta was under construction at the 


close of the year: Kipp, northwesterly, 25 miles; Lomond, north- 
westerly, 40 miles. 


In addition to the above, 280 miles of 100 pound rail was 
laid on operated lines replacing lighter steel. Considerable 
ballasting was done, and improvements and extensions were 
made in the terminals at Port Arthur, Ignace, Kenora, Winnipeg, 
Outlook, Wynyard, Ogden and Alyth. Work was vigorously 
proceeded with on the new ocean pier at Vancouver, and the 
work of lining the Connaught tunnel with reinforced concrete 
was practically completed. The program for improvements in 
1925 has not yet been determined, but will probably be discussed 
by the executives this month. 


HUDSON BAY RAILROAD 


The construction of the Hudson Bay Railroad by the provin- 
cial governments of the western provinces is not favored by 
Premier Bracken of Manitoba, according to a statement which 
he has made to the legislature of that province. “When Nova 
Scotia builds its own harbors, Ontario, the Welland Canal, and 
British Columbia carries out its own harbor improvements, then 


will I advocate the western provinces building the Hudson Bay 
line.” 


CANADIAN TRAFFIC REPORT 


The traffic report of the railways of Canada for October, 
1924, is as follows: 


COMPARATIVE SUMMARY TOTAL FREIGHT LOADED AND 
RECEIVED FROM CONNECTIONS 


Oct., 1924 Oct., 1923 Sept., 1924 
Provinces Tons Tons Tons 
Prince Edward Island........... 15,250 9,141 6,573 
I EI Fac wncciosid nd Oc ne tions 630,066 601,626 571,336 
INGE DPURBWICE oc ccccccvscccves 237,660 241,964 183,572 
A gl SA ION AR ie Re 1,483,911 1,662,353 1,392,652 
INE Sat oe connects ont 4,740,976 4,556,971 3,860,165 
NNN alae eto Siaclaec x cides 888,381 657,181 578,012 
Saskatchewan ....vcccccreccccces 1,151,763 1,891,351 451,804 
1 0 8 eh RAR OTE Ns 1,041,038 1,377,563 574,438 
British Columbia ...........000 438,424 489,575 386,427 
Total for Canada........... 10,627,469 11,487,725 8,004,979 
Products . 
MEET, oath noe eee 4,055,408 4,545,735 1,942,259 
MMIII oro Sirocscee dels Gaeeilo ses 326,509 20,475 300,519 
INI. | Cakeras ac wicscicihatoxalesaiepelees «kenzo 3,227,570 3,407,132 2,841,213 
MI Nore elit et eae 1,053,636 1,147,190 954,620 
Manufacture and Miscellaneous. 1,964,346 2,067,193 1,966,368 
Cand TEL cieev ic cenoauer 10,627,469 11,487,725 8,004,979 
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REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS DURING THE MONTH OF OCT., 1924 














Loaded 
at Sta- 
tions in 
Canada 

Commodities Tons 
WE ino enreeswcwecereesese 2,286,921 
I oo cise ac ecorcrenee Sotto cw eeanent 25,937 
CE ccniotcinecickn wale neo OOpRe wae 198,412 
ME. Snicbaviepaerinrcwsasnas aes 284,519 
TIRE Ab 010s 0-0 'e10 bi 8 seo. 655.4 -siaih Wires sie 225,817 
PORE on eiethn oO cinc0 pw crecwie Veneers 44,773 
CI SIN goon sine 05: hewaincewneie 12,607 
NY iis traci laauainisl eves) 5/6. 010\e- Sra bie\s.0-910: 178,050 
Other Mill Products. ...:.....20+ 111,281 
FIAT CE WIG os oss 6 ccc ce ven cewe 71,618 
COS Gio eins ten neiecewsewew sews 599 
ADBIES CITGER) «<6. 00 s.0:0:500 crate 65,124 
Other Fruit (fresh)....... Seto 16,382 
ere er 78,221 
Other Fresh Vegetables 33,313 
Other Agricultural Products.... 56,516 

MPO, Goihd wiclwcisca-caicinbn ew oer - 3,690,090 
Pc dcdcdc pase ascemeeewee ss 5,941 
Cattie and Carves.......ccveseveds 82,683 
PEED. wsbre borrase le sioiie ks'oioe.e bikie sion 14,821 
TE ce We kn n 0hoR ssa ae 8 o.5/cwlacnies 34,949 
Dressed Meats (fresh).......... 7,654 
Dressed Meats (cured or salted) 7,611 
Other Packing House Products. 5,757 
WEEE caicnciwscves ee sceeesessots 1,095 
MEE kcteticecavwsnseeoe0rseuva ee 1,793 
Butter and Cheese.. 12,700 
WHE eccdemanimeswiuese< 1,132 
Hides and Leather 5,844 
Other Animal Products.......... 3,257 

WN ecsisicisin chic eenwtentnce 185,237 
Po | ae 57,522 
TINOGE COA! q.«.0:5.0:0:0:0:0 0:00:00: 930,720 
eS rrr 40,048 
I urhcialakess shgraite wrerewreow Sid heleis}a ioe 15,956 
I gio arererart a ticina sie teem aes 713 
Other Ores and Concentrates... 182,444 
Base Bullion and Matte........ 7,449 
Clay, Gravel, Sand, Stone (crsh.) 598,286 
Slate—Dimension or Block Stone 16,022 
Crude Petroleum 1,183 
Pe err 13,892 
GN cece nine ar Goan ak oieiale K:054;6.aleveis-em 12,919 
Other Mine Products........ 060 40,886 

WSC 6060: lig dew oaitelanicaiaatae 1,918,040 
Logs, Posts, Poles, Cordwood... 202,913 
iy eee Sareea ia: Bloor e oie, ae wee 8,328 
PULSES cc tcctieecses 00060000 217,388 
Lumber, Timber, Box Shooks- 

Staves, HeRGing.....0..vees 488,511 
Other Forest Products......... ° 36,255 

_ RN re rere ee 953,395 
Refined Petroleum and its prods. 118,880 
SUBAP ccccccocseecss paw ware ciara 25,944 
Iron, pig and bloom............. 13,858 

Rails and Fastenings............ 7,837 
Bar and Sheet Iron—Structural 

Iron and Iron Pipe.......... 29,171 
Castings, Machinery and Boilers 14,301 
COMMING on Scoop essiowses cose ones se 36,734 
Brick and Artificial Stone...... 73,934 
Lime and Plaster..........- jae 29,039 
Sewer Pipe and Drain Tile..... 11,032 
Agricultural Implements and 

Vehciles other than Autos.. 5,746 
Automobiles and Auto Trucks.. 10,459 
Household Goods......ccccccvees 4,673 
WURICABE, ois 00 tia 'vccics cc cc vec ceses 4,111 
Liquor BeveragesS......+seccses ° 17,746 
Fertilizers, all kinds...........+. 18,702 
Paper, Printed Matter, Books.. 95,772 
Wood Pulp..... Puli ccamswinealnss 128,798 
Fish (fresh, frozen, cured, etc.). 8,560 
Canned Meats. ....cccccccecs are 320 
Canned Goods (all canned Food 

Products other than Meat).. 22,809 
Other Manufactures & Miscel.. 263,812 
De eee 266,954 

NE Gano ws HE wo Camano 1,309,192 

CE TO Ale ccvccccees 8,055,954 


RATIOS OF COMMODITY GROUP TOTALS TO TOTAL FREIGHT CARRIED DURING MONTH (Per Cent) 


7-Received from Foreign Connections 


Commodity 
Agricultural 
Animal 
Mine 
Forest 


ee ee 
ee 
Ce 


ee 





Received 
from Foreign 
Connections Destined to 


AGRICULTURAL PRODUCTS 
Originated 


c—— Total Freight Originated——_, 
Cumulative Total 








Canadian Foreign For To 
Points Points Month Date 
Tons Tons Tons Tons 
2,061 10,663 2,299,645 8,821,906 
6,760 13,621 46,318 574,872 
8,143 44,243 250,798 2,135,166 
3 5,966 290,516 736,449 
arene 2,188 228,005 556,126 
er 155 44,928 103,533 
386 2,813 15,806 120,623 
2,837 43,756 224,643 2,127,438 
4,080 46,660 162,021 1,429,896 
726 7,915 80,259 785,567 
6,558 5,435 12,592 70,204 
2,251 9,251 76,626 217,040 
16,136 61,198 93,716 428,904 
3,014 17,663 98,898 388,297 
960 4,206 38,479 262,928 
12,948 22,694 92,158 478,891 
66,891 298,427 4,055,408 19,177,840 
ANIMAL PRODUCTS 
241 96 6,278 72,557 
87 1,734 84,504 648,349 
204 1,588 16,613 47,407 
65 2,574 37,588 301,796 
4,130 44,079 55,863 512,308 
7,646 6,943 22,200 253,042 
5,181 20,045 30,983 293,664 
eine 4,915 6,010 59,106 
252 7,822 9,867 138,897 
144 12,385 25,229 236,971 
898 2,402 4,432 50,893 
4,479 6,559 16,882 134,668 
2,088 4,715 10,060 93,738 
25,415 115,857 326,509 2,843,396 
MINE PRODUCTS 
356,009 159,815 573,346 4,651,580 
502,532 17,040 1,450,292 11,563,706 
wenines cakes 40,048 253,360 
50,040 1,035 67,031 577,177 
51,509 Genie 52,222 142,343 
6,067 3,021 191,532 1,863,278 
13 3,194 10,656 105,644 
30,085 29,746 658,117 4,008,093 
1,983 20,799 38,804 311,286 
46,181 30 47,394 489,028 
2,462 3,090 19,444 133,461 
10,323 6,236 29,478 263,077 
4,651 3,669 49,206 385,408 
1,061,855 247,675 3,227,570 24,747,441 
FOREST PRODUCTS 
269 8,849 212,031 2,479,635 
324 155 8,807 184,374 
45 806 218,239 3,609,158 
21,668 60,496 570,675 5,226,718 
3,848 3,781 43,884 427,522 
26,154 74,087 1,053,636 11,927,407 
MANUFACTURES AND MISCELLANEOUS 
55,512 14,296 188,688 1,403,277 
4,081 26,528 56,553 712,553 
4,020 4,791 22,669 315,426 
1,581 2,236 11,654 212,008 
21,358 19,975 70,504 871,073 
4,327 15,159 33,787 402,335 
141 1,831 138.706 969,202 
6,004 2,308 82,246 696,905 
1,316 2,416 $2,771 322,792 
439 572 12,043 98,353 
1,006 3,070 9,822 189,106 
4,672 57,849 72,980 903,902 
419 466 5,558 61,397 
74 3,419 7,604 64,177 
622 944 19,312 187,728 
610 91 19,403 241,659 
2,008 35,021 132,801 1,400,391 
4,078 9,388 142,264 1,096,472 
621 2,332 11,513 69,514 
45 33 398 6,372 
3,956 21,146 47,911 288,672 
53,674 174,241 491,727 5,032,292 
18,503 67,975 353,432 2,944,715 
189,067 466,087 1,964,346 18,490,321 
1,369,382 1,202,133 10,627,469 77,186,405 


Total 


Loaded at 


Stas. in 


Canada 


34.72 
1.74 
18.05 
8.97 
12.32 


75.80 





—Destined to— 


Canadian 
Points 
.63 
.24 
9.99 
25 
1.78 


12.89 


Foreign 
Points 


Increase 
Over 
1923 
Tons 
324,399 
155,982 
519,038 
200,704 
297,284 
3,530 
4,603 
116,537 
228,056 
94,722 
34,101 
14,057 
118,294 
2,498 
46,479 
67,505 


1,170,711 


4,406 
3,705 
,879 


ono 


Ole 191s 


oucmc 


——s 
a PIO CODD Se 


os 
DRUIHWORRAWOA 


ep] aro 
CO H He 00 CO 


bo 


= 
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o 
_ 
oO 


1,652,841 
3,587,529 
30,296 
324,409 
348,251 
68,843 
31,774 
256,700 
481,301 
246,858 
22,628 
37,265 
11,703 


5,762,794 


30,276 
1,620 
139,144 


749,159 
120,661 


759,332 


60,569 
112,357 
242,334 

40,487 


618,031 
127,630 
44,013 
111,589 
40,348 
23,731 


64,892 
28,046 
32,870 

3,142 


22,383 
692,952 
311,490 

2,161,236 


Total 
3.44 
1.33 

12.32 

.94 
6.17 
24.20 








Unloaded 
at Sta- 
tions in 
Canada 
Tons 
1,964,457 
14,687 
173,645 
234,804 
89,570 
30,714 
10,026 
105,866 
72,269 
62,205 

6,517 

38,481 

32,613 

50,809 

22,829 

60,232 


2,969,724 


~ 172,468 


375,685 
1,346,871 
32,213 
68,881 
52,066 
154,453 
3,863 
590,248 
24,312 
44,443 
18,014 
22,939 
18,914 


2,752,902 


193,150 
8,467 
102,697 


302,847 
20,293 


627,454 


145,779 
29,671 
14,554 

9,157 


44,785 
19,269 
125,383 
80,510 
31,989 
11,536 


5,132 


Unloaded at 


Stas. in 

Canada 
27.94 
1.62 
25.90 
5.90 
11.34 


72.70 





Terminated 





Deliv- 
ered to 
Foreign 


Connections 


Tons 
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CANADIAN FREIGHT RATE EQUALIZATION 


The Saskatchewan legislature has passed a unanimous res- 
olution concerning the equalization of freight rates, declaring 
such to be impossible without statutory provisions for maximum 


rates in those parts of Canada in which rates are not controlled 
by competitive water rates. 


CANADIAN PACIFIC EARNINGS 


Traffic earnings of the Canadian Pacific for the week end- 
ing January 21 were $2,651,000, a decrease from last year of 
$232,000, or 8 per cent. Earnings of the Canadian National for 
the same period were $3,781,673, a decrease of $562,752. 


CANADIAN GRAIN MOVEMENT 


The great difference which the reduced grain crop has made 
to the railways is shown by the grain returns just issued by 
the Dominion Bureau of Statistics. The number of cars of 
grain inspected in the western division during the five months 
ending December, was 83,997 less than during the correspond- 
ing months of 1923, the number being 148,222, as compared with 
232,219. This was the lowest record of inspections since 1920. 
During the period mentioned, the Canadian Pacific handled 58 
per cent of the western crop. It had 85,595 cars, or 43,800 cars 
less than for the corresponding months last year. The Cana- 
dian National had 60,915, and the Great Northern 1,712. In the 
case of the Canadian National this was 41,039 cars below last 
year. During the five months the Canadian Pacific unloaded 
at the head of the lakes 63,085 cars, and the Canadian National 


54,999. The Canadian’ Pacific handled 83 per cent of the cars 
delivered at Vancouver. 


CANADIAN LEGISLATION 

The intimation arising from Premier King that the coming 
session of Parliament will likely be known as a transportation 
session has aroused speculation as to the different branches 
of that wide question likely to be taken up. While it is certain 
that land freight rates will receive the greater part of the atten- 
tion of the House, it is understood that ocean rates will also 
be much discussed. In what form the government will deal 
with the Crow’s Nest case cannot be determined at present 
nor until after the Supreme Court announces its decision in the 
appeal against the order of the Railway Commission, which 
will be gone on with on February 3. It is expected that some 
concrete proposals for the writing down of the capitalization 
of the Canadian National Railways will be presented. If any 
such work is undertaken, it is probable that it will be passed 
on to the Board of Railway Commissioners, following the prece- 
dent in the United States, where the valuation of the railways 
was undertaken by the Interstate Commerce Commission. 


CANADIAN INJURY CASE 


The Superior Court of Quebec has decided that an engineer 
in charge of a locomotive must signal its approach at all cross- 
ings, even when there is a clear view of the track in all direc- 
tions. The plaintiff in the suit sued the Canadian National for 
damages for the death of her husband, who was killed when the 
carriage in which he was riding was struck by a locomotive. 
The railway set up the defense that even though the required 
signals had not been given by the engineer, it could not be 


held liable, as the crossing was situated where the view was 
unobstructed on all sides. 


FARMERS REJECT SAFETY GATE PROPOSAL 


The annual convention of the United Farmers of Alberta 
defeated a proposal that the railway companies be asked to 
install safety gates at level crossings all over Canada, speak- 
ers declaring it was unreasonable and that the cost would ulti- 
mately fall on the general public. An amendment which provi- 
ded safety gates for crossings where traffic was heavy, or used 
by school vans, was also defeated. Early completion of the 
Hudson Bay route was demanded almost unanimously, although 


there was some objection by strenous advocates of the Pacific 
grain route. 


USE FOR CANADIAN VESSELS 


A scheme to utilize ten or more of the ships of the Canadian 
Government Mercantile Marine, now lying idle, for the carriage 
of perishable food products, mainly fish, from Canada to Great 
Britain, is being submitted to the Canadian Government by a 
British syndicate, and is receiving the consideration of the 
government with a good chance of acceptance. Owing to the 
depletion of the fishing grounds on the Dogger Bank and in the 
North Sea, British fishermen are constantly having to go further 
for their catch and prices of fish across the Atlantic have grown 
very high. Major Hugh Green who is at the head of the British 
syndicate, proposes to guarantee a profit on the operation of the 
Government Merchant Marine ships, to the number of ten as a 
beginning, provided the government equips the boats with up-to- 
date insulation adequate for the carriage of chilled food prod- 
ucts. Refrigerator space for Canadian fruit would also be pro- 
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vided. The Canadian National Railways is being called into 
conference in the matter, as the boats are operated by them. 
Among the questions to be asked at the forthcoming session of 
parliament is one by Dr. McLaren, member for St. John, N. B. 
who seeks to know what ships of the Canadian Government 
Merchant Marine were employed in carrying freight from New 
London, Conn., in 1924, how many carloads so carried originated 
in anada, and what amount of freight originating in Canada 
went over the Canadia National to Portland for export. 


CANADIAN CAR SERVICE CONFERENCE 


Transportation and car service men of the Canadian Nation- 
al from all parts of the system were in conference in Montreal 
this week. Outstanding among the delegates was Miss Lucy 
Wright, general car distributor to Grand Trunk Western lines, 
Detroit, said to be the only women car distributor in the world, 
who was one of the speakers. The subjects for discussion were 
of a technical nature, dealing with the work done by the various 
branches of the transportation service. The purpose of the 
conference was to acquaint as many as possible of the officials 
with a thorough knowledge of the rules and to suggest methods 
whereby the work can be accomplished at a minimum of cost. 


CANADIAN ACCIDENTS 


The total number of railway accidents in Canada in Decem- 
ber was 291, no passengers being killed, but 27 injured. Seven 
employes were killed and 230 injured. Others killed numbered 
20 and injured 55. Of 22 highway crossing accidents 15 involved 


autos, eight being killed and 22 injured. Of the crossings 17 
were unprotected. . 


FISH, FOXES, AND GOLD BULLION 


Fish from the Maritime Provinces and Prince Rupert formed 
a large part of the traffic of the Canadian National Railways in 
1924, according to a report just submitted. Prince Rupert ex- 
pressed 22,839,667 pounds in 1924, as compared with 23,955,517 in 
1923, a decrease of 1,115,850 pounds; but the Maritime Provinces 
expressed 18,682,098, an increase of 4,432,098 pounds. Except 
for a slight increase in British Columbia, shipments of fruit 
were below those of 1923, but there was an increase of over half 
a million pounds of blueberries from the Maritime Provinces. 
An interesting item was the shipment of live foxes from Prince 
Edward Island, and other ranches. The number of animals 
shipped was 8,122, or considerably more than double the total 
of 1923. The 1924 shipments of foxes were valued at nearly 
$2,500,000. Gold bullion from Northern Ontario amounted to 
$23,107,493 an increase of about 25 per cent. 


PORT AUTHORITY OUTLINES PLANS 


The Trafic World New York Bureau 

The Port of New York Authority, in its annual report to 
the State Legislature, outlines comprehensive plans for the uni- 
fication of railroad and steamship terminal facilities in New 
York harbor, and particularly dwells upon a system of “inland 
terminals” on Manhattan to extend from the Battery to Central 
Park and eliminate all rail lines on the island. 

The Port Authority would have all railway freight terminals 
and tracks end on the Jersey Shore, would have freight ship- 
ments moved underground by tunnel and trucks or by ferry for 
distribution through the universal terminal serving both rail- 
roads and shippers. Each of these inland terminals would oc- 
cupy about a city block and it is claimed this system would 
reduce the cost of freight handling, lessen trucking expenses 
and cut down congestion in the streets and on the waterfront. 

The Port Authority announced it was receiving full finan- 
cial co-operation from the transportation interests in its search 
for a unified harbor plan which would simplify the transit of 
freight from rail heads to distributing piers. This now requires 
1,750 privately owned craft, twenty-four rail terminals and 320 
carfloat landings and steamship piers. 

The cost of the unified belt line No. 13, between Edgewater 
and Bayonne on the Jersey shore, may exceed the $500,000 
pledged by the railroads, the report said. It added that the 
railroad executives are co-operating in the study of possible 
grades and tonnages for establishing the proposed belt line No. 
1, located inland and surrounding the entire port. 

The report refers to the bill pending in Congress to au- 
thorize the Secretary of War to transfer the Hoboken Shore 
Line Railroad to the Port Authority, which has passed the 
Senate and is awaiting action in the House, and declares that 
the Port Authority, as an alternative, would be willing to have 
the U. S. Shipping Board, the City of Hoboken, of the state of 
New Jersey, acquire the railroad. This is included as part of 
belt line No. 13. 

The Port Authority, in its report, called on the chambers 
of commerce and other commercial bodies of the port district 
for a “campaign to correct and counteract attacks defamatory 
to the Port of New York.” It adds that these attacks have been 
broadcast by the advertising interests of other ports and sug- 
gests that the business interests of New York should circulate 
the true facts about the port among shippers. 
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January 31, 1925 


EASTERN CLASS RATES 


The Trafic World Washington Bureau 


The Commission has issued the following notice in respect 
of hearings in No. 15879, the Eastern Class Rate Investigation: 


The hearing in the above entitled case, heretofore assigned for 
February 4, 1925, ten o’clock a. m., will be held at room 1030, Trans- 
portation Building, 17th & H Sts., N. W., Washington, D. C., before 
Commissioner Eastman. 

The respondent carriers have, at the suggestion of the Com- 
mission, announced the following tentative schedule, which may be 
deviated from as necessity requires, but will be adhered to as closely 
as possible at the opening hearings: : 

Proposal Concerning Rates Within Trunk Line Territory 

1. General statement covering the proposed rates, Trunk Line 
Scale, etc. Mr. R. N. Collyer, February 4-5. 

2. Mileages. Mr. J. P. Dervin, February 6. : 

3. _ Relative measure of the basic scale. Mr. O. S. Lewis, Feb- 


ruary 6. ; 

L New York City Grouping. Messrs. R. N. Collyer, F. J. Fell, 
R. D. Tilt and two other witnesses to be announced. February 7-9. 

5. Long Island Railroad. Mr. D. Wilson, February 9. 

6. Staten Island Rapid Transit Railway. Mr. S. House or Mr. 
E. W. Murray, Feb. 9. 

7. Philadelphia grouping. Mr. H. C. Stuffer, February 10. 

8. Baltimore grouping. Mr. T. H. Fee, February 10. ; 

9. Virginia grouping, mileage, scales. Messrs, A, P, Gilbert, 
G. F. Butler, and W. S. Saunders, February 10-11. , 

10. Defense of scales 2, 3 and 4, New York State. Witnesses to 
be announced, February 11-12. ; 

1. Baltimore & Ohio Railroad. Mr. O. S. Lewis, February 12. 

12. Fourth Section Questions. Mr, S, House, February 12, 

Proposal Concerning Rates Within Central Territory 

18. Proposal of Central Freight Association Lines. Witness to 
be announced, February 13. 

Proposal Concerning Rates To and From Central Territory 

14. General statement. Mr. R. N. Collyer, February 13-14. 

15. Groupings in Trunk Line territory. Mr. E. P. Bates and 
representatives of New_York Central and Erie, February 16. 

Groupings in Virginia. Representatives of Virginia lines, 
February 17. 

17. Short-haul rates near western termini. Witnesses to be an- 
nounced; February 17, 18 and 19. y 

.Proposal Concerning Rates To, From and Within New England 

February 20, 21 and 23. 

18. Introductory statement. Mr. F. Van Ummersen. : 

19. General statement with regard to rates, mileages, groupings, 
and fourth section conditions, intraterritorial and interterritorial. Mr. 
J. R. MacAnanny. : 

20. New York pier, New York lighterage, and Long Island Rail- 
road rates. Mr. G. M. Wood. ; 

21, New York Harbor transfer. Mr. F. P. Kinney. 

22. Proposals of the Maine Central Railroad. Messrs. G. H. 
Eaton and L. Snow. 

Miscellaneous 


February 24 and 25. 


Respondents’ witnesses will present their testimony consecutively 
and cross-examination will be deferred to a date to be subsequently 
announced. 

By the Commission. 


ASKS WIPING OF SLATE 


The Eastern Shippers’ Traffic League, by Charles E. Wall- 
ington, of Philadelphia, has asked the Commission to revoke, 
vacate and set aside its order instituting No. 15879, the Eastern 
Class Rate case, and to deny the petition of some shippers and 
the railroads for an inquiry into the class rates, on the ground, 
broadly stated, that the shipper petitioners had not been author- 
ized, or delegated, to represent a majority or an appreciable 
number of shippers. The petition for a setting aside of the or- 
der is couched in law court terminology. Two paragraphs, it is 
believed, will show the nature of the petition. They are as 
follows: 


That for its causes of action herein, protestant says: 

That the order heretofore made and entered by the Commission 
herein: was predicated solely upon, and pursuant to, the representa- 
tions contained in a joint petition of the above named petitioners 
heretofore filed, which included their prayer that the Commission 
order and enter upon an investigation of the interstate and intrastate 
class rates in Trunk Line territory, and to and from New England 
territory, and between Central Freight Association territory, on the 
one hand, and Trunk Line and New England territories, on the other 
hand, properly related to the rate systems already established within 
those territories. a 

That the protestant, by way of special traverse, and answering 
the allegations and averments set forth in the said petition of said 
petitioners, denies that, as implied therein, William H. Chandler, 
H. J. Wagner, J. P. Daly, D. O. Moore, F. W. Burton, A. E. Beck, 
H. Deuster, A. H. Ferguson, W. H. Day, A. N. Payne, A. D. Phillips, 
R. L. Tuttle, F. M. Renshaw, R. B. Coapstick, J, P. Haynes and 
Herman Mueller, or any of them, or any one in their behalf, has, 
in fact, at any time, been authorized, or in any way delegated, to 
represent, act for as agents, representatives, attorneys, attorneys 
in fact, or otherwise, a majority or any appreciable number of the 
shippers, or their interests, or in any way bind, obligate or mitigate 
them, directly or indirectly, in any proceedings, whatsoever, pre- 
liminary or otherwise, having for their scope, purpose or purposes, 
ary undertaking such as is represented in any part or the whole of 
Gs eaeeetiens and averments in said petition, or any part thereof, 
contained. 


R. R. RATE INCREASE OPPOSED 
The Trafic World New York Bureau 


In connection with the proposed plan of the trunk line car- 
riers to reclassify rates in Trunk Line and Central Freight 
Association territories, John E. Veasey, traffic manager of the 
Brooklyn, N. Y., Chamber of Commerce, has issued an appeal 
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to shippers to combine in fighting the change. He gave out the 
following statement: 


Does it mean anything to you to have the landed cost of your 
goods at destination very materially increased? 

There is now pending a general investigation to be made by the 
Interstate Commerce Commission of the entire rate structure of the 
above mentioned territory brought about by the proposal of the car- 
riers to increase their rates anywhere from 10 to 60 per cent, 

Do not say. that you are not interested because you buy or 
sell your freight f. o. b. New York. 

Individual shippers do not seem to realize that this may be the 
beginning of the most comprehensive change ever made in the na- 
tion’s railroad rate structure. 

The man that buys f. o. b. New York adds the freight charge to 
your selling price. The man who sells your goods f. o. b. New York 
adds the freight to his costs. If these increases go into effect you 
will probably find that your merchandise will be unable to compete 
in your present market because of greater landed cost at these 
markets and the cost of your merchandise to you f. 0. b. New York 
will be increased in like proportion. 

This is a serious matter for shippers and receivers of freight 
in the Metropolitan area. The best brains in the industrial and traffic 
field are working night and day to prevent the proposed rate struc- 
tures going into effect and this means the compilation of a large 
amount of statistical data, the employment of competent counsel, all 
of which costs money. The New England shippers have already con- 
tributed $6,000, with more pledged to protect their interest. Buffalo 
and Rochester $25,000 and others in like proportion, New York City 
$20,000 and the Borough of Queens $5,000. Brooklyn should contribute 
at least $10,000 to protect its interest. 


ANNOUNCE READJUSTMENTS 


The freight associations of the territories involved in the 
proposed readjustment of rates between New England and East- 
ern Trunk Line territory, on the one hand, and Western Trunk 
Line territory, on the other, set down for hearing by the Com- 
mission in Docket 15879, have announced their intention of 
further readjustments, as follows: 


Concurrently with the readjustment of class rates following East- 
ern Class-Rate Investigation—Docket 15879—it will be the purpose of 
carriers in New England, Eastern Trunk Line, Central Freight As- 
sociation and Western Trunk Line Committee territories to effect a 
readjustment of these joint through class rates between Official Classi- 
fication territory and Western Trunk Line territory mentioned herein, 
namely, by using percentage of the new readjusted rates between 
the east and Chicago where the percentage basis now applies, or by 
using the readjusted rates from the east to Chicago plus such pro- 
portions beyond as may be proper or such other readjustment as 
may then be found proper by the Interstate Commerce Commission 


as related to readjustments hereafter found reasonable by the Com- 
mission. 


HAGUE RULE HEARINGS 


The Traffic World Washington Bureau 


Another effort is being put forth by those who have been 
urging the matter for the last four or five years, to have Con- 
gress enact a bill embodying The Hague rules, so-called, into 
a code of law for the governing of the carriage of freight, from 
ports of the United States, or its possessions, to foreign ports. 
The present effort is directed to the passage of H. R. 11447, 
introduced by Representative Edmonds of Pennsylvania, acting 
chairman of the House committee on merchant marine and 
fisheries. It is a revised bill to supplant the earlier one intro- 
duced by Mr. Edmonds, and, according to Mr. Edmonds, it was 
prepared by him in collaboration with Professor Huebner. 

Hearings on the revised bill were begun by the committee 
on merchant marine and fisheries on January 28. Off the record 
it was stated that Secretary Hughes desired, if possible, action 
on the bill at this session of Congress, and that Representative 
Longworth, of Ohio, Republican leader of the House, had prom- 
ised to take up with the leaders of the House the proposition 
to give the bill, if reported by the committee, a preferred status 
on the House calendar. His thought was that that could be 
done. 

Charles: S. Haight, chairman of the committee representing 
the International Chamber of Commerce, in charge of the meas- 
ure for that body and a delegate at each of the international 
conferences that have been held on the subject, as the first 
to appear before the committee, again traced the history of the 
effort to agree upon a code of law to govern carriage by water, 
from ship’s tackle to ship’s tackle. He said that what had been 
agreed upon was a codification of the American law on the 
subject, embraced in the applicable parts of the Harter act. 
The Harter act, he said, was a common law statute of prohibi- 
tion. The conferences agreed upon a code so ag to make the 
American law, acceptable, in form, to the countries using codes, 
for embodiment in the bill of lading. Not one of the four in- 
terests, the shipowner, the shipper, the banker and the under- 
writer, he said, had got out of the conferences all each desired. 
Necessarily, he indicated, there had to be compromises; that 
under the code the shipper gained much, the shipowner knew 
by what he was bound, the underwriter knew the risk he was 
insuring and the banker had a definite document against which 
to make advances of money. 

Answering a question by Ira Campbell, representing Amer- 
ican shipowners, Mr. Haight said the shipowner gained from 
the bill of lading peace after thirty years of open warfare be- 
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tween himself and his customers, which would cause an eco- 
nomic saving because the bill would cause greater care in the 
handling of freight. 

Great Britain, he said, enacted the rules into law last sum- 
mer and they went into effect the first day of this year. While 
he was mentioning that fact Mr. Edmonds read a newspaper 
statement to the effect that Australia had also enacted the 
rules into statute. Quoting shipowners at Hamburg, Mr. Haight 
said they had told him that if Great Britain and the United 
States adopted the code German shipowners would follow suit 
on account of the more favorable terms given the shipper by 
the proposed code. Competition, he said, would force adoption 
of the bill of lading by German ship lines. 

Opposition, he indicated, would be expressed to the devia- 
tion section, the claims section and the burden of proof section. 

Charles M. Barnes, assistant solicitor for the state depart- 
ment, also urged favorable consideration, the United States 
having participated not only in the conferences preceding the 
diplomatic stage, but also in the diplomatic conference at which 
the code was whipped into shape. 

Criticism of sections in the measure, but not opposition to 
the proposal to have a uniform code for use throughout the 
world, came from the Institute of American Meat Packers. 
Norman Draper, speaking for that organization, in part, said: 


In our opinion, both the provisions of the Brussel’s Rules (the 
Hague rules as revised in the diplomatic conference) themselves and 
of the Edmonds’ bill, with regard to notice of loss or damage, need 
considerable revising. Any claim clause should allow a reasonable 
time for the filing of a claim after the goods come into the possession 
of the consignee. Under the present wording of the Rules the con- 
signee would be required to give notice of loss or damage, in 
writing, before or at the time of the removal of the goods. If the 
loss is not apparent, three days are allowed for the written notice. 
It appears to us that the rule approved by the Interstate Commerce 
Commission with regard to loss and damage claims might readily be 
adopted into the Edmonds’ bill. The Commission’s rule requires 
notice at the time of delivery only when loss or damage is apparent. 
If not apparent the consignee has thirty days in which to file a 
written notice. Moreover, notation on the receipt constitutes the re- 
quired written notice under the Commission’s rule. In our opinion 
the consignee should have at least seven days in which to file notice 
if the damage is apparent and if the damage is concealed he should 
have at least sixty days, exclusive of the time the goods may have 
been held in customs or in Government authority. Quite obviously, 
more time should be allowed with shipments that are made overseas 
pe is allowed with shipments within the boarders of the United 
States. 

We also feel that clarifying language should be employed to 
define the meaning of the word “unit’’ in the section (Article 4, Sec- 
tion 5) covering the measure of damages. It seems to us that the 
interest of both shippers and carriers would be conserved if they all 
knew what was meant by the word “unit”; whether the term means 
a package, barrel, bale, or whether the word means an entire ship- 
ment. Under the existing language the carrier might select his 
own interpretation and pay on either a “package” or a “unit.’’ At- 
tention is directed to the fact that the language in the Rules and the 
bill reads ‘‘per package or unit.’’ 

We feel, also, very strongly that the carrier should not be relieved 
from liability in labor troubles brought about by himself. Under 
the existing language in both the Rules and the bill a carrier might 
lockout a single cabin boy and thus exempt himself from all sorts 


of responsibilities. 

While Mr. Draper was the witness on The Hague rules 
the committee on merchant marine and fisheries decided to 
limit the discussion, so far as possible, to the deviation rule, 
paragraph 4, of section 4, but allow the witness, in addition to 
discussing that rule, to bring up other matters. The order of 
business then adopted converted the hearing into a round the 
table conference in which everybody interested in a particular 
subject asked the witness questions about the point he hap- 
pened to be discussing without waiting for the witness to 
finish what he had to say on other parts of the bill. 


Mr. Draper supported the deviation rule as written in the 
bill. That rule allows the shipper and the ship to agree upon 
deviation: other than that caused by jeopardy at sea, or at- 
tempts to save life or property. ‘ 


John Nicholson, representing the Shipping Board, proposed 
to strike out the words “in jeoopardy” and all reference to 
agreement between the shipper and the ship as to deviation 
so as to make it provide that deviation to save or attempt to 
save life or property at sea or any “reasonable” deviation 
would not be deemed an infringement or breach of the contract 
created by the signing of the bill of lading. 


Ira Campbell, representing shipowners, supported Mr. Dra- 
per and P. Roger Englar, speaking for the American Institute 
of Marine Underwriters, approved the Nicholson suggestion. 

W. H. Chandler, representing the Merchants’ Association 
of New York, discussed the rule fixing the maximum liability 
per package “or unit” and the deviation rule. He declared in 
favor of inserting the words “declared freight” ahead of unit 
so as to show that the liability was upon the freight package or 
the declared freight unit of shipment, whether that was a ton, 


or a thousand feet, board measure, the latter pertaining to 
lumber. 


He favored the Nicholson deviation proposal, which, he 
said, was the English rule. His idea was that it gave the ship- 
per more protection than the rule supported by Mr. Draper. 
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EQUALIZATION BILL ENDORSED 


The Trafic World New York Burcay 


The bill introduced in Congress by Senator Butler, of Mas- 
sachusetts, to equalize through rail and water rates from inter- 
ior ports to foreign destinations by way of the north Atlantic, 
South Atlantic and Gulf ports, was endorsed, January 29, in a 
resolution made public by the New York Port Authority. 

J. P. Magill, chairman of the steamship committee, of the 
New York Maritime Exchange, also issued a statement saying 
that the committee will recommend to the board of directors at 
their next meeting, on February 11, adoption of a resolution 
endorsing the principal of equalization of rail rates, but leaving 
ocean rates to their natural economic adjustment. The resolu- 
tion of the port authority said: 


Whereas the so-called Butler bill (S3927) attempts to establish a 
principle and policy with respect to rail and ocean rates which the 
Port of New York Authority has advocated, and 

Whereas the effect of the said bill will be to encourage the free 
flow of the nation’s export and import commerce through all ports,, 
inclusive of the Port of New York, eliminating rate handicaps; 

Resolved: That the port authority endorse the said bill and 
that counsel be authorized to appear before Congressional Committees 
in support thereof. 

Julius Henry Cohen, counsel for the port authority, said 
that the Butler bill was in line with the plan put forward by 
his organization at the hearing before the Shipping Board on 
port differentials, and if enacted, will solve the port rate prob- 
lem. For this reason, he said, no further action will be taken 
by the port authority in the differential case at this time. 

Commenting on the present rail rate situation, Mr. Magill 
said that the existing system was so inequitable as to be inde- 
fensible. There is no reason why the railroad charges in effect 
at Baltimore, Norfolk and Philadelphia should be lower than 
New York and New England, he remarked. He said: 


If the South Atlantic and Gulf are to get the same rates as 
Baltimore, I can see no reason why the charges to New York and 
New England should be higher. If the southern rates are not in- 
creased the New York and New England rates should be lowered 
so far as the ocean differentials are concerned. This situation will 
correct itself. The Shipping Board has shown that it is open-minded, 
and be inference has endorsed the principle of a differential, as 
indicated by its dismissal of the complaints of Charleston and Jack- 
sonville charging unjust discrimination under the differential system. 

It is apparent that the Middle Atlantic ports intend to go alone, 
and there will probably be little further co-operation with New York 
and New England. 


Officials of the fleet corporation in New York said that there 
is no intention at present on their part to call a conference of 
the various port groups to work out a new differential agree- 
ment. Officials of the privately owned lines had indicated previ- 
ously that unless the fleet corporation took the intiative they 


would act independently on rates under the shipping board 
order. 


PORT DIFFERENTIALS 


The Trafic World New York Bureau 


Following the order of the Shipping Board abolishing the 
port differential agreement between the North Atlantic, South 
Atlantic and Gulf, it ig indicated here that no further action will 
be taken by the steamship conferences and that any initiative 
in the proceedings will be left to the Fleet Corporation. 

A spokesman for the North Atlantic Conferences said this 
week that the private owners are content with the situation 
as it stands, and are willing to let the three groups handle 
rate matters separately. He remarked that while the tri-partite 
agreement established differentials of 7144 and 15 cents at the 
South Atlantic and Gulf, respectively, over the North Atlantic, 
a large number of commodities were on the parity list, and the 
general feeling in this section was that the southern ports had 
a better arrangement than if there were no conference. : 

“We made it clear at Chicago and also at Washington,” this 
official said, “that the private owners would not meet again with 
the Shipping Board operators, whose primary interests lies in 
volume of business and the allocation of more tonnage upon 
which they can get commissions, than in the establishment of 
profitable rates. 

“The position of the Fleet Corporation, as the owner of the 
ships and therefore more vitally concerned with adequate rates, 
is different. The Fleet Corporation also has interests in each 
of the three sections. If this organization takes the initiative 
in calling a conference we shall be disposed to cooperate. 

It was admitted by shipping men that if the three groups 
acted independently there was some danger of a rate war, bul 
this was minimized because of the low level already prevailing. 
The general impression was that open rates would maintain 
approximately the same relative standing from the three groups 
of ports as fixed by the conferences. In support of this opinion 
attention was directed to grain and flour, which have not been 
subjected to control. 

More detailed study of the Shipping Board order has con- 
vinced officials of the North Atlantic Conferences that no action 
on their part is required. The order was effective on the date 
of issue and for that reason the tri-partite agreement is no 
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longer operative. As rate matters arise in the future they will 
be handled by each group separately. While there may be 
meetings to discuss the new situation it is not anticipated that 
the North Atlantic Lines, at least, will take any steps to reach 
a new understanding. 

A permanent organization, to be known as the Commerce 
League, was formed at Baltimore this week by representatives 
of six cities to oppose enactment of the Butler bill to equalize 
rail and water rates by way of all Atlantic and Gulf ports. 
The delegates were instructed to see that local committees are 
formed in their respective communities. 

The proposal for the organization was introduced by Rep- 
resentative Philip Hill, who is taking the lead in the expected 
fight in Congress against the Butler measure. The conference 
adopted the following resolution: 


Resolved, that there is hereby created the Commerce League, to 
support the Interstate Commerce Commission and to oppose rate 
making by Congress. ’ 

That the representatives here constitute an executive committee 
and be given full power to complete the organization and appoint 
local committees. 


Those voting for the resolution were A. S. Goldsborough, 
representing the Baltimore Association of Commerce; H. J. Wag- 
ner, of the Norfolk Port Development Commission; Garrish 
Gassoway, of the Wilmington Chamber of Commerce; O. A. 
Reynolds, of the Newport News Chamber of Commerce; and 
J. J. Ruster, of the Camden, N. J., Chamber of Commerce. 
E. Herbert Bell, representing the Philadelphia Chamber of 
Commerce, and chairman of the Philadelphia Differential Com- 
mittee, did not vote, but said the organization he represented 
would favor the league. 


TO PUSH DIFFERENTIAL BILL 


Senator Butler of Massachusetts has announced that he 
will press for action on the port differential bill introduced by 
him. If action is not taken on the bill at the present session, 
arrangements may be made for hearings on the measure while 
Congress igs not in session after March 4, so that action will 
not be delayed at the next session. 


SOUTH AMERICAN SAILINGS REDUCED 
The Trafic World New York Burea 


As a result of port congestion at Santos, Brazil, which has 
been growing worse instead of improving, steamship lines from 
New York are reducing their sailings to a minimum until the 
situation has cleared. It was reported at a meeting of the South 
American lines that 52 vessels are now tied up at Santos, some 
of which have been there as long as three months. 

While five or six ships will sail from New York in February 
to carry out previous commitments, future sailings have been 
cancelled or the vessels will avoid calls at Santos. Only two 
passenger liners are definitely scheduled for that port in March 
and it is reported that these may decide to shut out cargo. 
At present the passenger liners are accepting only 600 tons of 
freight, which they can discharge during the day they lie over 
to accommodate passengers. 

Companies plying from European ports are understood to 
have cut their sailings 50 per cent until some improvement 
is noted. 

A spokesman for the South American lines said that “we 
cannot be expected to accept freight for Santos when it can’t 
be unloaded. The port authorities seem to be making little 
headway in eliminating the congestion and no vessel wants to 
take the chance of being tied up indefinitely. The only traffc 
how moving is on these lines which have long term commit- 
ments, such as case oil, crude oil and automobile parts.” 

The situation at Rio de Janiero is also reported bad as a 
result of the overflow of Santos freight. The steamship com- 
panies now have a surcharge of $1 a ton to Rio and $1.50 a ton 
to Santos, which may be increased later. 

The congestion is the outgrowth of the Sao Paulo revolu- 
tion and strikes last summer, which disorganized traffic. It was 
expected that the Government authorities would speedily rem- 
edy the condition, but instead the situation is now worse than 
before, it is said here. 


SHIP LINES FAVOR I. C. C. CONTROL 


In view of rate difficulties due to the fact that five steam- 
Ship companies are not members of the U. S. Intercoastal Con- 
ference, comparing with nine within the organization, several 
of the latter are in favor of control of the situation by the 
Interstate Commerce Commission, it was learned this week. 
The matter will be discussed again at the next meeting of the 
conference on Thursday. 

The conference has. had under consideration for some time 
action to meet rate cuts by the independent lines. Rather than 
take this step and revive the possibility of a rate war such as 
that which demoralized the traffic three years ago, it is reported 
that some of the larger companies would regard with favor 
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rate making by the I. C. C. This plan is opposed by another 
faction, it is learned, for the reason that they hold that while 
the Commission might solve the existing problem, the water 
lines would pay too high a price by surrendering their indepen- 
dence in the future. The level of rates fixed by the Commission 
might hinder them in competing with the railroads, in their view. 


EFFORTS TO GET CARGOES 


President Palmer, of the Fleet Corporation, is pleased with 
the co-operation being extended to the Fleet Corporation by 
officials in the consular and Commerce Department’s services, 
abroad in the matter of assisting the corporation to obtain 
cargoes for American ships. An appeal to such officials for 
co-operation has resulted in a number of valuable “tips” being 
sent in, Mr. Palmer said. 

Mr. Palmer announced that Vice-President Sheedy, in 
charge of European affairs of the corporation, would return 
for a brief visit about the first of February. He said the ques- 
tion of increasing the demand for space in American ships 
would be taken up with Mr. Sheedy and arrangements made 
to co-operate effectively with other representatives of the gov- 
ernment in foreign lands. 


REORGANIZATION OF MARINE BUREAUS 


Secretary Hoover, of the, Department of Commerce, has 
approved the Edmonds bill providing for centralization of ship- 
ping activities of his department and also of the Treasury in 
a marine bureau in the Department of Commerce. The bureaus 
affected are the Bureau of Navigation, Bureau of Coast and 


Geodetic Survey, Bureau of Lighthouses and the Bureau of 
Fisheries. 


SCRAPPING OF SHIPS 


The Shipping Board has appointed a committee composed 
of Chairman O’Connor and Commissioners Plummer and Ben- 
son to make recommendations with respect to disposal of idle 
vessels not regarded as suitable for use. Chairman O’Connor 
said recently there were at least 400 of the 900 tied-up ships 
owned by the government that were not required by the mer- 
chant marine and that approximately 200 were not suitable for 
use. He urged disposal of ships of that type so that the ex- 
pense of taking care of them would be eliminated. 


CURRENT SHIPBUILDING 


On January 1, 1925, American shipyards were building or 
under contract to build for private shipowners 161 steel vessels 
of 177,166 gross tons, compared with 161 steel vessels of 177,166 
gross tons on December 1, 1924, according to the Department 
of Commerce. 

There were 13 wood vessels of 6,303 gross tons building 
or under contract to build for private shipowners in the same 
period compared with 13 wood vessels of 7,245 gross tongs on 
December 1, 1924. 


SEES SHIPPING IMPROVEMENT 


After a conference with Matthew C. Brush, of New York 
City, President Coolidge, a White House spokesman said, had 
been advised by Mr. Brush, who is regarded ag an authority 
in the shipping business, that the outlook in the government’s 
shipping operations on the Pacific were good, but that conditions 
were not so bright on.the Atlantic. Taking the situation as a 
whole, it was said, Mr. Brush reported a general improvement 
in the shipping business. 


CAT LINE BULK GRAIN 


Attorney General Stone, answering an inquiry submitted to 
him by Secretary Hoover of the department of commerce, has 
made a ruling, which, it is believed, will seriously cripple the 
Canada-Atlantic Transit Company, as a carrier of grain from 
Chicago and Milwaukee, except on grain intended for use in 
Canada, if the ruling does not entirely put it out of that trade. 

As to grain intended for transit through Canada, the opinion 
seemingly holds, without qualification, that transportation is in 
violation of section 27 of the merchant marine act, 1920. As 
to grain not intended, at time of forwarding from the American 
ports, but which does go to an American destination, he holds 
it loses its identity while in Canada and becomes part of the 
commerce of that country and subject to duty when it is re- 
turned to the United States. The opinion, dated December 31, 
was released for publication by Secretary Hoover January 28. 
It is as follows: 


I have the honor to reply to your letter of November 6, 1924, 
stating that bulk grain is being transported from Chicago or Mil- 
waukee to Georgian Bay, Canada, by vessels belonging to the 
Canada-Atlantic Transit Company, and thence by Canadian railroad 
to New England points; that the vessels transporting the grain are 
not American vessels within the meaning of section 27 of the Mer- 
chant Marine Act of 1920, nor are they privileged under that Act to 
engage in coastwise trade, and that no rate tariffs for bulk ain 
over said route have been filed with the Interstate Commerce Com- 
mission, as provided by said Act. 
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It is further stated that when the grain reaches the Canadian 
port it is unladen from the carrying vessels into an elevator where 
it remains for an indefinite time and subsequently is loaded from 
the elevator into cars for the completion of its journey; that in some 
cases the grain has already been sold for delivery at an American 
port, while in other cases there is an existing intent to ship the 
grain to the Canadian elevator for storage in anticipation of demands 
for future deliveries for domestic consumption in Canada, for ex- 
port abroad, or for sale and delivery in the United States; and that 
all shipments of grain are intermingled in the elevator so that it is 
impossible to identify any particular shipment received in the United 
States, but that the grain in the elevator at a given time is all of 
one grade and of American origin. i 

My opinion is requested as to whether the transportation of the 
grain in the manner stated constitutes a violation of section 27 of 
the Merchant Marine Act of 1920. 

From the statement of facts set forth in your letter, the trans- 
portation of grain may be divided into two general classes, namely, 
(1) that which ultimately is transported from the Canadian elevator 
to a United States port, and (2) that which is consumed in Canada or 
is exported to some country other than the United States. As to the 
second class, there can be no violation of section 27 of the Merchant 
Marine Act of 1920. Transportation of that character is —s an 
exportation of an American product to a foreign country in a 
foreign vessel and is not in violation of law. 

The transportation referred to in class one also may be divided 
into two classes, namely, (1) that transportation of American grain 
from an American port to a Canadian port, and thence to an Ameri- 
can port, either consigned through to the American port or with a 
present existing intention that the grain ultimately shall be trans- 
ported to an American port, which intention is subsequently con- 
summated; and (2) that transportation of American grain from an 
American port to a Canadian port, to which it is consigned, without 
any intent on the part of either the consignor or consignee that the 
grain ultimately shall reach an American port, although in fact such 
grain subsequently is reconsigned and reshipped to an American port 
by the original consignee or his transferee. 

As to the first class just mentionad, it is my opinion that such 
transportation is without a doubt in violation of section 27 of the Act 
of June 5, 1920, c. 250, 41 Stat. 999, known as the Merchant Marine 
Act of 1920, which provides in part as follows: 

“That no merchandise shall be transported by water, or by land 
and water, on penalty of forfeiture thereof, between points in the 
United States, including districts, territories, and possessions thereof 
embraced within the coastwise laws, either directly or via a foreign 
port, or for any part of the transportation, in any other vessel than 
a vessel built in and documented under the laws of the United States 
and owned by persons who are citizens of the United States, or 
vessels to which the privilege of engaging in the coastwise trade is 
extended by sections 18 or 22 of this Act: Provided, That this sec- 
tion shall not apply to merchandise transported between points 
within the Continental United States, excluding Alaska, over through 
routes heretofore or hereafter recognized by the Interstate Commerce 
Commission for which routes rate tariffs have been or shall hereafter 
be filed with said commission when such routes are in part over 
Canadian rail lines and their own or other connecting water 
facilities: * * *.” 

As no through route for which rate tariffs have been established 
has been recognized by the Interstate Commerce Commission, the 
transportation now under consideration does not fall within the ex- 
ception contained in the proviso of section 27 and is, therefore, in 
violation of both the letter and the spirit of said section. 

The fact that the grain may be unladen at a Canadian port and 
there intermingled with other American grain does not change the 
character of the transportation if it was billed through to an Ameri- 
can port, or there existed an intent on the part of the consignor, or 
those in charge of the transortation, that the ain ultimately 
should be transported to an American port, and that intent sub- 
sequently was carried out. In either case the transportation is not 
complete until the grain reaches its ultimate destination, and when 
it reaches an American port for re-entry into the United States the 
violation of section 27 is complete and the grain is subject to for- 
feiture under the provisions of said statute. 

In the opinion of Attorney General Wickersham, 30 op. 3, the 
statute under consideration was section 1 of the Act of February 17, 
1898, c. 26, 30 Stat. 248, which provides that: 


“No merchandise shall be transported by water under penalty of 
forfeiture thereof from one port of the United States to another port 
of the United States, either directly or via a foreign port, or for any 


adh of the voyage, in any other vessel than a vessel of the United 
ates.”’ 


The facts presented to Attorney General Wickersham involved the 
transportation of merchandise from Seattle, Washington, to Fair- 
banks, Alaska, by an American vessel from Seattle, to Skagway, 
thence by rail across the international boundary to Whitehorse and 
thence by foreign vessel to Fairbanks. Mr. Wickersham held that 
such transportation did not fall within the letter of the statute, for 
the reason that the prohibition was against transportation by water, 
whereas a part of the transportation in question was by land. . The 
transportation there was similar to that now under consideration, 
but section 27 of the Merchant Marine Act of 1920 prohibits the 
transportation “by water, or land and water,” so that the transporta- 


tion now under consideration violates not only the spirit but the 
letter of the statute. 


Section 27 of the Merchant Marine Act was construed by At- 
torney General Palmer in 32 Op. 350. The facts there presented in- 
volved the transportation by a Canadian vessel of fish from Alaska 
to Vancouver, British Columbia, for storage, without any intent that 
any particular consignment should be reshipped to the United States, 
but with full knowledge that part of the fish ultimately would be 
distributed to points in the United States. As to the fish transported 


from Vancouver to points in the United States, Attorney General 
Palmer said: 


“Clearly under the circumstances above stated merchandise has 
been transported by land and water between points in the United 
States via a foreign port, and part of the transportation has taken 
place in a vessel not built in and documented unded the laws of the 
United States nor privileged to engage in the coastwise trade. Liter- 
ally, there has been a violation of the Act, but I think that by settled 
rules of construction, acts of this nature apply only where the trans- 
portation has taken place in one continuous voyage.” 

“In the case of The Bermuda, 3 Wall, 514, 553-555, the Supreme 
Court said: 

““A transportation from one point to another remains continuous, 
so long as intent remains unchanged, no matter what stoppages or 
transshipments intervene. * * * 

‘““ * * In an elaborate judgment, Sir William Grant reviewed 
all the cases, and established the rule, which has never been shaken, 
that even the landing of goods and payment of duties does not in- 
terrupt the continuity of the voyage of the cargo, unless there be 
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an honest intention to bring them into the common stock of the 
country. * * # 

“Successive voyages, connected by a common plan and a com- 
mon object, form a plural unit. They are links of the same chain, 
each identical in description with every other, and each essential to 
the continuous whole.’ 

“Clearly whether successive voyages are connected by a common 
plan is a question of facts to be determined from the circumstances 
of each individual case. Applying the test laid down by the Supreme 
Court to the circumstances of the present case, it is apparent that 
the facts fall short of showing that the continuity of the voyage has 
been broken.” 

On my interpretation of section 27, as applied to the facts pre- 

sented, and on authority of the decision of the Supreme Court in 
The Bermuda, supra, it is my opinion that the transportation referred 
to in class one, above, is in violation of the statute, and the grain 
TE aaa is subject to forfeiture upon arrival at an American 
port. 
The transportation above referred to as class two presents a more 
difficult question, because of the necessity of determining whether 
the facts in each case bring that particular transportation within 
the prohibition of the statute. If the grain is transported in a foreign 
vessel from an American port to a Canadian port without any in- 
tention on the part of the consignor, the consignee or a subsequent 
owner, that the grain shall be transported to an American port, and 
upon arrival at the Canadian port the grain is intermingled with 
other grain and its identity lost, so that it may be said to have 
entered into the commerce of a foreign country, there has been an 
exportation to a foreign country and the transportation is complete 
upon arrival at the Canadian port. Should the consignee or a sub- 
sequent purchaser decide to export the grain from Canada to the 
United States, it must enter the United States as grain of foreign 
production, and is subject to the payment of such duties as are pre- 
scribed by the existing tariff act. If the grain consists of wheat, it 
is dutiable at thirty cents per bushel under paragraph 729 of the 
Tariff Act of 1922. In order that such grain may reenter the United 
States free of duty as of American production, section 554 of the 
Tariff Act of 1922 and article 219 of Customs Regulations 1923, must 
be complied with, or the grain will be subject to seizure and for- 
feiture under the provisions of section 588 of the Tariff Act. The 
—" of the Tariff Act and Customs Regulations above referred to 
read: 

“Sec. 554. Transportation through contiguous countries.—With 
the consent of the proper authorities, imported merchandise, in bond 
or duty-paid, and products and manufactures of the United States 
may be transported from one port to another in the United States 
through contiguous countries, under such regulations as the Secre- 
tary of the Treasury shall prescribe, unless such transportation is in 
violation of section 4347 of the Revised Statutes, as amended, section 
27 of the Merchant Marine Act, 1920, of section 588 of this Act. 

“Sec. 588. Transportation between ports.—If any merchandise is 
laden at any port or place in the United States upon any vessel be- 
longing wholly or in part to a subject of a foreign country, and is 
taken thence to a foreign port or place to be reladen and reshipped 
to any other port in the United States, either by the same or by an- 
other vessel, foreign or American, with intent to evade the provisions 
relating to the transportation of merchandise from one port or place 
of the United States to another port or place of the United States in 
a vessel belonging wholly or in part to a subject of any foreign 
power, the merchandise shall, on its arrival at such last-named port 
or place, be seized and forfeited to the United States, and the vessel 
shall pay a tonnage duty of 50 cents per net ton. 


“Art. 219.—Trans-shipment.—Any trans-shipment of merchandise 
in foreign territory from cars to vessels or from vessels to cars 
must be made under the supervision of a customs officer. In such 
eases an extra copy of the manifest will be made out for each place 
of trans-shipment and mailed to the customs officer stationed at such 
place who will supervise the trans-shipment, note the same on the 
conductor’s or master’s copy of the manifest, return said copy and 


forward the extra copy by mail to the port of destination in the 
United States.” 


It will be observéd, however, that section 554 permits the re- 
entry of American products only when the transportation thereof 
has not been in violation of section 27 of the Merchant Marine Act 
or of section 588 of the Tariff Act. Where an attempt is made to 
comply with section 554 of the Tariff Act and article 219 Customs 
Regulations, in order to avoid the payment.of duties, the intent of 
the shipper is disclosed, and if transportation has been by a foreign 
vessel not privileged to engage in coastwise trade, such transporta- 
tion falls within class one above referred to and is clearly in viola- 
tion of section 27. of the Merchant Marine Act. : 

The transportation referred to as class two must be construed 
either as a violation of section 27 of the Merchant Marine Act or 
as an exportation of American grain to a foreign country, the 
transportation of which is complete upon its arrival at the port of 
destination in the foreign country. If the latter, it loses its identity 
as American grain and is subject to the payment of duty upon im- 
portation into the United States. 

That the intent of the shipper must govern rather than the 
contract of shipment was decided by the Supreme Court in the case 
of Baltimore and Ohio Railroad Company v. Seattle, et al. 260 U. S. 
166. In that case the question before the court was whether a ship- 
ment of lumber from one state to a point in another state where it 
was reshipped to another point in the same state could be con- 
sidered as an interstate shipment to the point of final destination. 
The court held that the intention of the shipper, and not the contract 
of shipment, was the controlling factor in deciding whether the 
shipment took the interstate through rate to point of final destination. 
The court said, page 171: ; 

“In other words, Madisonville was at all times the destination of 
the cars; Oakley was to be merely an intermediate stopping place: 
and the original intention persisted in was carried out. That the 
interstate journey might end at Oakley was never more than 4 
possibility. Under these circumstances, the intention as it was 
carried out, determined, as matter of law, the essential nature of 
the movement; and hence that the movement through to Madisonville 
was an interstate shipment. For neither through billing, uninter- 
rupted movement, continuous possession by the carrier, nor unbroken 
bulk, is an essential of a through interstate shipment. These aré 
common incidents of a through shipment; and when the intention 
with which a shipment was made is in issue, the presence, OF 
absence, of one or all of these incidents may be important evidence 
bearing upon that question. But where it is admitted that the ship- 
ment made the ultimate destination had at all times been intended, 
these incidents are without legal significance as bearing on the char- 
acter of the traffic.’’ 

It can be determined only from the facts presented in each case 
whether there existed such an intent to trans-ship the grain to an 
American port or place as would constitute a continuous transporta- 
tion and result in violation of section 27 of the Merchant Marine Act; 
or whether, in the absence of such intent, the continuity of the 
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transportation was broken upon arrival at the foreign port and the 
grain entered into the commerce of the foreign country and lost its 
jdentity as an American product. Only general rules of law may 
pe laid down here. Whether the facts presented in any particular 
case come within such rules must be determined by the officer 
charged with the administration of the act. 

In conclusion I have to advise you: 

First: That the transportation of American grain from an 
American port to a Canadian port and thence to an American port, 
either consigned through to the American port or with a present ex- 
isting intention on the part of those transporting the grain that the 
same shall ultimately be transported to an American port, where any 
part of the transportation is in a foreign vessel, is a violation of 
section 27 of the Merchant Marine Act of 1920. 

Second: That where American grain is transported in a foreign 
vessel from an American port to a Canadian port without existing 
intent on the part of those responsible for the transportation that the 
grain shall be trans-shipped to an American port and the grain is 
intermingled and its identity lost, such transportation becomes an 
exportation from the United States. Whether the subsequent trans- 
portation of such grain to an American port is a violation of section 
97 of the Merchant Marine Act must be determined by the existing 
facts in each case. The intention of the shipper, and not the con- 
tract of shipment, is the controlling factor in determining whether 
the transportation is a violation of the act. 


RECORD WATER TRAVEL 


Traveling a total of 1,340,000 miles since the establishment 
of the service, without overhauling, ships of the American 
Oriental Mail Line, operated by the Admiral Oriental Line for 
the United States Shipping Board from Seattle, have created 
a record in trans-pacific trade, according to R. W. Bruce, general 
agent at Chicago. The mileage of the line’s ships is equal to 
fifty-three times around the earth, and the ships are now being 
completely overhauled for the first time, at a cost of about 
a million dollars. 

“During this period,” said Mr. Bruce, “the company has 
linked Seattle with the Orient on the fastest schedule ever 
established from that port. The total steaming distance of our 
vessels since the service was started on April 9, 1921, is as 
follows: President McKinley, 278,300 miles, President Jeffer- 
son, 278,064 miles; President Grant, 264,100 miles; President 
Jackson, 261,400 miles; President Madison, 257,210 miles.” 


OCEAN RATES CONTINUE STRONG 


The Trafic World New York Bureau 


While overseas shipping continues spotty and business is 
comparatively light, the tendency of rates is upward and in 
several instances where special demand has developed shippers 
have found they must bid up for vessels. The outlook has 
improved considerably for shipowners in the last week and 
predictions are being made freely that a firmer market will 
continue through February and March at least. Tramp ships 
which have been out of the trade for some time, as regular 
liners were able to accommodate all shipments, are now begin- 
ning to find employment again, especially in the Gulf-Mediter- 
ranean grain traffic. 


Shipowners are now asking 20 cents a 100 pounds for grain 
from Atlantic ports to west Italy. This compares with actual 
fixtures of 1914 cents, and the price less than two weeks ago 
of 16%4 cents. With the revival in grain trade from the Gulf 
to the Mediterranean several ships were fixed at about 23% 
cents a 100 pounds, an advance of more than three cents within 
a week, and higher than the peak figures reached last October. 
The Gulf trade is the only one, however, which is particularly 
attractive to full cargo ships at this time, though conditions 
in the north Atlantic are also more promising. It is not cer- 
tain here whether the abnormal advance in Gulf rates is due 
to belated shippers covering their February requirements or 
to the fact that London charterers expect a sharp upturn in 
business shortly. 


A vessel has been fixed for January loading with coal from 
the Atlantic to west Italy at $3.50 a ton, comparing with $3.40 
a ton last week and $3.10 a ton less than a month ago. Rates 
quoted to South America on coal range from $3.25 to $3.50 a 
ton. Inquiries are also reported for Chile for March and April 
at $2.50 a ton. 


The ease with which rates advance on the slightest re- 
vival in demand is leading the freight brokers to forecast a 
more active market in the near future. Due to the fact that 
traffic is now covering a wider range of commodities, while in 
October and November it was confined almost entirely to coal, 
it is expected that rates will fluctuate considerably in different 
trades and from various ports. 

Regular lines in the north Atlantic and intercoastal trades 
report a gradual and steadly increase in shipments. While 
there is usually an improvement about this time of the year, 
the general belief at present is that this represents more than 
& seasonal movement. 

Indications Of a continued stiffening in Oriental freight 
rates for the coming year are seen generally on the Pacific 
coast. Shipowners are now asking $12 a 1,000 feet for lumber, 
against $7 several months ago. 

_ Coincident with the advance in freight rates has been the 
increase in fuel oil prices. Diesel oil has advanced 60 cents 
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a barrel to $2.70 in New York harbor in the last ten days. 
Bunker oil is quiet but strong at $1.70 to $1.80 a barrel. This 
inncrease igs causing the steamship lines to consider seriously 
advances in freight rates as compensation. 

In this connection it is learned that the Pacific Westbound 
Conference, at its semi-annual meeting in San Francisco this 
week, discussed increases in rates to offset the higher cost of 
oil. The question was deferred until the joint meeting with 
the Atlantic and Gulf Far East Conference in New Orleans on 
February 25, when rates for the last half of 1925 will be con- 
sidered. The Intercoastal Eastbound Conference will take up 
rate advances at its meeting the first week in February, when 
the tariff will be set on the seasonal movement of canned 
goods, dried fruits, and beans. 

The United Fruit Company directs attention of shippers 
to the fact that the Cuban Presidential Decree No. 1761, effec- 
tive January 23, provides that shipments of merchandise to 
Cuba on which ad valorem duty is payable must be covered 
by consular invoices showing that the value represents the 
actual price of the merchandise plus the cost of transportation. 
It is understood that the shipping expenses to be shown on 
American goods are those from point of origin to shipside, 
but do not include consular fees, ocean freight, marine insur- 
ance, etc. 


MEAT RATE ARGUMENTS 


Three days were set aside this week by the Commission for 
arguments that involved rates on live stock, fresh meats and 
packing house products from every packing house in the terri- 
tory bounded by Denver on the west, Cleveland on the east, 
South St. Paul on the north and Fort Worth on the south, to 
eastern trunk line and New England territories.. Not only was 
the measure of the rates themselves in issue but, seemingly, the 
relationship, not only of markets and packing centers to each 
other but the relationship of rates on the animals and the prod- 
ucts of slaughter overshadowed the measure of the rates, as well. 

Examiner Hillyer, in a proposed report on No. 14771, John 
Morrell & Co. et al. vs. the New York Central et al.; No. 14981, 
Armour & Co. vs. Atchison, Topeka & Santa Fe et al.; and No. 
15041, Independent Slaughterers’ Traffic Association vs. New 
York Central, proposed taking the rate of 56.5 cents on packing 
house products from Chicago to New York and make it the 
foundation for building a structure to cover the territory em- 
braced in the complaints. The live stock rates, as such, were 
not directly under attack. They were under attack only in the 
sense that some of the parties said the rates on the products of 
slaughter were too high in relation to the rates on the live 
animals, particularly the hog. The complaint of John Morrell 
& Co., an Iowa packer, precipitated the situation for the dealing 
with which the Commission allowed three days. The report in 
that case proposed by the examiner constituted a considerable 
part, although not the whole, of the foundation upon which 
arguments were made. His recommendation was called the 
Hargis formula because it was put into the record by R. R. 
Hargis, traffic manager and witness for Wilson & Co., as a solu- 
tion. 

Time was assigned to the following: W.E. McCornack for 
Morrell; N. D. Belnap, for Wilson; Paul E. Blanchard, for 
Armour; Ross D. Rynder, for Swift; K. K. Gartner, for New 
York packer complainants; Luther M. Walter, for Cudahy, an 
intervener; George P. Boyle, for Hormel and Kingan intervening 
interests; Edgar J. Rich, for New England intervening packers; 
A. E. Beck, for intervening Baltimoreans; H. R. Park, for live- 
stock associations, interveners; L. P. Day, for the eastern lines; 
James Stillwell and M. B. Pierce, for central territory lines, and 
T. M. Hanrahan for the western lines. 

Mr. McCornack devoted himself to the disadvantages under 
which the Iowa packers asserted they labored, particularly the 
relationship of the rates on the products to the rates on the live 
animal, particularly the hog, his contention being, among other 
things, that the carriers had made rates which enabled the east- 
ern packers to transport the hogs from the farms in the middle 
west to their plants in the east and market the products at an 
advantage over the packers whose plants were near the sources 
of supply. 

Mr. Belnap put forward the Hargis formula and suggested 
the adoption of the examiner report, with some modifications; 
that is, to have the rate of 56.5 cents on packing house products, 
from Chicago to New York, made the measuring rate, rather than 
the same rate of 56.5 cents, on live stock from Chicago to New 
York, which, broadly speaking, the packers contended, was too 
high, being, Mr. Belnap said, higher than rates prescribed by 
the Commission in the middle west, the southwest, in the 
Dakotas, and higher than any rate on live stock except in the 
southeast, upon which the Commission had laid its hands. Mak- 
ing rates on the products in relation to it, they contended, would 
build the rate structure on too high a level. 

A rate of 55 cents on packing house products, instead of 
one of 56.5 cents, was proposed by Mr. Blanchard, speaking 
for Armour & Co., as the foundation upon which to build a 
meat rate structure. He said the higher rate proposed by the 
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examiner would not accomplish the end sought. He called 
attention to some of what he called errors on the part of the 
examiner in the rates suggested by him from the Mississippi 
River, but frankly took the blame for the errors upon himself 
and other attorneys for the packers, because they were not 
careful in the use of their language. One error, he said, had 
the effect of moving every packing point on and west of the 
Mississippi five cents farther away from the Eastern Trunk Line 
and New England territories. 

Resort to the blackboard was had by Mr. Blanchard to 
show that in a circle extending as far west, nearly, as Denver 
and Chicago on the east, rates on live animals and products 
were so carefully related that it made no difference where the 
animal was bought or slaughtered, the transportation costs paid 
by it prior to the time of its delivery to the New York Central 
at Chicago, being so nearly equal that the difference was not 
worth talking about. That is to say, the animal might be bought 
and slaughtered in Iowa and the’ product sent to Chicago or 
the animal bought in Iowa and slaughtered in Chicago, just as 
the packer .desired, without advantage or disadvantage to the 
butcher arising from any maladjustment of rates. But as to 
rates to New York from Chicago, the fact was in favor of 
slaughter in New York. Armour & Co., he said, conducted a 
test in which two lots of animals were used. One carload of 
steers, two carloads of hogs and two carloads of sheep were 
bought in the Chicago market, for slaughter in New York and 
another lot for killing in Chicago. The transportation cost of 
the lot killed in New York was $513.46 and the one in Chicago 
$545.96. Under the 55-cent packing house measuring rate 
scheme, he said, the cost of the Chicago lot would be reduced 
to $519.91, or only about $6 greater than the cost of the New 
York lot. 

Mr. Rynder dealt with the difference in rates from Missouri 
River packing points and the interior Iowa packing points, to 
the east. The examiner, in his report, said the difference did 
not cause an undue prejudice. The Swift contention was that 
the difference did constitute exactly what the law meant when 
it used the words undue prejudice. He found no great fault 
with the statement of facts, but disagreed with the conclusion, 
contending that the Iowa packers themselves admitted the ad- 
vantage and argued that they had to have it to enable them 
to live. 

Lack of anything like an agreement among the packers 
was further emphasized at the arguments, January 28, on the 
general inquest into rates into New England and Eastern Trunk 
Line territories when the interveners presented their views. 
With Karl K. Gartner, in behalf of New York packers, con- 
tending that the rates on live animals, instead of being not 
high enough, were too high and the complainants contending 
the meat rates were too high, in relation to rates on live ani- 
mals, the diametrically opposite views of the Iowans and the 
eastern packers were put squarely before the commissioners. 

Then came A. E. Beck, of Baltimore, charging the lowa 
packers with shying a brick intended for their big competitors, 
so that it hit the smaller packers in Baltimore. He contended 
that the doing of what the Iowans intended would give the 
western packers a monopoly in the east and destroy values 
created by the “independent” packers in Baltimore. The Com- 
mission, he pointed out, in many of its decisions commented 
upon the evil of rates that would foster monopolies. Baltimore 
prefers what it has to what is proposed. 


Luther M. Walter, for Cudahy, argued for joint rates, or 
proportionals that would have the same effect, from Missouri 
River packing points and Wichita, that would cut about ten 
cents from the present rate of 93 cents, on the theory that 
there are no terminal services on the combinations; or, if any 
service at all, that they are not comparable in expense to the 
services that must be performed in Chicago. He said the 
meat trains from Missouri River did not pass through the con- 
gested part of Chicago and that the re-icing done there was 
no more than must be done en route for other meat trains. 

Charles L. Newman, for packers at St. Louis, said his 
clients had asked for bread and had been given a mill stone, 
and he thought, also a scorpion, in the report of the examiner. 
He was referring to the effect of the five-cent error Paul 
Planchard said the examiner had made, because, as Blanchard 
said, he and other packer attorneys had not been careful in 
using language and the examiner had given them what they 
asked for. 

George P. Boyle discussed the relationship of Austin, Minn., 
and Indianapolis to the rates proposed by the examiner and 
pointed out what, in his estimation, should be done to pre- 
serve and give to George A. Hormel & Co., Minnesota packers, 
and Kingan & Co., Indianapolis packers, what the law intended 
they should have. 


CAR SURPLUS AND SHORTAGE 
The average daily surplus of freight cars in the period Jan- 
uary 8-14, inclusive, was 255,967, as compared with 280,666 
cars in the preceding period, while the average daily shortage 
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was 190 cars, as compared with 139 cars in the preceding period 
according to the car service division of the American Railway 
Association. 

The surplus was made up as follows: Box, 105,298; ven. 
tilated box, 524; auto and furniture, 16,584; total box, 122,401: 
flat, 8,757; gondola, 42,054; hopper, 50,775; total coal, 92.829: 
coke, 1,051; S. D. stock, 14,517; D. D. stock, 2,296; refrig- 
erator, 13,165; tank, 136; miscellaneous, 815; total, 255,967. 

The shortage was made up of 34 box, 10 auto and furniture 
10 flat, 38 gondola, 30 hopper, 25 S. D. stock, 33 D. D. stock, and 
10 miscellaneous cars. 

Canadian roads reported a surplus of 23,300 box, 700 auto 
and furniture, 2,650 flat, 300 gondola, 1,100 S. D. stock and 275 
refrigerator cars, a total of 28,325 cars. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables tot: 
12,955 cars the week ended January 24, as peo as with on 
cars the preceding week, according to the Bureau of Agricul- 
tural Economics of the Department of Agriculture. The totals 
from the weekly summary of carlot shipments follow: 


Total for week and season regularly subject to revision b 
: ecau 
of the receipt of late and corrected reports from the railroads. yo 
terisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Total Total 


Jan. Jan. Jan. This Sea- Last Sea- Total 


18-24, 11-17, 20-26, son to son to Last 
1925° 1925 192 aaa 
Apples (western gee: 4 Jan. 24 Jan. 26 Season 
ESE 462 594 1,352 * 
Aueiee  pevecens States): eens sini ake 
eee 680 * 3 * 75 
cualeees: 686 763 50,307 63,518 75,100 


re 169 132 17 * 
Cabbage (Old Crop): . — — — 
Total 622 


Reine Se *715 41 * 7 
cabbage ii Gia 5 8 38,462 34,499 37,012 
re ee 186 132 2 ; 
— (ord oe: 78 526 $938 +£*38,462 
ee 184 345 162 * 7 
Celery (New te: 5 6 16,904 16,164 *17,106 
RE Ne 299 204 5 
Grapefrutt: 510 630 $1,211 +$*16,904 
eee 539 
RP a 584 482 7,274 8,848 *19,991 
a, 185 1 * 
Lettuce: 5 69 174 2,891 2,928 *12,613 
Cr eer 724 738 6 
Mixed Citrus Fruits: ie _— —_ — 
eee 147 144 ** *] ** 7 
Mixed Vegetables: _ — 
_ | ERE: 599 *5 * 5 
Pe. 5 590 442 1,989 1,710 #28598 
eee 573 *650 44 * 2 
Oranges: 3 25,446 3,817 29,480 
eee 2,053 2,228 5 7 
neni 5 1,534 24,351 26,835 *78,381 
re 14 232 15 2,5 
me 5 1,107 1,433 2,541 
Total ....2200- 209 *182 144 *2,316 2,481 7,618 
Strawberries: 
Total ...,..006 81 52 61 170 160 18,767 
“eee ~<a 
OO eee 75 104 48 2 1 
Sweet Potatoes: ¥ ie i 7 
| eee 236 *284 260 *12,340 *12,693 *14,532 
Tomatoes: 
_ 7 ee 45 10 188 111 486 *26,097 


Summary Potatoes: 
Leading Sec- 
tions, Late 


hates 4,835 4,689 4,159 104,118 115,506 193,584 











Late Crop. 30 26 48 17,757 «18,743 ‘15,127 
Early Crop....- 8 5 13 49,988 «= 33'353 33,391 
Total ..... 4,873 4,720 4,220 171,863 162,602 *242,102 


Grand total all 
commodities .12,955 *13,285 12,332 407,212 420,868  *725,653 


** Unavailable. {Not included in grand total. 





LUMBER SHIPMENTS 


Telegraphic reports to the National Lumber Manufacturers’ 
Association here from 368 of the larger soft wood saw-mills of 
the country indicate that for the week ending January 24 the 
lumber movement was about on the same plane as for the week 
before. A smaller number of reporting mills showed slight de- 
clines in shipments and orders and a small gain in production. 
But for the first four weeks of the year there has been a pro- 
nounced falling off in new business as compared with 1924, al- 
though shipments and production are about the same. In this 
connection it is noted that January in both 1923 and 1924 was 
an abnormal month in the lumber trade, having reference to 
prevailing seasonal trends, orders being unprecedentedly heavy. 

The unfilled orders for 246 Southern Pine and West Coast 
mills at the end of last week amounted to 682,959,248 feet, as 
against 675,198,019 feet for 247 mills the previous week. The 
129 Southern Pine mills in this group showed unfilled orders for 
275,691,850 feet at the end of last week, and 270,429,350 feet for 
129 mills the preceding week. For 117 West Coast mills the 
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unfilled orders were 407,267,398 feet, as against 404,768,669 feet 
for 118 mills a week earlier. 

Altogether the 368 comparably reporting mills had ship- 
ments 104 and orders 99 per cent of actual production. For the 
Southern Pine mills these percentages were respectively 95 and 
102; and for the West Coast mills 102 and 89. 

Of the comparably reporting mills, 340 (having a normal 
production for the week of 215,883,187 feet) reported produc- 
tion 96 per cent of normal, shipments 100 per cent, and orders 
95 per cent thereof. 

The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1924 1925 (Revised) 
MIDS cccaoices c0wiconese se 368 382 379 
Production .....cssceee 222,223,435 227,961,420 219,771,299 
SHIPMENts 2... -ccevecse 230,646,081 261,400,518 236,672,812 
Orders (New Bus.).... 219,399,154 265,718,091 231,620,944 


The following yevised figures compare the lumber move- 


ment for the first three weeks of 1925 with the same period of 
1924: 


Production Shipment Orders 
BORG idiaicaoaswnceecwmee 799,067,924 833,508,960 793,956,988 
OEE -a<Gaaacesinmncs eed 788,667,286 851,766,824 990,764,410 
1925 IMCPOASE§ 2023.00 10,400,638 mreiennaceeuialeneas siciatpcgain Ss mati 
1926: DIGGIWRRO: niiscs daww. enacdiiniaw 18,257,864 196,807,422 


The mills of the California White & Sugar Pine Association 
make weekly reports but for a considerable period they were 
not comparable in respect to orders with those of other mills. 
Consequently, the former are not represented in any of the 
foregoing figures. Eleven of these mills reported a cut of 
5,287,000 feet last week, shipments 9,122,000 feet, and orders 
9,700,000 feet. The reported cut represents 23 per cent of the 
total of the California Pine region. 


COAL PRODUCTION AND SHIPMENT 


“It appears that some of the sharp spurt in production of 
soft coal in the first week of the year was to balance partly 
the holiday loss, and the high rate of output recorded in that 
week was not maintained,” the Geological Survey says in its 
weekly coal report, which, in part, follows: 


Production in the week ended January 17 declined to 12,077,000 
net tons, a decrease of 513,000 tons, or 4 per cent. The early returns 
show that the loss was not centered in any one section of the coun- 
try, and a majority of the coal-originating railroads reported losses. 

Preliminary telegraphic reports on daily loadings show that the 
total for the first two days of the week January 19-24 were approxi- 
mately 4,000 cars less than the total for the corresponding days of 
the week before. Thus it appears that, should there be no recovery 
on the remaining days of the week, the total output will probably 
decline sharply. ; 

The production of anthracite coal remained practically unchanged 
in the second week of January. The total output, as estimated from 
reports of the anthracite carriers on the number of cars loaded, is 
placed at 1,803,000 net tons, an increase of 18,000 tons. The rate 
of output is now approximately at the pre-holiday level, and the 
local strike at mines of one of the larger producers appears to have 
been the principal factor preventing improvement. Compared with 
production in the corresponding week of 1924, there was a decrease 
of 81,000 tons. Cumulative production during the present coal year 
to date now stands about 3 per cent below that of the corresponding 
period of 1923-1924. 

According to the American Railway Association, 5,753 cars of 
coal were forwarded across the Hudson in the week ended Janu- 
ary 17. Of the total, 2,855 cars were bituminous and 2,898 cars were 
anthracite, increases of 110 and 292 cars, respectively. The present 
weekly rate of movement is about 3 per cent lower than that prevail- 
ing a year ago. : 

The dumpings of bituminous coal at Hampton Roads in the week 
ended January 17 totaled 325,461 net tons, a decrease of 9,550 tons. 
A gain of 44,035 tons, or 25 per cent, in shipments to New England 
was offset by a sharp drop of 42,444 tons in dumpings for the foreign 
account. Shipments to the “other coastwise’”’ trade showed a loss 
of more than one-third. 


REVENUE FREIGHT LOADING 


“Loading of revenue freight on the railroads of this country 
is the greatest on record for this season of the year,” says the 
car service division of the American Railway Association. 

“In the first three weeks in January this year, revenue 
freight loadings totaled 2,630,684 cars, an increase of 157,518 cars 
or 6.4 per cent over the corresponding period in 1924 and an in- 
crease of 126,183 cars or 5.0 per cent over the corresponding 
period in 1923. 

“For the week ended January 17, the latest reports available, 
932,150 cars were loaded. This was an increase of 37,299 cars 
over the corresponding week last year and 67,853 cars over the 
corresponding week in 1923. Compared with the preceding week 
this year, however, it was a decrease of 657 cars. 

“Miscellaneous freight loading for the week of January 17 
amounted to 301,028 cars, 2,688 cars above the week before and 
12,945 cars above the same week last year. It also was an in- 
crease of 15,631 cars above the same week two years ago. 

“Loading of merchandise and less than carload lot freight 
totaled 235,395 cars, 2,732 cars above the week before and 11,128 
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cars above the same week last year. 
above the same week in 1923.” 

Loading by districts the week ended January 17 and for the 
corresponding period of 1924 was as follows: 


Eastern district: Grain and grain products, 8,543 and 9,160; live 
stock, 3,673 and 4,037; coal, 48,237 and 53,407; coke, 3,243 and 2,711; 
forest products, 7,041 and 6,940; ore, 1,432 and 1,345; merchandise, 


It also was 24,613 cars 


L. C. L., 65,220 and 61,946; miscellaneous, 77,059 and 79,675; total, 
1925, 214,448; 1924, 219,221; 1923, 197,665. 

Allegheny district: Grain and grain products, 3,134 and 2,547; 
live stock, 2,799 and 3,281; coal, 51,908 and 52,314; coke, 6,615 and 


5,905; forest products, 3,530 and 3,406; ore, 2,976 and 2,190; mer- 
chandise, L. C. L., 47,664 and 45,323; miscellaneous, 67,311 and 66,840; 
total, 1925, 185,937; 1924, 181,806; 1923, 181,770. 

Pocahontas district: Grain and grain products, 227 and 255; live 
stock, 84 and 102; coal, 36,348 and 28,418; coke, 495 and 403; forest 
products, 1,184 and 1,403; ore, 151 and 114; merchandise, L. C. L., 
6,774 and 6,290; miscellaneous, 3,697 and 3,917; total, 1925, 48,960; 1924, 
40,902; 1928, 34,461. 

Southern district: Grain and grain products, 4,805 and 4,473; live 
stock, 2,768 and 2,493; coal, 27,516 and 28,482; coke, 983 and 1,013; 
forest products, 21,357 and 22,219; ore, 1,430 and 1,543; merchandise, 
L. C. L., 39,489 and 38,348; miscellaneous, 46,215 and 40,206; total, 1925, 
144,563; 1924, 138,777; 1923, 138,503. 

Northwestern district: Grain and grain products, 13,674 and 12,117; 
live stock, 11,785 and 11,741; coal, 11,080 and 9,752; coke, 1,827 and 
1,662; forest products, 22,696 and 20,802; ore, 723 and’ 692; merchandise, 
L. C. L., 27,472 and 24,565; miscellaneous, 31,712 and 29,974; total, 
1925. 120,969; 1924, 111,305; 1923, 114,659. 

Central Western district: Grain and grain products, 15,354 and 
13,912; live stock, 14,800 and 13,601; coal, 24,648 and 25,185; coke, 319 
and 273; forest products, 9,353 and 9,028; ore, 3,362 and 2,519; mer- 
chandise, L. C. L., 34,399 and 33,645; miscellaneous, 46,359 and 45,234; 
total, 1925; 148,594; 1924, 143,397; 1923, 140,473. 

Southwestern district: Grain and grain products, 5,872 and 4,962; 
live stock, 2,550 and 2,494; coal, 8,276 and 7,107; coke, 208 and 223; 
forest products, 8,280 and 7,951; ore, 441 and 319; merchandise, 
L. C. L., 14,877 and 14,150; miscellaneous, 28,675 and 22,237; total, 
1925, 68,679; 1924, 59,443; 1923, 56,766. 

Total, all roads: Grain and grain products, 51,609 and 47,426; 
live stock, 38,459 and 37,749; coal, 208,013 and 204,665; coke, 13,690 and 
12,190; forest products, 73,441 and 71,749; ore, 10,515 and 8,722; mer- 
chandise, L. C. L., 235,395 and 224,267; miscellaneous, 301,028 and 
288,083; total, 1925, 932,150; 1924, 894,851; 1923, 864,297. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1925 1924 1923 
Week of January 3rd .....scecccecees 765,727 706,292 767,296 
Week of January 10th ............-.. 932,807 872,023 872,908 
Week of January 17th .......c.cceee. 932,150 894,851 864,297 
TOTAL. socewtinicewessinwee ses saeoescn 2,630,684 2,473,166 2,504,501 


GRADE CROSSING ACCIDENTS 


“Due to the joint intensive safety canrpaign conducted by 
the railroads throughout the United States to reduce the num- 
ber of grade crossing accidents, 131 fewer persons lost their 
lives in the period from June 1, 1924, when the campaign started, 
to October 1, than in the corresponding period last year, although 
there was an increase of approximately twenty per cent in the 


number of automobiles in use, says the American Railway 
Association. 


“The total number of fatalities due to grade crossing acci- 
dents in the four months period was 738 compared with 869 
in the corresponding period in 1923, or a decrease of fifteen 


per cent. Persons injured in that period in 1924 totaled 2,191 
compared with 2,173 in 1923. 


“From January 1, 1924, to October 1—a period of nine 
months—1,537 persons lost their lives in grade crossing acci- 
dents, a decrease of 76 or 4.7 per cent compared with the corre- 
sponding period the preceding year. Persons injured totaled 
4,547 compared with 4,472 in the first nine months in 1923. 


“From these figures it would seem that the intensive cam- 
paign of education conducted by the railroads has served to call 
public attention to the dangers resulting from carelessness in 
passing over railway grade crossings and has awakened the 
public to the necessity of exercising reasonable care in ap- 
proaching such crossings.” 


CONDITION OF EQUIPMENT 


The Commision’s report to the Senate on the condition of 
railroad equipment for December, 1924, shows that, out of 61,837 
freight cars inspected in that month, 2,025 or 3.3 per cent, were 
found defective, and that, out of 1,108 passenger cars inspected, 
13 or 1.2 per cent, were found defective. In December, 1923, 
54,090 freight cars were inspected and 1,830 or 3.4 per cent, 
were found defective. Out of 1,105 passenger cars inspected, 6 or 
one-half of one per cent, were found defective in December, 
1923. Out of 4,366 locomotives inspected in December, 1924, 
1,960 or 43 per cent, were found defective and 254 were ordered 
out of service, ag compared with 52 per cent defective in De- 
cember, 1923. For the six months ended with December, 1924, 
81,446 locomotives were inspected, of which 14,617 or 46 per 
cent, were found defective, and 1,722 were ordered out of 
service. In the same period of 1923 there were 32,543 locomo- 
tives inspected, of which 18,266 or 56 per cent, were found de- 
fective, and 2,832 were ordered out of service. 
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DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Baltimore will hold its twelfth annual 
banquet at the Southern Hotel, February 3. Ex-senator Thomas 
P. Gore of Oklahoma and Robert S. Binkerd, assistant to the 


chairman of the railroad’s Eastern committee on public rela- * 


tions, will be the speakers. 





The Transportation Club of Flint held its annual meeting, 
January 8, and elected the following officers: President, E. D. 
Grinnell, T. R., the Buick Motor Company; vice-president, S. O. 
Youngquist, agent, the Pere Marquette; secretary-treasurer, J. 
BE. McKenna, traffic department, the Chevrolet Motor Company. 
Members of the board of directors elected were G. C. Conn, T. 
M., the Buick Motor Company; E. G. Rice, T. M., Flint Motor 
Company; L. E. Haughton, agent, the Grand Trunk; C. F. 
McKenna, superintendent of transportation, the Chevrolet Mo 
tor Company, and H. H. Stevens, general manager, the Stevens 
Storage and Moving Company. 





The Transportation Club of St. Paul met at luncheon, Jan- 
uary 27. Ben Hendricks, George Nathanson and Miss Mable 
Kroman, of the cast of “Abie’s Irish Rose,” were guests. 





The New York Traffic Club held its regular meeting Jan- 
uary 27. The club will hold its first traffic forum February 11, 
when Vice-Pesident Narelle will speak on “The Lighterage In- 
dustry.” : 





The Cincinnati Traffic Club will hold its annual dinner and 
election in the ball room of the Hotel Sinton, February 2. 





The Traffic Club of Chicago held a special luncheon, Jan- 
uary 28. Clare Briggs, the cartoonist, and De Wolf Hopper, 
comic opera star, were guests and entertainers. 





The Pacific Traffic Association held its regular meeting, 
January 20, in the Palace Hotel at San Francisco. John B. 
Strauss, structural engineer, of Chicago, spoke on the proposed 
bridge to be built across the Golden Gate, connecting San Fran- 
cisco with the mainland across the bay from which the city is 
situated. The club adopted a resolution, to be sent to Con- 
gress, protesting against the Howell-Barkley bill. 





The Minneapolis Traffic Club met at luncheon January 29. 
Dr. A. W. Stevenson, president of Wentworth College, Sopkane, 
spoke on “Railroad Competition With Automobile Busses.” 





The Traffic Club of Philadelphia will hold its annual elec- 
tion of officers at the Bellevue Stratford Hotel February 9. 





The Traffic Club of St. Louis will hold its annual “Lin- 


coln’s Birthday” party, at the City Club, February 10. The club 
met at luncheon January 26. 





The St. Clair River District Transportation Club met at St. 
Clair, Mich.=January 19. C. H. Allen, superintendent of freight 
claim prevention, the Grand Trunk, spoke on “Claim Preven- 
tion.” The club has elected the following officers for 1925: 
President, W. H. Markle, T. M., Diamond Crystal Salt Com- 
pany; vice-presidents, J. L. Ludlow, T. M., Port Huron Cham- 
ber of Commerce; A. L. Chamberlain, manager, the Chamber- 
lain Bean Company; treasurer, L. H. Miller, assistant treasurer, 
Acheson Oildag Company; secretary, F. W. Dunkel, A. T. M., 
Diamond Crystal Salt Company; assisant secretary, A. T. M., 
Wills St. Claire, Inc. Members elected to the board of gov- 
ernors were C. D. Tuer, A. E. Thernstrom, A. L. Snover, F. H. 
O’Hamel and R. E. Rice. 





The Chicago Freight Rate Club held a banquet in the 
rooms of the Chicago Traffic Club, at the La Salle Hotel, Jan- 
uary 27, in honor of its new elected officers, who are Maurice 
Leen, of the C. M. & St. P., who succeeds Norman Buck, of the 
Great Northern, as president; Clarence Giles, of the Grand 
Trunk, vice-president; Herman Hamilton, of the Western Eelc- 
tric Company, secretary, and Thomas Marine, of the Lehigh 
Portland Cement Company, treasurer. Murray Billings, assist- 
ant traffic manager of the Illinois Steel Company, was the 
speaker of the evening. 





The Akron Traffic Association will hold a luncheon and 
meeting, February 3, at the Elks Club, at which adoption of 
the new constitution and by-laws will be considered. 





The Traffic Club of Newark will hold its regular meeting 
and “Lincoln Night,” February 2, and its annual dinner, Feb- 
ruary 4. John A. Mathews, former United States Commissioner 
for New Jersey, will speak at the dinner on “Railroad Prosper- 
ity Means National Prosperity.” Among the guests will be 
Governor Siltzer, Congressman Lehlbach, Mayor Archibald and 
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W. L. Banham, general chairman of the Atlantic States Regional 
Advisory Board. 





The Transportation Club of Tulsa will hold its first evening 
meeting of the year February 10, at the Hotel Tulsa. It will 
be “Frisco Night,” and a number of the executives and officers 
will be present and will speak. 





The Central Traffic Club of Chicago will meet in the rooms 
of the Chicago traffic Club February 10. H. B. Meinhardt, 
supervisor of refrigeration, of the Burlington, will speak on 
“Methods of Refrigeration.” 


NORTHWEST BOARD MEETING 


The Northwest Regional Advisory Board held its tenth 
formal and second annual meeting at Minneapolis January 20. 
Reports of the commodity committees and the railroad repre- 
sentatives indicated that no car shortage of importance existed, 
nor were there any major complaints registered by the shippers 
with the railroads. ba 

The report of P. J. Coleman, district manager of the car 
service division of the A. R. A., showed that in 1924 there was 
no shortage of cars of any class in the northwest district, ex- 
cept that due to local distribution and short notice of require- 
ment. He said that all through the peak movement period 
of the grain season the roads were able to supply grain cars 
at all country stations. The joint terminal grain committee 
of the Northwest Board, he said, was, in a large measure, re- 
sponsible for the good record made in the grain season, al- 
though, he said, credit was due to the roads for having invested 
in adequate equipment to meet requirements. 

Committees representing the states of Montana and South 
Dakota both reported improved conditions of crops, industry 
and shipping over 1923. Reports from the individual railroads 
in the district showed that their equipment in efficiency and 
supply was better than in the preceding year. 





see 


: Personal Notes | 


F. L. Thompson, chief engineer of the Illinois Central, has 
been named vice-president in charge of Chicago terminal im- 
provement. A. F. Blaess has been made chief engineer, L. H. 
Bond has been made engineer of maintenance of way, M. M. 
Backus has been made assistant engineer of maintenance of 
way, and J. L. Davis has been made district engineer of north- 
ern lines. 

H. R. Clarke has been appointed general inspector, per- 
manent way, of the Burlington at Chicago. 

R. C. Drew has been made traveling freight agent of the 
Wabash at Toronto, Ont. 

A. M. Burt has been made vice-president of the Northern 
Pacific, to succeed J. M. Rapelje, who died at the Northern 
Pacific Hospital, St. Paul, January 20. Mr. Burt has been 
assistant vice-president since May 1, 1923. 

J. M. Egan, vice-president in charge of operations of 
the Missouri Pacific, died at St. Louis January 26, following a 
week’s illness. 

T. J. Thomas has been appointed assistant to the president 
of the Burlington. J. L. Hall has been made statistician. J. N. 
Redfern has been appointed chairman of the board of pensions. 
H. D. Brown has been made superintendent of the Ottumwa 
division, with headquarters at Ottumwa, and F. E. Haines has 
been appointed superintendent of the Creston division at 
Creston. 

Samuel Rea, president of the Pennsylvania, who will retire 
from office in September, has been elected a member of the 
board of directors. Gen. W. W. Atterbury has been elected 
stockholders’ director, making him eligible for the presidency, 
which he is slated to assume when President Rea retires. 
Elisha Lee has been elected a member of the board of directors. 





MOVEMENT OF PERISHABLES ~ 


The Trafic World Washington Bureau 


The results of an investigation by the Department of Com- 
merce of the transportation and terminal distribution problems 
of western perishable products, in foreign as well as domestic 
markets, have been announced by the department in a pam- 
phelet entitled “Transportation of Pacific Coast Perishables,” 
written by A. Lane Cricher, special agent of the transportation 
division of the Bureau of Foreign and Domestic Commerce of 
the department. 

In a preface to the report, Secretary Hoover said the inves- 
tigation followed the congestion of terminal facilities and the 
serious shortage in land and sea transportation faced by the 
producers of perishable products of the Pacific coast in 1923, 
the Agricultural Legislative Committee of California, represent- 
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ing 35 farm organizations, having requested that the investi- 
gation be made by the department. : 

Mr. Hoover commented on waste from inadequate facilities 
for expeditious handling, both in transportation and at ter- 
minals, and the waste in unnecessary transportation through 
blind consignment and cross hauls in search of consumers. 

“The setting up of the regional advisory boards by the rail- 
roads and refrigerator car interests, which has been stimulated 
by this department, is a striking example of what voluntary 


co-operation can do to solve the difficult transportation prob- 
lem,” said Mr. Hoover. 


“Also, the co-operation between the railroad companies and the 
trade at the New York terminal (initiated by the department) in 
——- up new facilities for handling the California grapes is another 
example. 

“In certain sections producers’ co-operatives control a large pro- 
portion of a few commodities, the control running up to 50 to 90 
per cent of the product. Such control places the co-operatives in a 
position to regulate to a marked degree the distribution of products. 
A further co-operative organization between the producers’ co-opera- 
tives and the independent trade in many sections could eliminate 
many problems of transportation and distribution. In other sections 
producers’ co-operatives are not a large factor. In such cases the 
independent distributing agencies could well work in closer co-opera- 
hoe eared to avoid gluts and famines in the great terminal 
markets. 

“There is obviously need for the development of some kind of 
national advisory committee on transportation and terminal ques- 
tions, including not only representatives of western shippers and raii- 
road companies, but also eastern terminal receivers. There are times 
when all three groups should get together through some representa- 
tive organization, and we strongly advise that steps be taken to set 
up such a representative advisory agency, representing the three 
main groups concerned in the distribution of products.” 


Under the heading of “Summary of Main Problems,” the 
report said: 


Important difficulties involved in the transcontinental movement 
of perishable products may be outlined as follows: 

1. Since 1918 shipments of fresh fruits and vegetables in the 
United States have risen from 511,726 cars to 913,136—a 78.4 per 
cent increase by 1923. 

Long-distance shipments have increased more rapidly than 
this; the movement from the Pacific coast states has grown from 
150.259 to 343,626 cars (1918 to 1923), an increase of about 129 per 
cent; for the rest of the country less than 58 per cent; and for the 
central eastern and southern regions (which, combined with the west 
coast region, shipped over 80 per cent of the total perishable fruit 
and vegetable produce last year, comprehending the great majority 
of refrigerator shipments) there was a 60 per cent increase in 
perishable traffic during this period. 

Refrigerator-car equipment has been greatly improved. Be- 
tween December, 1918, at which time there were approximately 82,000 
cars in service, and June, 1924, almost 40,000 cars were added—an 
increase of approximately 48 = cent. Not only have more cars 
been built but the repairs to the equipment have tended to increase 
the ——— of =. _ cars now in use as compared with 
their capacity of 3 

4, aenaee of a longer haul brought about by tne great increase 
inn Pacific coast shipments the refrigerator car mileage demand in 
the United States has exceeded the index of shipments during the 
last five years by at least 15 per cent. 

There has been an enormous increase in the peak movement 
of perishable commodities. In 1918 the United States shipments dur- 
ing August, September and October were 56,500 car lots more than in 
May, June and July, and totaled 182,070 cars. In 1928 the fall months 
comprehended 327,400 cars of — fruit and vegetable shipments, 
which were 117,000 cars more than were shipped during the summer. 

6. West coast shipments during the fall months of 1923, were 
55,000 cars more than in the summer months, totaling almost 133,000 
cars during August, September and October. This movement is 
especially important in view of the distance to market centers and 
long turn-around involved. The increase in shipments from the west 
coast (summer to fall) is 47 per cent of the total increase in the 
fall over the summer shipments of all fresh fruits and vegetables 
in the United States. The west coast shipments, for the most part, 
require special equipment for transportation, while a great deal of 
the semi-perishable produce, such as potatoes and onions, requires 
only ventilation in transit. iS 

. There have been practically no increased facilities at the east- 
ern terminals for the unloading of car-lot shipments; the terminal 
delay resulting has been a great detriment to the movement of 
empty cars southward and westward for reloading. 

8. Delays in reconsignment have handicapped car movement and 
car supply. Because of the practice of starting shipments rolling 
eastward without definite destination for unloading, delay is expe- 
rienced at interchange points under the present system of trunk-line 
interchange methods. f 

9. The present method of market distribution—wherein the prac- 
tice of glutting large consumption centers is carried on, and little 
attention is paid to the small (yet in the aggregate important) cities 
—causes considerable congestion in the principal markets, distributes 
perishables without regard to disproportionate service to a part of 
the population of the country, is the principal cause of enormous 
losses to shippers and railroads, and can be greatly improved. 

The losses encountered in transcontinental perishable shipments 
are not borne by the various middlemen to any great extent but 
bear heavily upon the producer and shipper. The owners and opera- 
tors of refrigerator cars have an increased overhead expense caused 
by the necessity for maintaining a larger number of cars than would 
be required if car movement were better regulated and so much delay 
avoided. 

Indiscriminate shipment of cars, unlimited reconsignment, and 
terminal congestion impose on the industry an enormous burden 
that is an economic waste. This waste amounts to several million 
dollars a year on the Pacific coast shipments alone. Shippers’ re- 
turns are diminished when tramp cars, drifting about from one mar- 
ket to another, are dumped on some one of the few larger markets; 
the Atlantic coast centers frequently get a volume of Pacific coast 
products out of proportion to their population. 

During heavy seasonal or peak movements, refrigerator equip- 
ment is taxed. The average annual work of a car is approximately 
eight loads, and hence the return on investment does not encourage 
building of new equipment. Because of the large growth in Pacific 
coast shipments of perishables the shipper feels justified in asking 
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for more cars. Undoubtedly this would bring relief and insure ade- 
quate car supply during peak movements, provided, however, that 
delays at primary and final destinations do not increase. 

Shipments from the Pacific coast states are consigned to the 
eastern consumption centers mainly through Chicago. The funnel 
movement, so to speak, of produce coming to the terminal points 
along the eastern coast might be changed to good advantage. 

If the flow of goods from the producer to the consumer could 
be made more orderly and could be so organized that products would 
leave by the quickest and most direct route to the point of destina- 
tion, and in quantities sufficient to meet the requirements of the 
markets at each destination, not only would the many difficulties of 
transportation be eliminated or at least minimized, but the returns 
of the shipper and producer would be greatly. enlarged. 

Scientific market distribution, wherein more f. o. b. sales would 
be practicable, would tend to result from development of all markets, 
large and small. This can be accomplished only by co-ordinated effort 
of all shippers of perishables. When supply is available in proper 
proportion to population to be served, f. o. b. sales will increase. 
Such a condition can hardly exist under present market conditions. 


In conclusion the report said: 


Transportation of such large and increasing quantities of produce 
requiring special eauinment has been difficult for the carriers, espe- 
cially during the fall months, and handling this situation has been 
greatly hindered by the distribution scheme itself. The difficulties in 
distribution, car movement and supply of the Pacific coast ‘“‘perish- 
able” industry are numerous. More efficient use of the cars in serv- 
ice would alleviate the troubles. Great improvements can be affected 
by minimizing or eliminating terminal, reconsignment, and unloading 
delays. More comprehensive market information to facilitate scien- 
tific distribution is necessary. Further and complete organization of 
the trade itself is imperative for the further development of domestic 
and foreign distribution. Orderly supply of market needs can be 
better accomplished by such effort. Estimates as to the probable 
increase in perishable products in the next five years indicate a con- 
siderable decline in the rate of development. For the Pacific coast 
as a whole it is not expected that the production in 1928 will be more 
than 15 per cent higher than in 1923. 


_, Any attempts to solve the present situation should not interfere 
with the existing facilities or methods, for every effort {s now being 
put forth to serve shippers and receivers. Regional advisory boards 
are functioning to good advantage for the shipper and carrier; com- 


mittees have made progress in various localities in alleviating the 
congested terminal situation. 


Co-operation by the government departments to further the 
transportation and distribution of perishable produce is desirable. 
There should be a thorough study of the freight-rate structure, with 
a view to eliminating any existing differential advantages or pref- 
erences brought about by “blanket” rate changes. Further studies 
of canal shipment possibilities should be made. Investigation of for- 
eign market nossibilities should continue, with special consideration 
to the Orient, Latin America and European countries. In addition, a 
study of methods of eliminating the costs incidental to the spread 
between consumer and producer prices might be advantageous. Sci- 
entific distribution, brought about by co-operative effort of shippers 
and receivers of perishable freight will aid materially in minimizing 
the transportation difficulties. 


The problem of shipping perishable fruits and vegetables to the 
many centers of consumption is an involved one. It can not be 
solved by any one of the proncipals having to do with it, but re- 
quires the combined co-ordinated efforts of shippers, carriers and 
distributors. The future is full of possibilities, but much remains to 
be done if advantage is to be taken of the opportunities at hand. 


MORE CONSOLIDATION ARGUMENT 


The Trafic World Washington Bureau 


Addition to the volume of argument on consolidation of 
railroads in the eastern part of the country was made January 
26 when a committee representing the New York Central, the 
Baltimore & Ohio and the Nickel Plate systems put before 
Commissioners Hall, Lewis, Esch and Potter, the Commission’s 
consolidation committee, arguments in favor of the four-system 
plan suggested by them in a prior conference, on October 11, 
and in opposition to a consolidation plan suggested by the Penn- 
sylvania as a substitute for the four-system plan suggested by 
them. The committee consisted of P. E. Crowley, president of 
the New York Central; Daniel Willard, president of the Balti- 
more & Ohio, and J. J. Bernet, president of the Nickel Plate. 

Accompanying the committee were Samuel Rea, president, 
and A. J. County, vice-president of the Pennsylvania; the O. P. 
and M. J. Van Sweringen and W. A. Colston, the latter vice- 
president of the Nickel Plate; and George M. Shriver, vice-presi- 
dent of the Baltimore & Ohio. 

They left with the Commissioners a memorandum for a sug- 
gested consolidation of the railroads of the eastern district. They 
regarded their visit as an informal conference and so set forth 
their view on the cover of their printed memorandum. They 
tied the suggestion of January 26 to the conference of October 
11 at which they said they presented a recommendation with 
respect to a four-system plan for the roads in the eastern district, 
and the representative of the Pennsylvania, while stating he was 
not prepared to acquiesce in a four system grouping, filed with 
the Commission a printed statement embodying suggestions of 
the Pennsylvania, also in respect of a four-system plan, together 
with the Pennsylvania’s criticisms of the plan presented by the 
other three systems. They said that that statement had since 
found its way into the press and had been the subject of rather 
extended comment. m 

“In order that there may be a complete understanding,” said 
the memorandum left with the Commissioners, “it seems neces- 
sary to make a comprehensive statement concerning the four- 
system plan as recommended by the three systems, hereinafter, 
for convenience called the Recommended Plan, and the criticisms 
thereof contained in the Pennsylvania System statement. The 
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allocation so suggested by the Pennsylvania are hereinafter 
called the Pennsylvania Plan.” 

A chronological recital of conferences held by the represen- 
tatives of the four big systems was made, to show that between 
May 8, 1924, and October 11, 1924, the day of the conference 
with the Commissioners at which some publicity was given the 
matter, there were opportunities for full understanding because 
the conferences lasted from May to September 25, and that all 
the meetings were held in the Pennsylvania offices in New York. 
The recital said that about September 1 it became apparent 
that the objections by the representative of the Pennsylvania 
system could not be harmonized with the views of the represen- 
tatives of the other three systems. Therefore at the conference 
of September 25 it was agreed, said the statement, that as the 
next step, the three systems would make their representations 
to th Commission at an early date and that at the same time 
the Pennsylvania would present its views. 

“Notwithstanding the allusion in the Pennsylvania statement 
to the lack of time and opportunity afforded it for preparation,” 
said the statement, “it will be apparent from the foregoing 
chronology that the representative of the Pennsylvania had every 
opportunity that was afforded the representatives of the other 
systems to consider the whole subject. If the conferences failed 
in producing a full exchange of views it was only in respect of 
such new proposals as were introduced in the statement of the 
Pennsylvania at the meeting with the committee of the Com- 
mission on October 11, 1924.” 

The four systems, as proposed by the three systems and by 
the Pennsylvania, were placed in comparison in the memorandum 
submitted by the three at the January 26 conference. The three 
systems said their recommendation, known as the Recommended 
Plan, would produce the following: 


Property Operating Net Ry. Op. Rate of 

Mileage Investment Revenues Income Return 
Penna. .... 16,237 $2,726,000,000  $936,500,000 $116,000,000 4,27 
Be Cvcess Stee 2,346,000,000 832,100,000 145,000,000 6.19 
ss fs : 13,465 1,843,000,000 575,000,000 95,500,000 5.18 
WN, Pi ucmowas 13,056 1,806,000,000 535,000,000 88,000,000 4.87 


The tonnage of coal originated on the four systems according to 
the Recommended Plan wouid be as follows: 


Anthracite Bituminous Total 
EE aE AP TT 11,886,797 88,891,599 100,778,396 
MED Mian ula daha -G ghana auatevel analat wi erate wens 20,223,411 46,953,951 67,177,362 
Oe OR Se eee rrr ret r 24,804,534 53,024,020 77,828,554 
ee dee wanedisiue se uidkcweeneceueeeer 24,401,724 61,755,955 86,157,679 


As to the Pennsylvania Plan, the committee representing 
the three systems said: 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as foilows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
@ point type; payable in advance. Answers to keyed advertisements 
rorwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Il 











TRAFFIC MANAGER—Business executive having developed all 
possibilities present connection seeking larger opportunities. Proven 
ability all phases transportation matters. Sixteen years present in- 
dustry. Address Box 745, care Traffic World, Chicago. 





POSITION WANTED—Man with 19 years rate, traffic and tariff 
experience, including several years’ experience in I. C. C. matters, 
desires connection with high class shipper or group of shippers as 


representative at Washington. Address Box 743 care Traffic World, 
Chicago. 


ANNOUNCEMENT! 


The Post-Graduate Class of the 


COLLEGE of ADVANCED TRAFFIC 


will demonstrate the effectiveness of our 
practical training at an Interstate Com- 
merce Hearing to be held at the College 
Room, 938 Transportation Building, on 
Wednesday, February 4th, at 7.45 P. M. 


You are cordially invited to be present 
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After the Pennsylvania System has been brought up to a mileage 
of 19,385, a property investment of $3,184,500,000, gross revenues of 
$1,087,000,000 and net railway operating income of $136,500,000, the 
comparative figures of mileage, property investment, gross revenues 
and net railway operating income would be as follows: 


Property Gross Net Ry. Op. Rate of 
Mileage Investment Revenues Income Return 
$3,184,500,000 $1,087,000,000 $136,500,000 4.28 


J 
o 
3 
=] 
i) 
a 


_¥. C.... ee 2,353,800,000 836,800,000 152,600,000 6.48 
BS. & Ovi. 11,364 1,430,000,000 438,300,000 70,100,000 4.91 
ts Be eecras 12,586 1,752,000,000 516,600,000 86,000,000 4.91 


It is apparent from these figures that in property investment, 
gross earnings and coal tonnage, the proposed Pennsylvania System 
would attain a far greater magnitude than any System heretofore 
proposed by any one. 

After the largest increases to the already preponderating size of the 
Pennsylvania System are made, it is found that the system will have, 
on the basis of 1923 statistics, a rate of return of 4.28 per cent, as 
compared with a rate of 4.27 per cent under the recommended plan, 
practically the same. It will be noted that on the basis of the 
income of 1923 the proposals of the Pennsylvania for additions to its 
system would not accomplish its stated purpose to equalize the basis 
of return on the property investment. However, with respect to the 
probable future, the statement shows that its proposal would add 
to that already preponderating system a greatly disproportionate 
amount of property investment and operating revenue, with which, 
under normal operation, its net railway operating income would 
be greatly augmented and would become greatly in excess of that 
of the other proposed systems. The system which the Pennsylvania 
outlines would constitute in gross earnings and investment ap- 
proximately one-sixth and one-seventh, respectively, of the entire 
railroad properties of the United States. 


The three-system committee suggested that 1923 was not a 
typical year and that a better view of the probable financial 
results in the future would be obtained by considering the aver- 
age return, weighted for all the years from 1903 to 1923, exclud- 
ing the federal control period. That view it showed produced a 
weighted average for the Pennsylvania of 5.45 per cent, 5.41 for 
the New York Central and 4.67 for the Baltimore & Ohio. It 
said the railroads constituting the fourth of the big systems 
were so disconnected in the period mentioned that figures per- 
taining to them would not be of value. 

In addition the memorandum contained a discussion of each 
of the proposals made in respect of railroads or parts of rail- 
roads, in both its own plan and in that submitted by the Pennsy]- 
vania, to show that if the latter were adopted, the four systems 
would not be well balanced, but would make the Pennsylvania 
more preponderant than in their four-system plan, in which it is 
a little larger than any other system. 


ERIE APPROVES MERGER TERMS 


The Trafic World New York Burcau 


Merger of the Nickel Plate, Chesapeake & Ohio, the Hock- 
ing Valley, the Pere Marquette and the Erie into one system 
under the Van Sweringens came closer with the approval by 
the directors of the Erie. 

This step was foreshadowed by the indorsement of the 
special committee, headed by George F. Baker, which recom- 
mended acceptance of the terms. A special meeting of the 
stockholders of the road will be called for March 25 to ratify 
the action of the board. 

The principal point of discussion for the Erie, as in the 
case of the Pere Marquette, was the provision in the lease for 
dissenting stockholders. This seems to have been adjusted sat- 
isfactorily. While details have not been made public, officials 
of the Erie announced that there would be paid to that road 
on account of the stock outstanding and not exchanged an 
amount equal to the amount that such stock would receive had 
it participated in the merger through exchange for the shares 
of the new road. 

As the plan works out, it is understood the payment on the 
three classes of Erie stock would be on a sliding scale, so 
allocated that it would have the effect of bringing in the stock 
eventually. 


CALIFORNIA VS. COLORADO 


The Traffic World Washington Bureau 


Senators and representatives from California, Colorado, and 
Illinois appear as participants in the fight about rates on potatoes 
and onions that hag resulted in the creation of I. and S. No. 2319, 
reduced rates on potatoes from western Colorado points to 
California (See Traffic World, Jan. 24). The Commission sus- 
pended supplements Nos. 25 and 26 to Gomph’s I. C. C. No. 672, 
for the statutory period, from January 23, pending investigation. 

Senator Shortridge, of California, backed by Representative 
Curry, also from that state, asked for the suspension of the 
supplements. Senator Phipps, of Colorado, backed by Repre- 
sentative Taylor of Colorado, asked that supplements be allowed 
to become operative. Representative Sabath, of Illinois, speak- 
ing as a grower of onions, protested that the reduced rates 
were unnecessary because there was a surplus of onions in 
California, contrary to representations, and that the lowered 
rates were not proposed to give the people of California lower 
costs on an article of food, but were proposed so that growers 
in California who, he said, had refused to sell at less than the 
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A Splendid Port 


into a 


Wonderful Region 


Los An geles 
HARBOR 


Look at Los Angeles purely from the stand- 
point of the navigator—its deep broad chan- 
nels, miles of dockage, modern loading and 
unloading facilities, copious warehousing, and 
convenient rail connections, 


You will find that it measures up fully to the 
standards of the greatest world ports. 


Then raise your eyes. Look beyond the water- 
line. If you have the vision and the penetra- 
tion which make great world traders, you will 
recognize a back-country with the most mar- 


velous possibilities of any region in the United 
States. 


Proof of that brings you back to the harbor 
itself. It has grown 1700% in a quarter of a 
century—from a jog in the coastline to the 
second largest port in the United States. 


Nothing can be more obvious than the advisa- 
bility of getting a foothold in this wonderful 
commercial center now, 


Write us for ‘‘The Port of Los Angeles’’ 
a booklet full of va’uable facts 


Board of Harbor Commissioners 
City of Los Angeles 


“Port of the Pacific Southwest”’ 
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Joint Service With 
HOULDER, WEIR & BOYD 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 
Baltimore New York Savannah 
MONTICELLO .......... Jan. 31 Feb. 3 Feb. 7 
SS Se Feb. 10 Feb. 14 Feb. 18 
oo Feb. 24 Feb. 28 Mar. 4 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment 
at Los Angeles Harbor without transfer charge, also to all ports 
4 ~~ Oregon, Washington, British Columbia, Alaska and 
the Far 


Joint Service With 


HAMBURG-AMERICAN LINE 
NEW YORK TO HAMBURG 
*ALBERT BALLIN.....Feb. 5  tMOUNT CLAY........ Feb. 26 
¢+THURINGIA .......... Feb. 12 {CLEVELAND ......... Mar. 5 
*DEUTSCHLAND ...... Feb. 17 [WESTPHALIA ........ Mar. 12 


{Cabin and Third Class Passengers. *First, Second and Third 
Class. Loading Pier 86, North River, Foot of West 46th St. 


PHILADELPHIA TO BREMEN AND HAMBURG 


LIGURIA (via Baltimore and Hampton Roads)............ Feb. 5 
MOUNT CLINTON (via Baltimore and Hampton Roads)..Feb. 19 
A STEAMER (via Baltimore and Hampton Roads)........ Mar. 5& 
BALTIMORE TO BREMEN AND HAMBURG 
LIGURIA (via Hampton Roads) .....cccccccccccccccccccces Feb. 12 
MOUNT CLINTON (via Hampton Roads)...........cseee« Feb. 26 
A STEAMER (via Hampton Roads)... ....ccccccccccccccccs Mar. 12 
NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 
i acne cde co wes orem etueene veces eeewederseevents Feb. 17 
ee | eS rrr reer a Mar. 3 
Ge PE Gidin'g @o. 06: cea tes armiseencer eer wees meres Mar. 17 
NEW ORLEANS TO BREMEN AND HAMBURG 
in canines ip swicieneuneeenecasoswdvans seeeee Late March 


ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 








General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 
CHICAGO, 327 South La Salle Street......... Phone Wabash 4891 
BRANCH OFFICES: 

i. Seren ae 4128 Jenkins Arcade Bldg. 
SIG 6 «06600 Vo alvesinwdueesbwecsesmeseus 201 Mitchell Bidg. 
AGENTS: 
ise ss -0:5:5:00044444000 0b ne eaas asiiabae ones John M. Bern 
RRs 6s siccccesocvccvceces Dichmann, Wright & Pugh ic. 
SI oo odo nc eebscewocsdvcvesedesuteeee ded Sprague & Sen 
PE acre re ee Les Angeles 8.5. Ce. 
i I a: 5-0:0:0:6.60'40:0:d6033 0089000 os arent Richard Meyer Co. 
nice s 56006000 nesamer Dichmann, Wright & Pugh, Inc. 
PHILADELPHIA. ........seseeeece Dichmann, Wright & Pugh, Inc. 
eS errr ery. Columbia Pacific Shipping Co. 
ee ree Sudden & Christensen 


| tein eemneleineniraae-aateaau sate Sudden & Christensen 
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cost of growing, might be punished. The Californians argued 
that reduced rates were not needed. The Coloradoans insisted 
they were: 

The fight, apparently, was precipitated by sellers of potatoes 
and onions in California, who, according to allegations, were 
selling or offering to sell at prices lower than warranted by the 
cost of production in California. Representative Sabath told 
the Commission that the object of those who asked for the 
lower rates was to punish the growers who refused to sell 
at prices less than the cost of production, and dealers who had 
bought from the California growers at “fair” prices, by bringing 
in produce from Colorado. 

The supplements proposed a rate of 68 cents to San Fran- 
cisco, a reduction from $1.06, from points in western Colorado, 
west of Minturn, such as Grand Junction and Delta, Colo., and 
Mapleton, Utah. Supplement No. 25 was filed to become effec- 
tive February 1. Later Mr. Gomph obtained sixtn section per- 
mission to advance the effecttive date from February 1 to 
January 23, the theory being that there was an emergency in 
California requiring the procurement of onions and potatoes 
from Colorado, the existence of which the Californians denied, 
when they came to make representations in behealf of the 
suspension which was voted by the Commission. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
stem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Carrier Held Liable for Failure to Deliver Part of Shipment: 
(Supreme Court of Rhode Island.) Carrier, having issued 

bill of lading covering shipment and failed to establish non- 

receipt of any part thereof, held liable for failure to deliver 
whole shipment.—Jenckes Spinning Co. vs. New York, N. H. & 

H. R. Co., 126 A. Rep. 753. 

Carrier Held Liable for Partial Loss of Shipment, Notwithstand- 
ing Exemption from Liability for Losses on Private Siding: 
Condition in bill of lading exempting carrier from liability 

for losses from cars on private siding held not to relieve carrier 

from liability for partial loss of cotton shipment where siding 
involved, though built for convenience of particular plant, was 
not strictly private.—Ibid. 

Uncontradicted Bill of Lading Sufficient to Establish Carrier’s 
Receipt of Goods Described in It: 

Bill of lading, in absence of contradictory evidence, is suffi- 
— to establish carrier’s receipt of goods described in it.— 
Ibid. 

No Transportation Lien on Property Tortiously Shipped Without 
Owner’s Consent: 

(Supreme Court of Kansas.) A railway company which re- 
ceives property for shipment from one who is not an owner, 
and who tortiously delivers the property to the company for 
shipment without the consent of the owner, acquires no lien 
for the transportation and no right to retain the property frem 
the owner, although the company acted in good faith in receiv- 
ing and in carrying the property—Swinson vs. Atchison, T. & 
S. F. Ry. Co., 230 Pac. Rep. 1046. 


TELEGRAPHS AND TELEPHONES 


Limitation of Liability for Non-delivery of Message, Held In- 
valid: 

(Supreme Court of Oklahoma.) A provision printed on a 
telegraphic blank to the effect that the company shall not be 
liable for damages for the non-delivery of the message, whether 
caused by the negligence of its servants or otherwise, beyond 
the sum of $50, is in conflict with section 4951, Comp. Stat. 
1921—Western Union Telegraph Co. vs. Hankins, 230 Pac. 
Rep. 857. 

That Message Relates to Death or Sickness Sufficient to Indicate 
Addressee’s Affectionate Interest in Person Referred to: 
The fact that a telegraphic message is sent relating to 

death or sickness is sufficient reasonably to indicate that the 

addressee is interested by ties of affection in the person about 
whom the message relates.—Ibid. 

Damages for Negligent Transmission Recoverable by Person 
Injured Regardless of Relationship to Person Referred to: 
Section 4951, Comp. Stat. 1921, does not contemplate that 

the liability of the telegraph company for damages for mental 
anguish or suffering for negligence in receiving, transmitting, or 
delivering messages shall depend upon the relationship of per- 
sons injured thereby, but such damages are recoverable by any 
person so injured, even in the absence of bodily injury or pe- 
cuniary loss.—lIbid. 

Where Enrolled Bill on File in Office of Secretary of State Is 
Attacked for Irregularity, Court Will Look to Bill Only; 
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Where Very Existence of Enrolled Bill Is Questioned and 

It Cannot Be Produced, Court Will Look to the Legislative 

Journals for Such Information: 

The rule obtains in this state that an enrolled bill on file 
in the office of the secretary of state imparts absolute verity, 
and the same cannot be impeached by the legislative journals, 
and when such an act is called into question the courts will look 
to the enrolled bill only. This is the rule where the bill is 
attacked for some irregularity. But when the very existence of 
the bill is questioned, based upon the fact that the enrolled bill 
cannot be produced, the court will look to the journals for the 
information.—Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Powers of Railroad Commission Are Limited by Statute Lib- 
erally Construed: 

(Court of Appeals of Kentucky.) The powers of the rail- 
road commission are limited to the authority conferred by stat- 
ute liberally construed to.promote its objects, as required by 
Ky. St., sec. 460.—Southern Ry. Co. et al. vs. Louisville Cooper- 
age Co., 266 S. W. Rep. 382. 

Railroad Commission Held to Have Jurisdiction to Regulate 

Joint Rate of Railroad and Steamboat Companies: 

Under Ky. St., sec. 816, 821, 822, 825, 828, 829 (ActS 1916, 
c. 18, sec. 14), railroad commission had jurisdiction to regulate 
joint rate of a railroad company and steamboat company, Acts 


1920, c. 26, Acts 1922, c. 102, merely being declaratory of existing 
law.— Ibid. 


UNREASONABLY LOW RATES 


Editor The Traffic World: 

Section 1 (5) of the Interstate Commerce Act provides that 
all charges for any services rendered in the transportation of 
property shall be just and reasonable, and every unjust and 
unreasonable charge is prohibited and declared to be unlawful. 

No distinction is made between charges which are un- 
reasonably high and those which are unreasonably low. 

An unreasonable charge must be either too high or too low. 

If said charge is or will be unreasonably low, it is unlawful 
under Sections 1 (5) and 15 (1) of the Act and the Commission 
is authorized and empowered under Section 15 (1) of the Act 
to fix the charge to be thereafter observed or the minimum to 
be charged. 

In the Commission’s opinion (page 412) in the Salt Cases 
of 1923, it was found that the present charge from Louisiana 
to Chicago was unreasonably low and in the order a minimum 
charge of 27 cents per 100 pounds was prescribed. 

F. H. Cogswell, Mgr. Traffic Dept., 


Ruggles & Rademaker. 
Milwaukee, Wis., January 29, 1925. 


UNCONTESTED FINANCE CASES 


The Chicago & Western Indiana Railroad Company has 
been authorized to issue and sell $16,092,000 of first and re- 
funding mortgage bonds at not less than 93% per cent of par 
and accrued interest, and to increase the rate of interest on 
$27,755,000 of first and refunding mortgage bonds from 5 to 
5% per cent. 

The Chesapeake & Ohio Railway Company of Indiana has 
been authorized to issue $741,000 of first mortgage 5 per cent 
20-year gold bonds due 1930, which are to be delivered at par 
to the Chesapeake & Ohio in satisfaction and discharge of a like 
amount of indebtedness. 

The Commission has authorized the Chicago & West- 
ern Indiana to issue $266,000 of consolidated mortgage gold 
bonds and deliver them to its tenants in payment of sinking 
fund advances. 

The Commission has authorized the Fort Wayne Union Rail- 
way Company to issue not exceeding $136,000 of general mort- 
gage 6 per cent gold bonds, to be sold at par and the proceeds 
used for construction purposes. 


CANAL PURCHASE BILL 


The Senate commerce committee has favorably reported the 
bill passed by the House at the last session providing for pur- 
chase by the government of the Cape Cod Canal for $11,500,000. 
Several members of the committee were opposed to the 
report. 
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American __ 
Oriental Mail Line 








President Grant—One of the five sister ships—showing cargo handling facilities 
especially designed for rapid handling from lighters on both sides of vessel. 


SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service, 


between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 


the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


*PRESIDENT JEFFERSON............... February 8 
*PRESIDENT GRANT ................... February 20 
*PRESIDENT MADISON................... March 4 
*PRESIDENT JACKSON...............0000: March 16 
*PRESIDENT McKINLEY.................. March 28 


*Refrigeration Service 


Direct Freighter Service 


TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 


oe ere March 20 
CITY OF SPORAINE.. 0.0.0. scicccccceccccecs March 31 
et ee ee ee eee ee April 5 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 


Chicago—Merchants Loan & Trust Bidg., 112 W. Adams St, Phone 


Randolph 7739. 
New York—32 Broadway, Phone Broad 0580. 
Boston—177 State Street. 
Philadelphia—101 Bourse Building. 
Detroit—Dime Bank Building. 
San Francisco—Robert Dollar Building. 
Los Angeles—626 South Spring Street. 
Portland—101 Third St., Cor. Stark. 
Seattle—409 L. C. Smith Building. 


L. L. BATES, General Freight Agent, Seattle, Wash. 


eens ule-te 
Oriental Mail Line 


Operated for 


United States Shipping Board 


by yNoleshie-tm@al-sehe-l Line, WE ver-t-stel-at Ol elou-teela) 
L. C. Smith Bldg., Seattle 





THE TRAFFIC 


The Port of Houston 
















WORLD 


Fifty Miles More 
of Water Rates 


Means many dollars saved 
and better service 





























SHIP VIA 






TEXAS 





Fifty miles more of water rates combine with 
a wonderful freight rate advantage to Texas 
Common Points and points in adjacent States 
of the Southwest to make Port Houston the 
STRATEGIC POINT FROM WHICH TO MAKE 
MERCHANDISE DISTRIBUTION AND MER- 
CHANDISING CONTRACTS. 
















The Port of Houston is one of the most im- 
portant Gulf Ports and its rapid increases in 
shipping indicate that it is everywhere being 
accepted as THE NATURAL DELIVERY 
POINT for the entire southwest. 


















For complete information concerning Port 
Houston and its unexcelled facilities ask for 


“Port Houston” 


The official organ of the Port Commission 
and for 


“Houston Freight Rate Book No.1” 


Containing commodity rates to all Texas 
Common Points and points in adjacent states. 
No charge for these publications, address 


THE DIRECTOR OF THE PORT 


5th Floor Courthouse, 






























Houston, Texas 
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? 


Questions and Answers 





In this department wll be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A-spec‘al st 
on interstate commerce law, whois a member of our legal department, 
w ll give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wde knowledge will answer questions relating to practical traffic 
problems. We do not des‘re to take the place of the traffic man but to 
help him in h’s work. 

The right ‘s reserved to refuse to answer in ths department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a s tuation too complex for the kind of investigation 
herein contemplated. 

Address Quest’ons and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C 


S se 





Limitations—Claims for Loss of or Damage to Freight During 
Federal Control 

California. —Question: In the January 13 and 20 issues of 
The Traffic World in 1923, were articles in reference to a bill 
then being proposed by Senator Calder to amend section 206 
of the transportation act of 1920. 

We filed a claim with the X Railroad Company on Decem- 
ber 13, 1921, for loss of a shipment made on December 16, 1919 
(within three days of the expiration of the statutory period). 
The railroad company practically admitted liability, but with- 
held payment pending investigation through connecting carriers. 
Finally a check was drawn up for its payment in August, 1922, 
but it was not executed, the comptroller of the road pointing 
out that suit should have been brought before February 28 of 
the same year in accordance with the requirements of the trans- 
portation act. 

We would appreciate your informing us whether or not any 
measure has been approved by Congress to relieve shippers who 
were, by the aforementioned act, denied payment of just claims. 

Answer: In its decision in what is known as the Ellis case, 
260 U. S. 682, the Supreme Court of the United States affirmed 
the decisions of the federal District Court in 274 Fed. 443 and 
the federal Court of Appeals, in 276 Fed. 400, holding that the 
two-year-and-one-day limitation period prescribed in the bill of 
lading is binding and that a suit could not be maintained by 
the shipper after the expiration of this period of time, dating 
from the delivery of the shipment, or, in case of loss or delay, 
from the time the shipment should have arrived at destination, 
regardless of the provisions of section 206-a of the transporta- 
tion act, which fixed a period of two years from the termination 
of federal control as the time within which an action could be 
instituted against the Director-General. 

The court, in other words, held that if an action was barred 
by the two-year-and-one-day period of limitation provided for 
in the bill of lading, the provisions of section 206-a of the trans- 
portation act did not have the effect of extending the limitation 
period. 

As the shipment to which you have reference was delivered 
during December, 1919, the limitation period for the bringing 
of suit for damages with respect thereto, under the decision 
in the Ellis case, expired during December, 1921. However, as 
you will observe from the statements of Mr. A. A. McLaughlin, 
General Solicitor of the Railroad Administration, as set forth 
on pages 354, 448-450 of the February 17, 1923, and February 
24, 1923, Traffic World, the Railroad Administration was willing 
to make settlements of all claims, where meritorious, where suit 
had been instituted prior to March 1, 1922; that is, within two 
years after the termination of federal control, notwithstanding 
the decision of the Supreme Court in the Ellis case. Inasmuch 
as suit was not instituted, in the instant case, prior to March 1, 
1922, your claim is barred at the present time. 

There has been no amendment to the transportation act 
which will permit of suit being brought against the Director- 
General at a later date than March 1, 1922. See page 234 of 
the February 2, 1923, Traffic World, for the decision of the 
Supreme Court in the Ellis case. 


Unauthorized Disclosure of Information as to Shipments by 
Carrier 

Virginia. —Question: Carrier A is asked to state whether 
or not there is a movement of certain commodity from station 
B to C on its line, request not calling for name of shipper nor 
consignee. Does legal right exist authorizing the information? 

Answer: In paragraph 11 of section 15 of the interstate 
commerce act it is provided that “it shall be unlawful for any 
common carrier, subject to the provisions of this act, or any 
officer, agent, or employe of such common carrier, or for any 
other person or corporation lawfully authorized by such common 
carrier to receive information therefrom, knowingly to disclose 
to or permit to be acquired by any person or corporation other 
than the shipper or consignee, without the consent of such ship- 
per or consignee, any information concerning the nature, kind, 
quantity, destination, consignee, or routing of any property 
tendered or delivered to such common carrier for interstate 
transportation, which information may be used to the detriment 
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or prejudice of such shipper or consignee, or which may im. 
properly disclose his business transactions to a competitor; and 
it shall also be unlawful for any person or corporation to solicit 
or knowingly receive any such information which may be so 
used.” 

In several cases (see 22 I. C. C. 303, 321, Geo. Albree vs. 
B. & M. R. R. et al.; 27 I. C. C. 252, 261, in re wharfage facili- 
ties at Pensacola, Fla.; 29 I. C. C.-496, 498, in the matter of 
freight bills; 33 I. C. C. 372, 373, National Pole Company et al. 
vs. Minnesota & International Ry. Co.; 35 I. C. C. 220, 244, 
rates for transportation of anthracite coal; 38 I. C. C. 91, 92, in 
the matter of freight bills; 40 I. C. C. 134, 137, Nashville Abat- 
toir, Hide & Melting Association et al. vs. L. & N. R. R. Com- 
pany), the Commission has had before it the question of whether 
or not certain practices of carriers resulted in violation of the 
above-quoted provisions of the act. None of these cases covers 
facts entirely similar to those outlined in your letter, but it 
is our opinion that, inasmuch as it would be possible for a 
party located at one point to receive information as to the 
business of a competitor located at another point, were the car- 
rier to furnish such information, at least so far as the move- 
ment from the point at which his competitor is located to des- 
tination “C” is concerned, the carrier may no furnish such in- 
formation without violating the provisions of paragraph 11 of 
section 15 of the act. 

Refrigeration—Duty of Carrier to Furnish Proper Protection 

Ohio.—Question: The various railroads are furnishing a 
certain class of refrigerator cars for the loading of perishables, 
under ice, whose bunker capacity is only 6,800 pounds. 

From the time the cars are originally iced, until the time 
they are re-iced at the first re-icing station, the ice in these cars 
runs very low, causing, in a great many instances, injury to the 
commodity loaded in the cars. 

If the carriers were to furnish cars with a bunker capacity 
of 9,600 or 10,500 pounds, the ice remaining in the car at the 
time of re-icing the car at the first re-icing station, would be 
sufficient to still protect the commodity. 

The various refrigerating companies refuse to acknowledge 
any liability, on account of furnishing these small bunkered 
cars, and we ask if you know of any ruling covering this point. 

Answer: While a carrier is not bound to use the safest 
cars in use or the best appliances, and its duty is complied with 
where the cars are reasonably suitable for the purpose for which 
they are used, it is our opinion that where there is a regular 
movement between certain points, it is the duty of a carrier 
to either furnish refrigerator cars with a bumper capacity large 
enough to safely transport perishable goods from one icing sta- 
tion to another while the cars are in the course of transporta- 
tion between point of origin and destination, or to establish 
additional icing stations in the event that the bunker capacity 
of cars which it has in service igs not sufficient to insure the safe 
transportation of the goods. 

It is the duty of the carrier to furnish proper refrigeration 
for perishable goods which it has accepted for transportation, 
and this duty is ont properly performed where its icing stations 
are so far apart that the refrigerator cars furnished will not, 
because of their inadequate bunker capacity, insure the trans- 
portation of perishable goods without injury between its several 
icing stations. 


Liability of Steamship for Loss to Cargo Caused by Fire 


Tennessee.—Question: The steamship X, from New York 
City, developed fire at sea and after a battle with fire in rough 
seas, from twelve to fifteen hours, she was beached in Delaware 
Bay. Later the passengers were rescued and she was sunk in 
order to extinguish fire. Would this be construed an act of 
God?” 

We had several hundred dollars’ worth of uninsured mer- 
chandise on this steamer and steamship company disclaims 
liability account of “act of God.” 


Answer: While a fire is not an “act of God,” unless caused 
by lightning, by an act approved March 3, 1851, chapter 43 
(Revised Statutes, section 4282), Congress has provided that 
no owner or owners of any ship or vessel shall be liable to 
answer for or make good to any person, any loss or damage 
which may happen to any merchandise whatsoever, which shall 
be shipped, taken in or put on board any such vessel, by reason 
or by means of any fire happening to or on board the said ves- 
sel, unless such fire is caused by the design or neglect of such 
owner. Constable vs. National S. S. Co., 154 U. S. 51; Provi- 
dence & New York S. C. Co. vs. Hill Mfg. Co., 103 U. S. 5, 78. 
Vessel owners are exempted by the act from liability for loss 
by fire from negligence of their officers and agents, in which 
the owners did not participate, but not from fire caused by the 
design or neglect of the owners, and negligence and knowledge 
of the president and directors will be attributed to the corporate 
owner. 


Abandonment of Line of Railroad Without Certificate from Inter- 
state Commerce Commission Permitting Thereof 

Virginia.—Question: Will you please give me the benefit 

of your interpretation of section 1, paragraph 18, of the inter- 
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Trucking — Distributing 
Forwarding 
LARGEST HANDLERS OF 
CARLOADS IN MICHIGAN 


524 Eighth St. DETROIT 








CLEVELAND Members A.W.A, — O.W.A. 


LEDERER TERMINAL 


SER VICE 
BUILDS BETTER BUSINESS 
Mercantile Warehousing and Distributing 






FOR SERVICE 


THE TOLEDO MERCHANTS 


DELIVERY & STORAGE CO. 
TOLEDO, OHIO 


Newly Coggins, Fireproof, Low 5 ge Gout Merchandise Storage 
Private Track Nickel Plate R.R. Pool Car Distribution 
rite Us Your idiomas 


ALBANY, WN. Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Albany Terminal & Security Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


Kedney Warehouse Co. 


Minneapolis—St. Paul Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 










PHILADELPHIA, PA. 





Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Ine. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 
STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 





AMARILLO, TEXAS 
Amarillo Warehouse, Storage and Ice Company 


Bonded Fireproof Warehouse 


MERCHANDISE 
STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 


Located in Wholesale District with Private Switches 


(Lowest Insurance Rates in Southwest) 
















Serving New York 

and Pennsylvania F rom the H ub 
Elmira is the natural distributing center for these two densely 
populated States which have co: seemed great buying- 
Served by E Erie—Lackawanna—Pennsy vania—Lehigh Valley 
Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp’ n, ELMIRA, N. Y. 
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OF ee LOFT -NET®. 


10S. STOCKTON TRANSFER CO. 


1020 South Canal St., 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


near Taylor St. 


“Thru SERVICE We Grow” 


GENERAL MERCHANDISE STORAGE and DISTRIBUTION 


Warehouses in Ail Parts of the City with R. R. Siding 


HORN’S COMMERCIAL WAREHOUSES, inc. 


DETROIT 





DENVER, COLORADO en 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION OF 


Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 


SOUTH BEND, 
WARNER WAREHOUSE CO. 


Merchandise Storage and ots fea belttateyal 
New York Central Siding ‘ree Switchir Pool Car 
Distribution Negotiable are +h yuse Rece eint: Stare 

( Amer ca isemen’s Ass’n 
WY Ctectelany < Central a h men 
( Amer ere | hain Na Ss 


IND. 





Merchandise Storage and Pool Car 
cians itonoys Distribution 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


2,000 CAR LOAD 
CAPACITY 






Service With a Smile! 


We sell this with our qf. 


fh A 
IwarenOusd 


SPACE 
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state commerce act, with regard to the abandonment by a car- 
rier of a part of its line? 

The facts are: A short line railroad located wholly within 
the state of Virginia, but participating in joint interstate rates 
and routes, recently abandoned, apparently, without authority 
from any source to do so, eight miles of its track which formed 
the connecting link with a trunk line, thus forcing traffic over 
a circuitous route at higher rates and causing great inconyen- 
ience and loss to its patrons. The question is, did this *line 
have the legal right to abandon a part thereof without first 
securing authority from either the State Corporation Commis- 
sion or the Interstate Commerce Commission? If authority was 
necessary from which commission should it have been obtained 
and, if action is brought for restoration of service, which body 
has jurisdiction? ; 

Answer: In paragraph 18 of section 1, of the interstate 
commerce act, it is provided that no carrier by railroad subject 
to the act shall abandon all or any portion of a line of railroad, 
or the operation thereof, unless and until there shall have first 
been obtained from the Commission a certificate that the pres- 
ent or future public convenience and necessity permit of such 
abandonment. 

The constitutionality of this provision of the act, so far as 
it relates to a carrier subject to the act, has not been before 
the courts. 

A complaint filed with the Interstate Commerce Commission 
in the event that, under the tariffs published by or in connec- 
tion with this line, the rates published therein and applicable 
via the line of road abandoned by the carrier will not apply 
via other junctions. Asking for the restoration of service via 
the abandoned roufe will determine the proper procedure in 
the matter, if it does not result in the issuance of an order, 
enforceable in the courts, by the Interstate Commerce Com- 
mission directing the restoration of the service, which order 
would, however, very likely issue if the abandonment of the 
service has resulted in increased rates, unless it should be de- 
termined that the abandonment of the line was justified. 


Sales—Title to Goods Determines Party Who Should Give Car- 
rier Disposition Instructions 


Ohio.—Question: We would appreciate it if you will advise 
us, through the columns of The Traffic World, who is actually 
responsible for material arriving in a damaged condition when 
it is sold f. o. b. point of origin. 

For instance, if a car is refused on account of the damaged 
material in car, is it up to the shippers or the consignees to 
dispose of the car; providing both parties refuse to give instruc- 
tions, who is responsible for the material in question? 


Answer: Where the provision in a contract of sale is 
f. o. b. at point of shipment, the title will pass, as a general rule, 
when the property is placed on the cars for shipment; on the 
other hand, where the provision is for delivery f. 0. b. at the 
point of destination, the title is not, as a rule, considered to 
pass until the subject matter has reached that point, as the 
delivery to the carrier is not a delivery to the buyer. The 
intention of the parties, as gathered from the terms of the 
contract, determines at what point the title will pass. 


Where the title to the goods is in the consignee, it is the 
duty of the consignee to receive goods consigned to him. This 
rule is subject to the qualification that where the character of 
the property is, by the negligence of the carrier, so changed 
that it cannot be applied to the ordinary use of such goods, the 
consignee is within his rights in refusing to accept. Practically 
all of the decisions of the courts which state the rule that the 
consignee must accept a shipment, even though damaged in 


transit through the carrier’s negligence, deal with a situation , 


which results from the refusal of the entire shipment by the 
consignee, even though only a portion thereof is damaged, t 
courts invariably holding that under such circumstances it As 
the duty of the consignee to accept the entire shipment and 
hold the carrier responsible for the injury and that he cannot 
recover the value of the entire shipment from the carrier. 

In Brand vs. Weir, 57 N. Y. S. 731, the court said: “In 
the event of a partial damage, the better rule seems to be that 
where the goods were injured through a cause for which the 
carrier is responsible, the consignee is not justified in refusing 
to receive them, but should accept them, and hold the carrier 
responsible for the injury, it being the policy of the law to 
impose on the consignee the obligation to mitigate, as far as 
possible, the loss for which the carrier must respond. Hutch- 
inson on Carriers, section 770-D.” 

The determination of where the title to the goods rests 
while the goods are in transit and after arrival at destination 
will determine the party who should give the carrier instruc- 
tions, as to the disposition thereof and who should file claim 
with the carrier for injury thereto, unless otherwise agreed 
upon between the parties to the sale. 

Where neither the consignor nor the consignee will give 
disposition instructions, the carrier must dispose of the goods 
in accordance with the provisions of paragraphs (b), (¢), (d) 
and (e) of section 4 of the bill of lading. 
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Reparation—Lower Rate via Connecting Line 

Ohio.—Question: We would appreciate it if you will advise 
us relative to a shipment that has been accepted by a carrier, 
on which no through rates apply, although the commodity itself 
covers a commodity rate. 

For instance, carrier, represented by “A”, accepted a car 
for delivery to a point to which they had no commodity rate, 
whereas carriers “C” and “D” had commodity rates. Carrier 
“A” handled the car and assessed a class rate, which was $1.70 
per ton higher than the commodity rate. 

Kindly advise if we would not be in position to file a claim 
covering the difference between the class and commodity rate, 

Answer: In Simon Cook Co. vs. Wabash Railroad Company, 
21 I. C. C. 563, it is held that if the shipper desires the benefit 
of a rate published by a particular carrier, it is incumbent upon 
him to tender his traffic to such carrier, and, failing to do so, he 
cannot expect the Commission to award reparation merely for 
the purpose of equalizing the rate he was compelled to pay 
with the lower rate of the competing line which he might have 
used. See also Swift vs. C. & A. R. R. Co. 16 I. C. C. 426, 
However, a shipper is not to be denied a reasonable rate over 
a through route merely because a lower rate could have been 
ee the use of another route. Gosline vs. D. G., 55 1 

Therefore, if you can prove the rate assessed to have been 
unreasonable to the extent it exceeded the rate applicable via 
carriers “C” and “D”, reparation will follow, otherwise not. 

Long-and-Short-Haul Violation—What Constitutes 

Michigan.—Question: The X Railroad publishes carload 
rates on scrap iron from A, Mich., to B, Mich., on the main line 
between C, Mich., and D, IIl. 

The same carrier has a spur track about 11 miles long, 
extending from E, Mich., to F, Mich. E is about two-thirds 
the way from A to B. 

F, Mich., is the only station where an agent is maintained 
on this spur. 

It has been the practice of the X Railroad to apply the in- 
termediate rate, viz., $1.76 per gross ton to F, Mich., although 
they did make one delivery at a rate of $2.30 per gross ton, and 
now refuse to refund, claiming F, Mich., is not intermediate 
between A and B. 

I think I have seen where the Interstate Commerce Com- 
mission decided some such case, stating that where a station 
such as F, Mich., was located on a spur track, it was consid- 
ered as intermediate to points, which were either side of the 
junction where the spur joined. 

The X Railroad dispute this point also. The class rates 
from A to B and A to F, Mich., are both the same, and the 
commodity rates are made largely according to the class rate. 

I would be pleased to have you quote me some Interstate 
Commerce Commission decision, covering a case similar to this 
case. 

Answer: So far as your question relates to interstate traf: 
fic, it is our opinion that F, Mich., is not to be considered as 
intermediate to B, Mich., on traffic from A, Mich. See, how- 
ever, in this connection, American Coal Co. vs. B. & O., 14 
I. C. C. 127, 130, and 17 I. C. C. 149, 156. In these cases the 
Commission holds that the publication of lower rates from mines 
more distant from a certain territory of destination than mines 
located on lateral lines nearer the destination territory did not 
constitute an absolute violation of the fourth section, but that 
for all practical purposes, mines located on the lateral lines 
were intermediate to the more distant mines. 


Shipper’s Load and Count 
Massachusetts.—Question: Will you kindly give us your 
opinion in the next issue of your publication as to our liability 
in the following situation? : 

In 1924, we made a shipment of fifty bundles of wheels to 
a consignee in the middle west. Shipment was loaded and for- 
warded with other material at our plant to break bulk at a 
near-by transfer. Car was sealed by us, and bill of lading bore 
the shipper’s load and tally stipulation. 

When shipment arrived at destination, there was a shortage 
of ten bundles of wheels. Consignees entered claim for the 
shortage, and claim was paid by the delivering line. 

After a lapse of nine months we are advised by the deliv- 
ering line that investigations develop that the shipment checks 
short at the first transfer, and, inasmuch as our bill of lading 
bears the shipper’s load and tally stipulation, they hold that we 
are responsible for the shortage, and the delivering line 15 
asking us to reimburse them for the amount of loss sustained 
by the consignee. 

It is our opinion that, by law, the carrier should have thor- 
oughly investigated the circumstances, before paying the claim. 
in so far as we know we made complete shipment from our 
plant, and we have no record of receiving a report from the 
transfer point as to the shortage. 

Can the carrier compel us to reimburse them for the amount 
of claim paid to consignees? 

Answer: Section 21 of the bill of lading provides: “The 
carrier may also, by inserting in the bill of lading the words 
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‘shipper’s weight, load and count,’ or other words of like pur- 
port, indicate that the goods were loaded by the shipper and 
the description of them made by him, and if such statement be 
true, the carrier shall not be liable for damages caused by the 
improper loading or by the non-receipt or by the misdescription 
of the goods described in the bill of lading.” . 

The effect of a shipper’s load and count notation on a bill 
of lading is to place upon the shipper the burden of proving 
that the amount stated in the bill of lading was actually loaded 
in the car, and that a less amount was taken out of the car 
by the consignee. In the absence of this notation on the bill 
of lading the carrier has the burden of showing that the amount 
stated in the bill of lading was not actually received for trans- 
portation. It is, in fact, a qualified receipt on the part of the 
carrier, and, as to third parties, the carrier is not estopped 
from showing that the amount specified in the bill of lading was 
not in fact received from the shipper. 

The decisions of the courts, in effect, hold that the bill 
of lading as a receipt, in the event it contains a shipper’s load 
and count stipulation, is a qualified receipt, and it becomes a 
question for the determination of the jury as to whether or 
not the amount stated in the bill of lading was actually loaded 
and a less amount was received at destination, the fact that 
the receipt is not unqualified being a circumstance which the 
jury may take into consideration. 

Inasmuch ag under a bill of lading qualified as to the re- 
ceipt of goods by a shipper’s load and count notation, a carrier 
is not liable to a third party for a shortage, the carrier in ques- 
tion erred in paying the consignee’s claim and, in our opinion, 
must look to the consignee for the amount. The consignee in 
turn may look to you for a refund of the purchase price of the 
goods which were short, and you must then look to the carrier 
for the value thereof, the burden being upon you to prove de- 
livery thereof to the carrier. / 


Delivery by Carrier—What Constitutes wa 

Missouri.—Question: What, in your opinion, is considered 
as delivery of L. C. L. freight in trap cars? This is meant—in 
both directions—that is, coming from the industry to the freight- 
house for distribution and from the freighthouse to an industry. 

We find a circumstance like this: 

A trap car was made at a carrier’s freighthouse with sev- 
eral thousand pounds of freight in it, and, according to the 
custom, the expense bills were tacked inside of the car. The 
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record shows that the car went to the yards adjoining the in. 
dustry and in some two or three days afterward the industry 
loaded this car out with goods from their plant to a road-haul 
point. This road-haul point was several hundred miles away 
and the agent at this point found the expense bills in the car 
tacked on the wall and they had notes on some of them which 
were similar to ones made by this plant on another car, which 
have been sent them at other times. Bills were returned to 
the railroad agent at point car loaded and placed in file in the 
regular order of business. 


Quite a while later the question came up and the plant 
claims they did not receive these goods sent them in the origi- 
nal trap car, and are now suing for some $600 for their value. 

Answer: As we see it, the instant case resolves itself into 
the question of whether or not the shipment had been delivered 
by the carrier to the industry prior to the time the alleged loss 
of the goods occurred. 

With respect to deliveries on carrier’s team tracks, the 
opinion of the Supreme Court of the United States in Michigan 
Central R. R. Co. vs. Mark Owens, 256 U. S. 427, definitely 
fixes the liability of the carrier as that of a carrier and not a 
warehouseman for a period of forty-eight hours after the first 
7 a. m. after notice of arrival has been sent or given the con- 
signee, and this notwithstanding the fact that a consignee may 
have begun the unloading of the goods within that period of 
time. The Supreme Court held in this case that until all of the 
goods have been taken from the car the liability of the carrier 
as such continues for the forty-eight-hour period, after which 
time its liability is that of a warehouseman, and ag such it 
is Hable only for negligence, the burden to prove which is upon 

e owner. 

So far as the question of delivery by a carrier on private 
or semi-private industry tracks is concerned, there are no de- 
cisions of the Supreme Court of the United States which deter- 
mine definitely when delivery has been made by a Carrier, so 
that we must be governed by the decisions of the state courts, 
which are not at all uniform nor recent enough in view of the 
change made in the bill of lading by which the clause relating 
to the liability of a carrier after cars are detached from the 
train was eliminated in compliance with the Commission’s find- 
ings in the bill of lading case, Docket 4844, 64 I. C. C. 357. We 
have reference to paragraph 4 of section 4 of the Uniform Bill 
of Lading, which, prior to the opinion of the Commission in the 
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above referred to case, read as follows: “Property destined to 
or taken from a station, wharf, or landing at which there is 
no regularly appointed agent shall be entirely at the risk of 
the owner after unloading from cars or vessel, and when re- 
ceived or delivered on private or other sidings, wharves, or 
landings, shall be at owner’s risk until the cars are attached 
to and after they are detached from trains.” A portion of this 
clause has been eliminated from the new bill of lading pre- 
scribed for use on and after March 15, 1922, and paragraph (g) 
of section 4 thereof now reads: ‘Property destined to or taken 
from a station, wharf, or landing at which there is no regu- 
larly appointed freight agent shall be entirely at risk of the 
owner after unloaded from cars or vessels, or until loaded into 
cars or vessels.” 


The decisions of the state courts passing upon the liability 
of the carrier for loss or damage to goods in cars when deliv- 
ered on private or semi-private tracks, as a rule involve the 
construction of the provision relating to the liability of the 
carrier for goods delivered or received on private or other 
sidings before or after the car has been detached from the train, 
which was carried in the bill of lading previous to the revision 
of March 15, 1922. 

The following cases relate to the liability of the carrier 
for loss of or damage to goods delivered on private industry 
tracks: Mo. Pac. R. Co. vs. Wichita Grocery Co., 40 Pac. 899 
(Kan.). Two cars were placed on a consignee’s siding on Satur- 
day and burned before business on the following Monday; it 
was held that the cars had not been delivered and that the 
carrier was liable for the loss. Jolly vs. A. T. & S. F., 131 Pac. 
1057 (Cal.). This case covered a car placed in front of the 
consignee’s warehouse on a siding serving the consignee and 
others, on Saturday afternoon after five o’clock. The contents 
of the car were damaged by fire. 


It was held that the car had not been delivered and that the 
carrier was liable for the damage. Bianchi & Sons vy. M. & W. 
R. Co., 104 Atl. 144 (Vt.). It was held in this case that a car 
delivered on a private switch without notice to the consignee 
and without surrender of a straight bill of lading, had been 
properly delivered and the carrier was not liable for loss of 
goods therefrom. In this case the court held that the mere 
placing of the car upon the consignee’s sidetrack constituted 
delivery by the carrier and acceptance by the consignee, but 
the court qualified its decision by calling attention to the fact 
that the shipment consisted of monuments, which, by reason 
of their nature, were not likely to be stolen. 


In Arkansas Midland R. Co. vs. Premier Cotton Mills, 158 
S. W. 149 (Ark.), which covered delivery on a private side- 
track, it was held that the carrier was not liable for destruc- 
tion, as delivery had been made. In Weyl vs. Sou. Pac., 156 
Ill. App. 193, it was held that a complete delivery of merchan- 
dise by the carrier to the consignee terminating the former’s 
liability takes place if the car containing the merchandise is 
placed by the carrier upon the usual and customary place where 
the consignee received consignment of freight in cars, and 
notice of delivery by the carrier to the consignee is not essen- 
tial, nor does the closing of the place of. business of the con- 
signee operate to continue the liability of the carrier for delivery 
made in accordance with instructions given. 


In Kingman St. Louis Implement Co. vs. Sou. Ry. Co., 112 
S. W. 721, it was held that even though a consignee had the 
right to inspect cars of freight placed on its switch before ac- 
cepting them, a delivery on the switch, subject to the right of 
inspection, relieves the carrier from liability as a common car- 
rier unless the consignee, on inspection, rejected the freight, 
notified the carrier thereof, and in an action against the carrier 
for damages to the goods by flood, the evidence showed that 
the cars had been delivered to the’ plaintiff in good condition 
before the flood, so that its liability as carrier had ceased when 
the goods were damaged. 





Digest of New Complaints 





No. 16542, Sub. No. 3. Hauser Packing Co. et al., Los Angeles, Calif., 
vs. Santa Fe et al. 

Rates and charges in violation of Sections 1, 2, 3, 4, 6 and 15 
of the act, on hogs between points in Texas, Oklahoma, Kansas 
and New Mexico and points in California. Asks cease and desist 
order, reasonable rates and reparation. 

No. 16542, Sub. No. 4. Same vs. Same. 

Same complaint and prayer with respect to transportation of 
hogs between points in Texas, Oklahoma, Kansas and New 
Mexico and points in California. 

No. 16418. Sub. No. 4. The Cudahy Packing Co., Chicago, vs. Atchison, 
Topeka & Santa Fe et al. 

Against rates on hogs from points in Texas, Oklahoma, Kansas 
and New Mexico, to various destinations, as unreasonable, un- 
justly discriminatory and unduly prejudicial, as applied to ship- 
ments made in 1920, 1921, 1922, 1923 and 1924. Asks for reason- 
able rates and reparation amounting to $10,000. 

No. 16418. Sub. No. 5. The Cudahy Packing Co., Chicago, IIl., vs. 
Texas & Pacific et al. . 


Alleges rates in violation of sections 1, 2, 3 and 4 of the act, on 
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carload shipments of cattle and calves, in 1922, 1923 and 1921, from 
points in Texas to Los Angeles, Calif. Asks reparation. 

No. 16418. Sub. No. 6. The Cudahy Packing Co., Chicago, Ill., vs. Gx}. 
veston Harrisburg & San Antonio et al. 

Same complaint and prayer as above with respect to shipments 
of cattle and calves from points in Texas and Deming, N. M., to 
Los Angeles. 

No. 16612. The Superior Traffic Association, 
Atchison, Topeka & Santa Fe et al. 

Alleges rates on combination, from points in Nebraska and 
northern Colorado, on grain and its products, via Superior, to 
destinations in Kansas and Oklahoma, are unreasonable. Asks 
for just and reasonable rates. : 

No. 16613. State of Colorado and Public Utilities Commission of State 
of Colorado vs. Santa Fe et al. 

Unjust, unreasonable, discriminatory, prejudicial and preferen- 
tial rates on potatoes from points in Colorado north and east of 
Denver, to market points within the states of Nebraska, Okla- 
honia, Missouri, Kansas, Arkansas, Louisiana, Tennessee, Missis- 
sippi and Alabama, as compared with the rates to the same des- 
tinations from competing points in Michigan, Wisconsin, Minne- 
sota and the Dakotas. Asks for cease and desist order, just, 
reasonable, and non-prejudicial and non-preferential rates. 

No. 16614. State of Colorado and Public Utilities Commission of State 
of Colorado vs. Santa Fe et al. 

Unjust, unreasonable, discriminatory, prejudicial and preferen- 
tial rates and icing charges on the movement of cabbage, from 
points in Colorado to points in Nebraska, Kansas, Oklahoma, 
Missouri, Louisiana, Illinois, Tennessee, Mississippi and Alabama, 
as compared with the rates and charges to the same destina- 
tions from competing points in Wisconsin, Iowa, Minnesota and 
Michigan. Asks for cease and desist order, just, reasonable, non- 
prejudicial and non-preferential rates and charges. 

No. 16615. Armour and Company, Chicago, Ill., vs. Director General, 
as agent. 

Alleges unlawful rates and charges on shipments of live hogs, 
in single and double deck carloads, from Peoria, Ill., to its plants 
at East St. Louis, Ill., and Chicago, Ill., made between January, 
1918, and February, 1920. Asks reparation. 

16616. Utah Idaho Sugar Company, Salt Lake City, Utah, vs. 
Chicago, Burlington & Quincy et al. 

Alleges unjust and unreasonable rates, in violation of section 
1 of the act, on numerous shipments of sugar from the various 
plants of the complainant located in the states of Utah and Idaho 
to desetinations in Minnesota, Wisconsin, South Dakota, Iowa and 
Michigan. Asks reparation. 

No. 16617. Barker Bros., Inc., Los Angeles, Calif., vs. Chicago, Bur- 
lington & Quincy et al. 

Alleges unjust and unreasonable rate on carload of mirrors from 
Chicago, Ill., to Los Angeles, Calif. Asks cease and desist order, 
a rate not exceeding that contemporaneously maintained on bed- 
room furniture, and reparation. 

No. 16618. Milne Lumber Company, St. Louis, Mo., vs. Missouri Pa- 
cific et al. 

Unlawful charges on two carloads of yellow pine lumber billed 
from Calcasieu, La., to Carpenter, Ill., stopped at E. St. Louis, 
Ill., and reconsigned to Canton, O., and Buffalo, N. Y., respec- 
tively. Asks cease and desist order, and reparation. 

No. 16619. Security Cement & Lime Company, Hagerstown, Md., vs. 
Baltimore & Ohio et al. 

Alleges unreasonable and unlawful rates, in violation of sec- 
tions 1 and 6 of the act, on Portland cement from complainant's 
plant at Security, Md., to various destinations located on the line 
of the Washington, Baltimore & Annapolis Electric R. R. Asks 
cease and desist order, just and reasonable rates, and reparation. 


16620. Burlington Shippers’ Association, for its members, the 
Burlington Basket Company, Burlington, Ia., vs. Chicago, Bur- 
lington & Quincy et al. 

Alleges unjust and unreasonable rates, in violation of section 1! 
of the act, on carload shipment of baskets, including 57 bundles 
of “refrigerator baskets,’’ from Burlington, Ia., to Memphis, Tenn. 
Asks reparation. 


No. 16621. The Procter & Gamble Manufacturing Co., 
Ohio, vs. Baltimore & Ohio et al. 

Alleges unjust, unreasonable and unlawful rates, in violation of 
sections 1 and 4 of the act, on carload shipments of fish oi] and 
whale oil to complainant’s factory at Port Ivory, N. Y., from origin 
points in Ohio, Delaware, Maryland, New Jersey, New York and 
Virginia. Asks cease and desist order, just and reasonable rates, 
and reparation. 

16622, The Red River Lumber Co., San Francisco, Calif., vs. 
Southern Pacific et al. 

Rates and charges in violation of sections 1 and 4 of the act 
on carload shipments of lumber from Westwood, Calif.. to 
peints in the San Joaquin Valley of California and southern 
California. Asks reasonable rates and _ reparation. 

No. 16623. West Virginia Pulp & Paper Co., New York City, N. Y., vs. 
Chesapeake & Ohio Railway. 
Unjust and unreasonable demurrage charges on shipments of 
coal and other commodities at Covington, Va., during October, 


November, December, 1920, and January and February, 1921. 
Asks reparation. 


No. 16624. Wagner Electric Corporation, St. Louis, Mo., vs. Director 
General, as Agent. 

Unjust, unreasonable and unlawful rates on two carload ship- 
ments of electric starters and electric transformers from Glen 
Rock, Wyo., to St. Louis, Mo., during Federal control. Asks 
reparation. 


No. 16625. The Prairie Oil & Gas Company, Independence, Kan., VS. 
Santa Fe et al. 

Unjust, unreasonable and discriminatory rates on iron 
steel storage tanks, . d., from Mexia and Gorman, Tex., 
Sharon, Pa., and Chicago, Ill., to Craig, Colo. Asks cease and 
desist order, just, reasonable and non-discriminatory rates, and 
reparation. 

No. 16626. MePhee & McGinnity Company, Denver, Colo., vs. C. B. 
& Q. R. R. et al. 

Unjust, unreasonable and unduly prejudicial rates on carload 
shipments of linseed oil from Superior, Wis., Minneapolis and 
Minnesota Transfer, Minn., to Denver, Colo. Asks cease and 
desist order, establishment of rates on linseed oil from points 
of origin to destination named not in excess of rates contempo- 
raneously maintained on cotton seed oil and other vegetable oi!s 
between same points, and reparation. 

16627. Southwestern Horse & Mule Dealers Association et al. 
Ft. Worth, Tex., vs. Santa Fe et al. 

Alleges unjust, unreasonable, discriminatory, 
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OMAHA, U.S.A. 





The perfect combination of our warehouses 
handling all lines of merchandise, automobiles 
and machinery. Capacity 330,000 square 
feet. For freight rates, storage and distribu- 
tion charges on any commodity write 


THE TERMINAL WAREHOUSE CO. 


OR 
MERCANTILE STORAGE WAREHOUSE CO. 
OMAHA, NEBRASKA 




















Service that has satisfied the most exacting ‘raffic 
representatives since 1908. 

The only Publication of Freight Rates for shippers 
that covers both Class and Commodity Rates and 
makes reference to the tariffs from which the informa- 
tion is taken. 


A convenient record of rates issued in loose leaf 


pages covering changes. 


Issued for the benefit of shippers who want to know 
their Freight Rates without the high cost of maintain- 
ing a file of Railroad tariffs. 


* This service can be placed in your traffic or shipping 
department at a subscription cost of $30.00 per year. 










Sample Pages and Endorsements from satisfied patrons who herve 
used the service since 1908 will be furnished on request. 


W. J. HARTMAN, PUB. 
732 Federal Street - Chicago, U.S. &. 








Attach to Your Letter Head and Return 


W. J. HARTMAN, PUBLISHER 
732 Federal St., Chicage 


Send sample pages end endorsements of Hartman's Western Freight Rates 
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form and served with a monthly distribution of revised « |] 
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Railroads Using Oil 
Burning Equipment 


find The Houston Oil Terminal 
Company’s service a distinct 
economy. 


Unlimited storage facilities, 
every modern appliance for the 
handling of OIL makes it poss- 
ible for the Railroad to purchase 
CHEAPLY IN BULK, store 
their cargo and order delivery 
as the oil is required. 


For particulars address 


The Houston Oil Terminal 
chronicte COMPANY — trouston, 


Building Texas 





DENVER, COLORADO 


Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 
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preferential rates and charges, in violation of Sections 1, 2, 3 
and 4 of the Act, on shipments of horses, mules, burros and 
asses, C. L., between Texas points and points in other states 
(Kansas, Oklahoma, Missouri, ete.). Asks cease and desist or- 
der, just and reasonable rates, and reparation. 

No. 16628. Manassa Timber Company, St. Louis, Mo., vs. New York 
Central et al. 

Unlawful and discriminatory charges on carload shipment of 
yellow pine lumber from Eros, La., to E. St. Louis, Ill., and 
reconsigned to Delroy, Mich. Asks reparation. . 

No. Pas — Lumber Company, St. Louis, Mo., vs. C. C. C. & 

t y 

Unlawful charges on carload shipment of yellow pine lumber 
from Casey, Ala., to Evansville, Ind., and reconsigned to Colum- 
bus, Ohio. Asks ‘reparation. 

No. 16630. Milne Lumber Company, St. Louis, Mo., vs. C. & N. W. Ry. 

Unlawful charges on carload shipments of fir lumber from 
Highland, Ore., to Milwaukee, Wis. Asks reparation. 


No. 16631. Rosser & Fitch, Jacksonville, Fla., vs. Director General, 
as Agent, 
Unjust, unreasonable, discriminatory and prejudicial rates on 


shipments of lima beans from Wilmington and Modesto, Cal., to 
Jacksonville, Fla., during federal control. Asks reparation. 

No. 16632. Beatty Coal Company et al., Kansas City, Mo., vs. Arkan- 
sas Valley Interurban Ry. et al. 


_ Unjust and unreasonable rates on coal, all kinds, from mines 
in the states of Arkansas, Kansas, Missouri and Oklahoma to 


Kansas City, Mo., Independence, Mo., and related points. Asks 
reparation. 


YORK SWITCHING CASE 


The Traffic World Washington Bureau 


The Commission, on the petition of the complainant and a 
petition of intervention, the latter filed by John W. Eshelman 
Sons, has reopened No. 11455, Manufacturers’ Association of 
York, Pa., vs. Pennsylvania et al., for further hearing. It has 
also postponed the effective date of its order, now fixed at Febru- 
ary 1, until the further order of the Commission. It has also 
granted the Eshelman petition. 

This move in the case will enable the complaining associa- 
tion, if so minded, to undertake to show violation of parts of 
the statute other than the third section, upon which the Com- 
mission founded its order to remove undue prejudice. It also 
enables the Eshelman mill, physically on the tracks of the West- 
ern Maryland, to present testimony as to its situation. 

As the matter now stands the Pennsylvania proposes to obey 
the order of the Commission by withdrawing from the arrange- 
ment with the Western Maryland whereby they grant to each 
other, in the so-called restricted zone, the right to use their 
tracks for the delivery of cars to industries off the rails of the 
delivering carrier, just as if the consignees receiving such serv- 
ice had their places of business upon the rails of the deliver- 
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Traffic Bulletin 


Contains daily all the information 
published later in the weekly 


Traffic World 


and in the weekly 


Traffic Bulletin 


A subscription also includes a valuable 


SERVICE FROM WASHINGTON 


that makes the price seem trifling. 


Write for Particulars 


THE TRAFFIC SERVICE CORPORATION 


Publisher The Traffic World 
418 S. Market Street, Chicago 
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ing carrier. The proposal of the Pennsylvania to obey the order 
by withdrawing from the arrangement has evoked protests from 
the complaining association. In addition the industries supposed 
to be favored to the disadvantage of the complainants, have pro- 
tested against being deprived of services, except at a price, they 
have been receiving, for many years, at the flat York rate. 

The Eshelman feed mill, a big investment, is an establish- 
ment that asserts it must have transit on its raw materials, else 
its investment will become practically useless because it will 
not be able to obtain raw materials, in any great quantities, 
except at the cost of combination in and out rates, plus switch- 
ing. In its behalf, at the conference held on the question of 
how the order might be obeyed by the Pennsylvania, it was 
represented that so long as the Pennsylvania continued to treat 
the Eshelman mill as being on its rails, it could have transit and 
compete with mills actually on the rails of the Pennsylvania or 
other road affording transit on the raw materials entering into 
products such as are made by the Eshelman mill. 

The complaining association and the Commission desire the 
industries of York to be placed on an equality, not merely in the 
restricted zone in which the tracks of the Pennsylvania and the 
Western Maryland run alongside each other, but throughout the 
industrial area of the city. The Pennsylvania has elected to 
observe the order to remove undue prejudice by withdrawing 
from what it calls a reciprocal trackage agreement whereby it 
exchanges use of facilities with the Western Maryland because 
their tracks parallel each other, but where they do not inter- 
change freight, the point of interchange being a point outside 
of York where the tracks actually cross each other and there 
are the usual kind of interchange facilities. The Supreme Court 
of the United States sustained the Commission’s order notwith- 
standing the Pennsylvania’s contention that, in a trackage ar- 
rangement there could be no more undue prejudice than there 
could be, broadly speaking, between towns to one of which the 
Pennsylvania chose to extend its tracks, and a town to which it 
chose not to extend its tracks. 


INTERLOCKING DIRECTORATES, ETC. 

Todd R. Latshaw has been authorized to hold the posilions 
of purchasing agent of the Aliquippa & Southern Railroad Com- 
pany and of the Monongahela Connecting Railroad Company. 

Jules H. Tallichet has been authorized to hold the offices 
of director of the Galveston, Harrisburg & San Antonio Railway 
Company and Texas & New Orleans Railroad Company in 
addition to positions previously authorized. 

Charles J. Lane has been permitted to hold the posilions 








An ANSWER to Your 
Traffic QUESTION 


is valuable only in proportion 
to its COMPLETENESS 


“We want to thank you very much 
for your letter in answer to ours in 
regard to rates on our commodity 
from Colorado common points to 
Tampa, Florida. 

“We appreciate very much the 
trouble you have gone into to give us 
a complete answer to our question, 
and we consider the service that you 
render to subscribers of THE 
TRAFFIC WORLD worth many 
times the price of subscription, and 


we could not think of doing without 
it.” 


From a recent unsolicited letter 
received by 


The Special Service Department 


“at your service” 


The Traffic Service Corporation 
Mills Building 
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Minneapolis & St. Louis Railroad Company 


ww. H. BREMNER, 


THE PEORIA GATEWAY 


During periods of heavy traffic movements when other gate- 
ways were congested traffic moved without delay through the 
Peoria gateway. A delay of one day as a result of routing 
your freight through large congested terminals may result in 
the loss of a customer. 


In addition to the prompt handling of carload freight, The 
M. & St. L. R. R. operate through merchandise cars from vari- 
ous Eastern and Southern points, to the West and Northwest. 
For the Year 1924 the Lackawanna—M. & St. L—New York to 
Minneapolis through car averaged less than six days in transit, 
equally good time on other through cars. Further information 
as to this service promptly furnished by representatives named 
delow. 


CHICAGO, ILL., 201 Marquette Bldg., J. R. Shannon, General Agent, 
CINCINNATI, OHIO, 909 Neave Bidg., J. B. Helwig, General Agent, 
CLEVELAND, OHIO, 508 Park Bldg., E. E 
DETROIT, MICH., 514 Free Press Bidg., 1. L. Colborn, General Agent, 

DES MOINES, IA., 4th & Market Sts., G. C. Houwk, General Agent. 
INDIANAPOLIS, IND., 526 Merchants Bank Bldg., C. F. Hayes, General Agent, 
KANSAS CITY, MO., 322 Railway Exchange Bldg., J. W. Hannum, General Agent, 
MINNEAPOLIS, MINN., Trans. Bidg., J. C. Glenn, General Agent, 

MINNESOTA TRANSFER, MINN., 739 Pillsbury Ave., T. J. Pewters, Commercial Agent. 
NEW YORK, N. Y., 25 Broad St., C. E. Harris, General Eastern Agent. 
PITTSBURGH, PA., 403 Park Bidg., H. M. Corbett, General Agent, Freight Dept. 
PEORIA, ILL., Lehmann Bidg., J. T. Redmon, General Agent. 

ST. LOUIS, MO., 426 Pierce Bldg., H. W. Koch, General Agent. 

ST. PAUL, MINN., 612 Pioneer Bldg., E. C. Davis, General Agent. 

SAN FRANCISCO, CAL., 1054 Monadnock Bidg., E. L. Jones, General Agent, 
SEATTLE, WASH., 752 Stuart Bidg., A. C. Herron, General Agent, 

SPOKANE, WASH., 508 Sherwood Bldg., D. ©. Spoor, General Agent, 


FOR EFFICIENT AND DEPENDABLE FREIGHT 
SERVICE BETWEEN EAST AND WEST, ROUTE 


VIA PEORIA, ILL, CARE M&STL RR 


‘‘BETWEEN EAST AND WEST— 
PEORIA GATEWAY BEST”’ 
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of assistant freight traffic manager of the Los Angeles & Salt 
Lake Railroad Company, Oregon Short Line Railroad, Oregon- 
Washington Railroad & Navigation Company, St. Joseph & 
Grand Island Railway Company, and Union Pacific Railroad 
Company, in addition to holding a directorship and/or any 
other offices with the Camas Prairie Railroad Company and 
numerous other short lines. 

J. H. Frantz has been authorized to hold the positions of 
president of the Ashland Coal & Iron Railway Company and 
director of the Pittsburgh, Cincinnati, Chicago & St. Louis 
Railroad Company in addition to holding a directorship and/or 
any other office or offices with the Akron & Barberton Belt 
Railroad Company and numerous others. 

Fred L. Rockelman has been authorized to hold the offices 
of director and vice-president of the Detroit, Toledo & Ironton 
Railroad Company and director of the Detroit & Ironton Rail- 
road Company and Toledo-Detroit Railroad Company. 

G. R. Cottingham has been authorized to hold the positions 
of director, secretary and auditor of the Galveston, Harrisburg 
& San Antonio Railway Company and Houston & Shreveport 
Railroad Company, secretary and auditor of the Houston & 
Texas Central Railroad Company, and director, secretary and 
auditor of the Houston East & West Texas Railway Company, 
Southern Pacific Terminal Company, and Texas & New Orleans 
Railroad Company. 

Guy Womack Leslie has been authorized to hold the office 
of director with the Caney Valley Railway Company and Ohio 
& Kentucky Railway Company in addition to positions previ- 
ously authorized. ; 

TRAFFIC CLUBS 

(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 

Akron, O.—Traffic Study Club of Akron. W. R. Garrison, 
Pres.; E. H. Russell, Secy. and Treas. 

Akron (O.) Traffic Association. H. J. Zimmerman, Pres.; 
H. L. Sovacool, Secy. 

Atlanta—Traffiic Club of Atlanta. J. W. White, 
T. B. Curtis, Secy.-Treas. 

Augusta (Ga.) Traffic Club. H. H. Stafford, Pres.; G. D. 
Bailey, Secy.-Treas. 

Baltimore—tTraffic Club of Baltimore. 
C. C. Kailer, Secy. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Birmingham (Ala.) Traffic and Transportation Club. J. W. 
Stanfiel, Pres.; W. G. Kidd, Secy. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. F. W. Briggs, Pres.; W. M. Macomber, 
Secy.-Treas. 

Brooklyn—tTraffic Club of Brooklyn, Chamber of Commerce. 
R. D. Simons, Pres.; F. E. Grace, Secy.-Treas. 

Buffalo—Industrial Traffic Club of the Niagara Frontier. 
R. M. Leith, Pres.; C. L. Sager, Secy. 

Buffalo Transportation Club. W. S. Randolph, Pres.; M. B. 
Mason, Secy. and Treas. 

‘ Chicago Traffic Club. G. A. Blair, Pres.; H. BE. Mac Niven, 
ecy. 

Chicago, Junior Traffic Club of. 
E. C. Hansen, Secy. 

Cincinnati Traffic Club. R. E. Smith, Pres.; C. G. Fred- 
erick, Secy. 

Cleveland Traffic Club. A. Z. Baker, Pres.; R. A. Morman, 
Se 


Pres.; 


T. E. Carson, Pres.; 


C. W. Webster, Pres.; 


cy. 
Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 

Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. H. T. Ratliff, Pres.; 
M. T. Otto, Secy. 

Dallas Traffic Club. W. H. Hitzelberger, Jr., Pres.; A. J. 
Stone, Secy.-Treas. 

Decatur (Ill.) Transportation Club. L. F. Boss, 
R.'F. Watt, Secy. 

Des Moines Traffic Club. C. L. Epley, Pres.; B. R. Harris, 
Secy.-Treas. 

Denver Traffic Club. F. B. Choate, pres.; C. B. Rader, Secy. 
and Treas. 

Denver Commercial Traffic Club. A. M. Hays, Pres.; C. J. 
Hotchkiss, Secy.-Treas. 
P Detroit Traffic Club. P. G. Findlay, Pres.; G. W. Musson. 
ecy. 

Elmira (N. Y.) Traffic Club. L. T. Barnes, Pres.; M. J. Wil- 
son, Secy.-Treas. 

El Paso Traffic Club. B. F. Littleton, Pres.; C. W. Water- 
man, Secy.-Treas. 

Erie Traffic Club. F. O. Johnson, Pres.: M. W. Eismann, 
Secy. 

Evansville (Ind.) Transportation Club. W. J. Popp, Pres.; 
H. K. Rogers, Secy.-Treas. 

Flint (Mich.) Transportation Club. E. D. Grinnell, Pres.; 
J. E. McKenna, Secy. and Treas. 


Pres.; 
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Fort Wayne, Ind.—Traffic Transportation and Waterways 
Bureau of the Chamber of Commerce. J. A. Curtin, Chairman; 
E. J. Lennart, Vice-Chairman. 

Fort Worth Traffic Club. F. G. Abbey, Pres.; I. S. McCon- 
nell, Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. J. D. Quinn, 
Pres.; L. A. Martin, Secy. 

Freeport, Ill.—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. Edwin Stokoe, Pres.; V. Van 
Brocklin, Secy. 

Hartford Traffic Association of Hartford (Conn.) and Vi- 
cinity. W. P. Price, Pres.; O. R. Peterson, Secy. and Treas. 
Houston Traffic Club. C. B. Fox, Pres.; A. R. Canfield, 
Secy. 

Indianapolis—The Traffic Club of Indianapolis. 
mer, Pres.; H. L. Smith, Secy. 

Jackson (Mich.) Transportation Club. H. W. Hewson, 
Pres.; W. A. Kern, Secy. 

Jacksonville Traffic Club. O. H. Page, Pres.; Jesse Polleitt, 
Secy.-Treas. 

Jamestown, N. Y.—Traffic Club of the Jamestown Chamber 
of Commerce. Archie Turk, Pres.; G. L. Hilliard, Secy. 

Jersey City Traffic Club. Warren Gordon, Pres.; J. J. Cul- 
lington, Secy. 

Kalamazoo Traffic Club. A. H. Bock, Pres.; H. W. Moore, 
Secy. 

Kansas City Traffic Club. 
Rose, Secy.-Treas. 


Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. J. W. 
Peters, Chairman; A. J. Kohler, Secy. 

Lansing (Mich.) Traffic Club. J. C. Van Norstrand, Pres.; 
C. V. Colvin, Secy. 

Little Rock (Ark.) Traffic Club. Max Mayer, Pres.; J. A. 
Lee, Secy.-Treas. 

Los Angeles Transportation Club. G. D. Harmon, Pres.; 
A. T. Smith, Secy.-Treas. 

Louisville Transportation Club. A. M. Stevens, Pres.; W. 1. 
Vandenburg, Secy. 


Mansfield (O.) Traffic Managers’ Division of the Manufac- 
turers’ Club. C. K. Smaltz, Chairman; W. T. Leonard, Secy. 

Marion (O.) Traffic Club. A. R. Tennis, Pres.; S. D. Ross, 
Secy. and Treas. 

Memphis Traffic Club. 
Secy. 


Milwaukee Traffic Club. F. C. Bryan, Pres.; A. C. Uecke, 
Secy. and Treas. 


Minneapolis Traffic Club. A. A. D. Rahn, Pres.; W. W. Gib- 
son, Secy. 


Mobile Traffic and Transportation Club. H. E. Warren, 
Pres.; T. C. Schley, Secy. 

Nashville, Tenn.—The Traffic Club of Nashville. R. D. Her- 
bert, Pres.; Earl Roach, Secy. , 

Newark Traffic Club. G. W. Shannon, Pres.; R. W. Tims, 
Secy. 

New England Traffic Club, Boston. F. W. Hunt, Pres.; 
P. L. Stuart, Secy. 

New Orleans, Traffic Club of. 
Yung, Secy. 

New York Traffic Club. W. A. Schumacher, Pres.; C. A. 
Swope, Secy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York, N. Y.—American Commerce Association Traffic 
Club. S. E. Hughes, Pres.; F. N. Tillier, Secy. 

New York, N. Y.—Railway and Steamship Traffic Associa- 
tion. N. E. H. Allen, Pres.; H. V. Ferrer, Secy. 

Norfolk and Portsmouth (Va.) Traffic Club. D. A. Dashiell, 
Pres.; S. D. Hathamay, Secy. 

Oklahoma City Traffic Club. 
Voss, Secy.-Treas. 

Paris (Tex.) Traffic Club. J. K. Dirmeyer, Pres.; C. E. Cox, 
Secy.-Treas. 

Pennsacola (Fla.) Traffic and Transportation Club. A. L. 
Reinschmidt, Pres.; P. W. Reed, Secy. 

Peoria Transportation Club. O. F. Becker, Pres.; O. B. Eddy, 
Secy.-Treas. 

Philadelphia Traffic Club. R. C. Smith, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
C. A. Bamberger, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. 
Pres.; C. H. Beard, Secy. 


J. G. Krae- 


L. E. Ayer, Pres.; Peter J. 


H. W. Stigler, Pres.; H. H. Schutt, 


J. M. Cousins, Pres.; W. G. 


L. W. Price, Pres.; 


L, M. 


J. C. Moffett, 


Pittsburgh Traffic Club. H.H. Gray, Pres.; A. H. Orr, Secy. 


Pittsburgh, The Traffic and Transportation Association of. 
H. A. Dietz, Pres.; E. J. Siemon, Secy. 

Port Huron, Mich.—St. Clair River District Transportation 
Club. W. H. Markle, Pres.; C. D. Tuer, Secy. 

Portland (Ore.) Industrial Traffic Club. Walter Rose, Pres.; 
Frank Kensinger, Secy. 
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MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
Home of the South’s 


LARGEST MERCHANDISE WAREHOUSES 


Not a Dissatisfied Customer 


STORAGE - MERCHANDISE - HAY - GRAIN - AUTOMOBILES 
POOL CAR DISTRIBUTION 


Reasonable Rates - Lowest Insurance . Prompt Service 


Mr. Manufacturer: -*ou Warehousing and distribution 


“problems made easy in our Warehouses 


MEMPHIS TERMINAL CORPORATION 


General Offices :—15th Floor, Central Bank Building 
MEMPHIS, TENN. 
















DISTRIBUTION 


ui arket Cold Storage ang Ware bon 
Se 


GEORGE 8S. LOVEJOY ° 
Manager General Storage Department 


178 Atlantic Avenue 
Boston, Mass. 


SERVICE 
DEPENDABILITY 


OUR FACILITIES ARE UNEXCELLED 


Wharfage and Dockage 
Free — Bonded Stores 


A Warehouse on every railroad entering Boston 
Total General Storage Capacity 9,706,000 cubic feet 





Direct connection with New York, New Haven 
& Hartt Railroad. 
Capacity, 2,000,000 cubic feet. 
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Portland (Ore.) Transportation Club. H. H. Keck, Pres.; 
F. O. Curtis, Secy.-Treas. 
Providence, R. I—Traffic Club of the Providence Chamber 


of Commerce. J. H. Hanley, Chairman; E. C. Southwick, Secy. 

Richmond (Va.) Traffic Club. R. P. Saunders, Pres.; R. A. 
Saunders, Secy. 

Rochester, N. Y.—Traffic Council of the Rochester Chamber 
of Commerce. W. H. Hartwig, Chairman; F. W. Burton, Secy. 
. St. Louis Traffic Club. B. H. Daily, Pres.; S. E. Wilson, 

ecy. 

St. Paul Transportation Club. C. E. Elmquist, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. Wallace Carnahan, Jr., 
Pres.; R. L. Gohmert, Secy.-Treas. 

San Francisco Transportation Club. J. C. Rohife, Pres.; 
H. G. Ilderton, Secy. 

San Francisco-Pacific Traffic Association. 
Pres.; R. H. Burke, Secy. 

Seattle Transportation Club. 
Compton, Secy.-Treas. 

Shreveport (La.) Traffic Club. J. N. Campbell, Pres.; H. L. 
Viser, Secy. 

Sioux City Traffic Club. E. P. English, Pres.; L. V. Clark, 
Secy.-Treas. 

South Bend (Ind.) Traffic Club. 
Orewiler, Secy.-Treas. 

Springfield (Mass.) Traffic Club. C. L. Guest, Pres.; B. A. 
Hapgood, Secy.-Treas. 

Spokane Transportation Club. E. L. Cardle, Pres.; F. J. 
Greene, Secy.-Treas. 


R. S. Busby, 
R. C. Johnston, Pres.; C. N. 


J. P. Stahr, Pres.; G. W. 
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Stark County (Ohio) Traffic Club. T. B. Ray, Pres.; L. D. 
Ellis, Secy. 

Syracuse Traffic Club. N. D. Chapin, Pres.; F. M. Varah, 
Secy. 

Toledo Transportation Club. L. G. Macomber, Pres.; W. J. 
Chisholm, Secy. 

Trenton (N. J.) Traffic Club. 
Mace, Secy. 


Troy, N. Y¥.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Transportation Club of Tulsa. H. W. Roe, 
Pres.; R. R. Trimble, Secy. 

Tuscarawas County (Ohio) Traffic Club. John Ihnot, Pres.; 
H. B. Bodenhamer, Secy. 
Railroadcflf etaoin shrdl cmfwy vbgkaqj ..6..6 ..6 ..6ETAOIN 

Twin City Traffic Club (St. Joseph and Benton Harbor 
(Mich.) B. S. Barnes, Pres.; G. E. Riley, Secy. 

Utica (N. Y.) Traffic Club. R. F. King, Pres.; C. E. Dar- 
rigrand, Secy. and Treas. 

Waco Traffic Club. R. L. Goebel, Pres.; J. D. Hughett, Secy,- 
Treas. 

Washington Traffic Club. S. R. Bowen, Pres.; R. F. Rich- 
ardson, Secy. 

Wheeling (W. Va.) Traffic Club. P. M. Neigh, Pres.; S. C. 
Williams, Secy. 

Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; 
J. W. Chatham, Jr., Secy.-Treas. 

Wichita Traffic Club. H. L. Low, Pres.; K. C. Parkhurst, 
Secy. 


J. G. Brady, Pres.; G. E. 














Not Fair to the Railroads 


Santa Fe Says Gooding Bill, in Congress, would impair 
railroads’ Pacific Coast traffic—adversely affecting mer- 
chants, farmers, manufacturers and others in Western States 


The Gooding bill, now before Congress, would greatly divert traffic to the 


Atlantic Seaboard from the Middle West. 


It would thus retard the develop- 


ment of the Middle West and its railroads by preventing competition for 
Pacific Coast business with the Atlantic Seaboard and the steamship lines. 


Unregulated canal competition has already taken from the 


Middle West much business, which can be regained by this 
territory only if the railroads are allowed to make rates to 
compete with the canal. 


The Central States and their railroads have enjoyed a share 
in this Pacific Coast business from the beginning of the opera- 
tion of transcontinental lines, and this tonnage was a large 
factor justifying their being built. Under the present law 
the Interstate Commerce Commission is authorized to permit 
the railroads to equalize canal rates, and application for this 
is pending. Until 1918 the railroads had this permission. Then, 
due to the war, canal competition ceased and the Commission 
withdrew the permission. Now the ships are back in greater 
numbers than ever and have taken practically all competitive 
traffic, while the railroads have lacked the permission to 
equalize rates. 


The Gooding bill, which has passed the Senate and is being 
considered by the House, would withdraw from the Interstate 
Commerce Commission authority to grant any such permission. 
It will not help intermountain states, because steamship rates 
between the Atlantic and Pacific Coasts will continue lower than 
those of the railroads; and it will not add to the Coast compe- 
tition of intermountain distributors for the railroads to handle 
a part of the business. 


This westbound business on which the railroads desire to 
compete comprises highly manufactured articles moving in great 
volume, made both in the Atlantic States and in the Central 





and Middle Western States and sold on the Pacific Coast. It 
now moves largely via the canal. The Atlantic Seaboard pays 
only the low canal rates. The Middle West producer must 
pay either the additional rail charge to the Atlantic Coast or 
the charge for direct shipment by rail. If the railroads are 


_allowed to compete, not only will the Middle West producer be 


enabled to compete on more even terms (which of itself will 
promote the development of the Central States), but also the 
railroads will be able to fill out their trains better, to develop 
their facilities, employ more men and purchase more supplies— 
all to the advantage of this great Western territory. 


The Western railroads feel that the Gooding bill would 
deprive them of needed business without doing anybody any 
good, except owners of steamship lines operating through the 
canal; also that it would take away traffic in which they have 
participated under the Interstate Commerce Commission’s au- 
thority since its creation in 1887. It seems most unfair to 
change the law at this time, in view of all these conditions. 


When the Gooding bill was before the Senate Committee on 
Interstate Commerce, the Interstate Commerce Commission, 
with but one of its eleven members dissenting, sent the Com- 
mittee:an urgent letter opposing the bill. It summed up the 
matter most clearly with a concluding statement, showing that 
the interests of the Central West are involved quite as seriously 
as ours, as follows: 

“The effect of such a provision upon commerce, industry 
and agriculture, would be revolutionary, and in many cases 
disastrous to carriers, shippers and communities.” 


W. B. STOREY, President 
The Atchison, Topeka and Santa Fe Railway System 
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United StatesGovernment Freight Services 
From Atlantic Coast and Gulf Ports 
AMERICAN ANTILLES LINE) AMERICAN DELTA LINE| AMERICAN DIAMOND LINE 


New Orleans and other Philadelphia . Rotterdam 
New York Amsterdam 
Gulf Ports 


A Sailing every 10 days 
(except Mobile) Philadelphia 
to 


New York. to Antwerp 
A Sailing every 12 days 
Brazil and River Plate Ports 
Fortnightly Sailings 


Baltimore 
Hampton Roads _ to Rotterdam 
MISSISSIPPI SHIPPING CO., (inc.) 
New Orleans, La. 























AMERICAN DISPATCH LINE 


Gulf Ports (except New Orleans) 
to 


East Coast of South America 

























New York to Trinidad, 
the Guianas and 
Virgin Islands 















Fortnightly Sailings 











A Sailing Every 3 Weeks 
Boston Antwerp 


2 Sailings a month 
BLACK DIAMOND S. S. CORP. 
67 Exchange Place New York City 
Managing Operators 


AMERICA FRANCE LINE 













COLOMBIAN STEAMSHIP CO., (Inc.) 


MUNSON STEAMSHIP LINE 
17 Battery Place New York City 


67 Wall Street, New York City 


Managing Operators 


AMERICAN INDIA LINE 
















Managing Operators 






Managing Operators. 


AMERICAN DIXIE LINE/AMERICAN EXPORT LINES 


New Orleans to Irish, United Kingdom 






















































West Coast Ports and Glasgow canPorteincladiog Adriatic Black Sea | Baltimore to Havre and Dunkirk New York to India 
A Sailing Every 20 Day and Levant Ports, French Mediterran- —_ seenaaate st 
New Orleansto Liverpool and Manchester ean WestCoastof Italy. 2SailingsaMonih Philadelphia to Havre Monthly Sailings 
Fortnightly Sailings North African Ports with Mediterran- New York Dunkirk - y Sang 
New Orleans and —e to London} «an or Adriatic Ports as cargo offers. 3 Sailings a Month 
on a Monthly Sailings Greek, Black Sea Ports, Philadelphia Bordeaux 
Monthly Sailings Gonmuntinoatin Monthly Sailings Malta, New York to St. Nazaire ROOSEVELT STEAMSHIP 
Houston and Galveston to Greek Syrian Coast Ports and Alex- A Sailing Every 20 Days COMPANY, (Inc.) 
A Sailing every 10 Days ey ra COSMOPOLITAN SHIPPING CO., (lnc.) 
THE EXPORT STEAMSHIP CORP. » de.) | 44 Beaver St. New York 
ner poe A S. : CO., I Gu) 25 Broadway New York City 42 Broadway New York City 
wenn — in 8 Seen dig perineal Managing Operators Managing Operators Managing Operators 

















































AMERICAN MERCHANT LINES | AMERICAN PALMETTO LINE| AMERICAN PIONEER LINE| AMERICAN PREMIER LINE 
New York to London South Atlantic Ports to North Atlantic Ports to Gulf and S. Atlantic Ports to 
, Weekly Sailings London Liverpool and Manchester China and Japan French Mediterranean, 

Baltimore to Hull Monthly Sailings Monthly Sailings West Coast of Italy 
Hampton Roads Leith Bremen and Hamburg Philippines & Dutch East Indies 4 Sailings a Month 
2 Sailings a Month Monthly Sailings Monthly Sailings Adriatic Greek Levant, 

, ‘ London London, Rotterdam and Gulf Ports to Far East Cc . le, Mal 
Philadelphia onstantinople, Malta, 
ose to Hull Antwerp (China, Japan and Philippines) North Africa, (East of Bizerta) 

Leith Mozthly Sailings Monthly Sailings Monthly Sailings 
2 Sailings a Month ATLANTIC GULF AND 
COMPANY UNITED GULF S.S.CO., (Inc.) 
J, H. WINCHESTER & CO.,(Inc.) | THE SS . S.C ORIENTAL S. S. CO., (Inc.) Whitney Central Bldg., 
17 Battery Place New York City ar — 17 Battery Place, New York City New Orleans, La. 
Managing Operators Managing Operators Managing Operators Managing Operators 
AMERICAN REPUBLICS LINE [AMERICAN SCANTICLINE| AMERICAN AMERICAN 
New York 
olny to —_—RiverPlate New York, Boston, SOUTH AFRICAN LINE | WEST AFRICAN LINE 
_— Baltimore New York 
; Monthly Sailings ew Yor 
Baltimore ,,-—=«Brazilland to wearin (Gulf via New York as offers) 
Jacksonville - iver Plate Scandinavian and to 
Sanam: Ports ic P South and East African Ports | Azores, Canary Islands, Madeira 
Monthly Sailings Baltic Ports re and West Africa 
Philadelphia t River Plate 2 Sailings a Month Monthly Sailings 8 
Hampton Sends - Ports A. H. BULL & COMPANY, dnc) Monthly Sailings 
onthly Sailings . A. » Unc. 
INTERNATIONAL FREIGHTING corP. | S'RORE & McCORMACK CO-\Inc.) | 40 West Street New York City | qo West Street’ o New Vout hy 
44 Whitehall Street New York City 2 M. , i 
Managing Operators Managing Operators anaging Operators Managing Operators 






























ATLANTIC 
AUSTRALIAN LINE 


GULF-WEST MISSISSIPPI VALLEY|MOBILE OCEANIC LINEJORIOLE LINES 
MEDITERRANEAN LINE| EUROPEAN LINE oston, Baltimore, Hampton Rea 


Liverpool. Fortnightly Sailings 













Mobile, Pensacola, 




























. Philadelphia, Boston to Liverpool,Man- 
ek - Gulfport ete Ora Ste 
. altimore, lew Yo 
a pn z. . Re yes “ ee a ae Liverpool, Manchester, | to Manchester, Avonmou i 

ee er a Se Gulf Ports to Havre— Antwerp London, Havre, Antwerp, Bea —- He 10 days ds... Phil. 

Monthly Sailings Portuguese and Spanish Atlantic Port Rotterdam, Hambur Glen altimore, — 8. 
Monthly Sailings 2 Sailings a Month ’ 8» to Glasgow. Fortnightly Sailings 

UNITED STATES & 





Spanish Mediterranean and North 
African Ports (West of Bizerta.) MISSISSIPPI SHIPPING 


Bremen Baltimore, Philadelphia, New York to 


Cork, Dublin, Belfast, ‘Londonderry 














AUSTRALASIA S. S. CO. 




















* Monthly Sailings 
A Sailing every 20 days CO., (Inc.) WATERMAN S.S. CORP. Balti y 
8-10 Bridge St., New York City] TAMPA INTEROCEAN . 8. CO. New on 7 Mobile, Ala. ee 
Managing Operators 614 Mecnaten diiconoes eis Managing Operators Managing Operators ae NAVIGA ION CO. 








Balt. Managin Overators 


YANKEE LINE 


Baltimore, Hampton Roads, 








PAN AMERICA LINE] SOUTHERN STATESLINE/TEYAS STAR LINE|UNITED STATES LINES 


Seer Ves to sterdam. 2 Sailings a Month 


New York to Southampton 
New Orleans to Bremen and} Houston and Galveston on 






























Rio de Janeiro, Santos, Hamburg. 2 Sailings a Month to A Sailing every 3 Weeks Philadelphia, Boston 
‘ Raneeeten to Bremen and Ham- Steves end Antwerp New York to 
Montevideo and urg. 2 Sailings a Month in to Hamburg and Bremen 
. Houston and Galveston to Weekly Sailings 

Buenos Aires Bremen and Rotterdam : Bremen eae 
2 Sailings a Month Weekly Sailings 2 Sailings a Month 
Fortnightly Sailings Houston to Bremen and Ham.|/DANIEL = & CO. - 1 
burg. 2 Sailings a Month nc. ROGERS & WEBS | 
MUNSON STEAMSHIP LINEJLYKES BROS. S. S.CO., (Inc.) UNITED STATES LINES | tt 

67 Wall Street New York City) 925 Whitney Central Bldg. Houston, Texas 45 Broadway New York City|110 State Street Boston, Mass. 

Managing Operators sieaamiterecinin Managing Operators Managing Operators Managing Operators 








UNITED STATES SHIPPING BOARD FLEET CORP. 
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Windsor, Ontario, Can.—Border Cities Transportation Club. 
D. J. Bourke, Pres.; E. H. Cooper, Secy.-Treas. 

Worcester (Mass.) Traffic Association. F. A. Champagne, 
Pres.; J. H. Lane, Secy. 

York (Pa.) Traffic Club. S. B. Drenning, Pres.; G. E. Gart- 
man, Secy. 

Youngstown (Ohio) Traffic Club. C. P. Fairbanks, Pres.; 
P. B. Wait, Secy.-Treas. 


BETHLEHEM STEEL ROAD 


The Commission has authorized the Conemaugh & Black 
Lick Railroad Company, organized in the interest of the Beth- 
lehem Steel Corporation, to acquire, extend, and operate, in in- 
terstate commerce, a railroad in Cambria county, Pennsylvania. 
The purpose is to convert the industrial railroads, owned by 
subsidiaries of the steel corporation, near Johnstown, Pa., into 
a common carrier and extend the consolidated line up the Hinck- 
ston Run valley. Thereby, the applicant said, undeveloped terri- 
tory would be made available for additional industrial develop- 
ment and the opening of mines and some lumbering. It also 
said there might be some truck farming. The plan, the appli- 
cant said, was to extend the line up the valley as the territory 
was developed by the establishment of industrial plants. 

The industrial roads own thirty-seven locomotives and 
twenty points were listed at which freight would be received. 
Ninety-five per cent of the freight would be furnished by the 
proprietary interest, the Commission said, although there were 
fifty or sixty industries adjacent to the lines which would ship 
over them. They dare expected to furnish about 500, 000 tons a 
year. 

No objection to the application was made by the Baltimore 
& Ohio, one of the trunk line connections. The Pennsylvania, 
the other, made no objection but said the new carrier might de- 
prive it of some revenue because most of the trackage of the line 
now paralleled its rails. The new line would be about 2.95 miles 
leng. The total mileage would be about 22. 

The applicant, on account of a recommendation in the proposed 
report, said it would submit to conditions under which, within 
five years, the Pennsylvania and Baltimore & Ohio, or any other 
common carrier railroad, not industrially controlled, would have 
the right to acquire the stock of the Conemaugh & Black Lick, 
either jointly cr severally, on the basis of a valuation made in 
accordance with the method pointed out, in substance the same 
as the conditions laid down in the Jefferson Southwestern case, 
16 LC. C.. and $6 I. C. C. 582. 

Commissioner Potter, concurring, said he thought the car- 
rier entitled to a certificate without conditions because he could 
find no authority or justification for the conditions prescribed. 


D 
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Commissioner Eastman, dissenting, said he could not gee 
that public convenience and necessity required the conversion of 
the industrial railroad into a common carrier. It seemed to him, 
he said, in essence an attempt to obtain reimbursement, in part, 
for what were in reality industrial operations, out of division; 
of joint rates with the trunk line railroads. 


COMMITTEE OF COOPERATION 


The National Industrial Traffic League has received advice 
from the Joint Committee of Co-operation of the American 
Railway Association, recently appointed, that that committee 
desires to co-operate with the League on “general subjects” 
in a “general way.” The co-operation committee appointed by 
the railroad association is composed of representatives of the 
association’s traffic, transportation, freight claim division and 
freight classification committees. F. W. Smith, chairman of the 
Official Classification Committee, is chairman of the Co-opera. 
tion committee. (See Traffic World, Jan. 10, p. 104.) 


The purpose of the joint committee is to supervise the 
activities of the Freight Container Bureau, which has been 
dealing with container questions under the direction of Col. 
B. W. Dunn, chief of the Bureau of Explosives, the latter main. 
tained by the railroads. 


The subject of co-operation in the matter of container 
specifications and other things handled by the container Bureau 
was discussed with a railroad executive in New York last No. 
vember by Chairman Baldwin of the League’s special com- 
mittee on claim prevention and Chairman Ferguson of the 
League’s classification committee. As a result of that dis- 
cussion, Mr. Baldwin reported to the League at its annual 
meeting that the American Railway Association would first sub- 
mit proposals for changes in containers, to the newly consti- 
tuted committee on co-operation. He reported that the League 
would be invited to participate in the discussion before any 
action whatever was taken which would affect the package 
requirements. The object of that co-operation with the League, 
Mr. Baldwin explained, was to enable the railroads to reach 
the users of containers with a view to agreeing on containers 
satisfactory to both shippers and carriers. 


The League adopted a motion at the annual meeting, J. H. 
Beek informed the members by means of a recent bulletin, 
directing the chairman of its committee on claims and claims 
prevention to sit in the meeting of the joint coo-peration com- 
mittee, if invited. The motion, however, provided for reference 
to the executive committee of the League of the facts before 
any action was taken making a change in containers. 
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Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the ‘change In 
this Docket will be noted elsewhere. 


February 2—Washington, D. C.—Examiner Barclay: 

* 15682—Missouri-Kansas-Texas Railroad Company vs Kansas City 
Terminal Railway Company. (further hearing). 

February 2—Salt Lake City, Utah—Examiner Flynn: 

* 1. and S. No. 2320—Potatoes and onions from Colorado, Utah and 
Wyoming to California. 

February 2—Washington, D. C.—Examiner Davis: 

* Finance No. 4579—In the matter of the joint petition of the Moun- 
tain States Telephone & Telegraph and J. E. Allen for a certificate 
that the proposed acquisition by the former of the property of 
the latter, etc., will be of advantage and in the public interest, etc. 

* Finance No. 4580—In the matter of the joint petition of the Sun 
Telephone & Telegraph Co., and others, for a certificate of ad- 
vantage and public interest. 

oe 2—Louisville, Ky.—Examiner Smith: 

* I. and S. No. 2314—Coking in transit of coal at stations in Alabama. 


February 2—Minneapolis, Minn.—Examiner Mackley. 
16145—Lewiston Elevator Company et al. vs. C. G. W. R. R. et al. 
16229—Watab Paper Company vs. Nor. Pac. Ry. et al. 
ery 2—New York, N. Y.—Examiner Sharp: 
16444—Federated Metals Corporation vs. N. Y. N. H. & H. R. R. 
16516—Federated Metals Corporation vs. P. R. R. et al. 
February 2—Wichita, Kansas—Examiner Knowlton: 
16436—C. F. Bunte et al. vs. C. R. I. & P. Ry. et al. 
February 2—Chicago, Ill.—Examiner Gaddess 
1. and S. No. 2289—Transit privileges on grate at Chicago, Peoria 
and Pekin, “TL. 
Fear Lo = gy a Minn.—Examiner Mackley: 
16466 (and Sub. Nos. 1 to 5, incl. jiaternational Grain Company 
vs. Northern Pacific Ry. 
February on: Kansas—Examiner Knowlton: 
a e Wichita Chamber of Commerce et al. vs. A. & V. Ry. 
et al. 
Fenenary, 3—New York, N. Y.—Examiner Sharp: 


19—Federated Metals Corporation vs. C. R. R. of N. J. et al. 


Februa ae Ky.--Examiner Smith: 
ba Auer. '-_ ‘South Eastern Railroad Company vs. Illimois 
entra 


February 4—Minneapolis, Minn.—Examiner Mackley: 
16314—Northern Potato Traffic Association vs. B. % O. R. R. et al. 
February (ene. Mich.—Michigan Utilities Commission: 

Finance No. 3171—In re application of the Detroit, Bay City & 
Western Railroad for authority, under Section 1, paragraph 18, 
to abandon a line of road. 

February 4—St. Louis, Mo.—Examiner Weaver: 


“7's a & Thomas Clay Products Company et al. vs. C. & 


Fourth Section App. No. 12632—Filed by Mo.-IIl. R. R., in re rates 
for transportation of diverted coal traffic from mines in Illinois to 
points in Missouri, etc. 

Pere 4, 1925—Washington, cs 
15879—Eastern Class Rate \atnilisietnen (carriers’ evidence). 


Pepeuery 4—Wichita, Kansas—Examiner Knowlton: 

16507—The Western Brokerage vs. A. C. L. R. R. et al. 
aera 4—New York, N. Y.—Examiner Sharp: 

16333—Barr & Dougherty, Inc. vs, Georgia Southern Ry. et al. 


were 2 “| Ill.—Examiner Gaddess: 
2290—Gr 


- an ain from Iowa, Minnesota and Missouri t¢ 
Fn ng 


February 4—Argument at Washington. D. C.: 
1. one Ss. No. age og oils between points in Trunk Line Ter- 
tory and to points in C. F. A. territory. 
r2b65—idland Lameend Sealichs Company vs. Director General, West 
ore R. 
1. and S. No. See a anneed oi! from Edgewater (Undercliffe) N. J. 
to C, F. A. points. 


oer 5—Argument at Washington, D. C.: 
ee a 2 _— Bureau for Case- Teel Company et al VS. 
y. 
Portions of tare section App. No. 373, filed ke 4 Morgan's La. & 
Tex. R. R. & 8. S. Co. et al., In re rates on salt from Louisiana 
points to Jackson, Vicksburg and Natchez, Miss., etc. 
15822—Indian Refining Company vs. C. C. C. & St. mf Ry. 


February 5—St. Louis, Mo.—Examiner Weaver: w 
= _~, Sub. No. 1)—Milne Lumber Company vs. C. & N. W: 
y. et a 
16402 re | sy No. 1)—G. H. Dolle Milling Company vs. Missouri 
Pacific R. R. Co. 


February 5—New York, N. Y.—Examiner Sharp: 
16396—International Paper Company vs. B. & O. R. R. et al. 
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Illinois Central System Shows That the 
Public Owns the Railroads 


One reason why American railroads are well established in the confidence of the public 
today is that they have rendered wonderfully efficient service in recent periods of record 
traffic. Another reason is that the public is becoming more conscious of the wide extent 
to which railway securities are distributed among the people. Nearly every citizen is 
either directly or indirectly a holder of railway securities. Therefore, anything that affects 
the railroads affects the whole economic structure of the country. 














The Illinois Central System, for example, started 1925 with nearly 22,000 stockholders, 
an increase of more than 100 per cent in the last nine years. At the beginning of 1924 
our American railroads as a whole had more than 8C0,000 stockholders, an increase of more 
than 30,000 during the preceding year. The number of individual bondholders undoubt- 
edly runs even greater, since bonded indebtedness in 1923 was nearly 57 per cent of the total 
outstanding capitalization of our railroads. On a comparative basis, this would make the 
total number of individual bondholders slightly more than one million. 


The number of individual holdings of stocks and bonds of our railroads is therefore 
about 1,800,000, which is approximately equal to the number of employes. 


















These 1,800,000 holdings of railway securities, moreover, are merely the direct holdings. 
Indirectly railway securities represent the interest of many millions of persons. Insurance 
companies and savings banks are among the largest holders of railway securities. More 
than $2,000,000,000 of the funded debt of the railroads is owned by life insurance companies 
alone. More than $1 out of every $5 invested as a reserve behind each of the fifty mil- 
lion life insurance policies in force in this country is invested in railway bonds. 


The thirty-nine million savings bank depositors in the United States likewise have 
their deposits guaranteed in part by railway securities. 





When all of these indirect holders of railway securities are considered in connection 
with the direct holders, it can be seen that most of the people of this country have—and 
they are coming to realize it—an ownership interest in the success or failure of our 
railroads. | 





It has been well and truly said that it is “Main Street” and not “Wall Street” that 
owns the railroads today. By constantly widening the circle of patron and employe 
holders of railway securities, our citizens are fast establishing an ownership of our rail- 
roads that is public ownership in its truest and most beneficial sense. 
















In no respect does the Illinois Central System claim perfection for itself. In the matter 
of service to the public, however, it does claim to be the equal of any railroad in this 
country. Our ambition is to continue to increase the efficiency of our service to the 
public until it has become as nearly perfect as railway service can be. That is the task 
which we have set for ourselves. We ask the co-operation of our friends and patrons 
in its accomplishment. 


Constructive criticism and suggestions are invited. 





C. H. MARKHAM, 
President, Illinois Central System. 
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February 5—Salt Lake City, Utah—Examiner Flynn: 
16373—Bergin-Price Company et al. vs. Santa Fe et al. 
February 5—Wichita, Kan.—Examiner Knowlton: 
16315—Tisdale Farmers Union Co-operative Association vs. Missouri 
Pacific R. R. Co. 
February 6—Argument at Washington, D. C. 
13992—Cream of Wheat Conipany vs. A. T. & S. F. Ry. et al. 


14996—Borden’s Farm Products Company, Inc., vs. N. Y. N. H. & 
H. R. R. et al. 
February 6—Austin. Texas—Examiner Seal: ¥ 
Finance No. 4499—In the matter of the joint application of the 


& San 


Southern Pacific Company and the Galveston, ries a : 
e San 


Antonio Ry. Co. for authority to acquire control of 
Antonio & Aransas Pass Ry. Co. 


February 6—Salt Lake City, Utah—Examiner Flynn: 
1. and S. No. 2311—Routing of live stock from Colorado, Wyoming, 
Idaho, etc., to W. T. L. points. 


February 6—St. Louis. Mo.—Examiner Weaver: 
16405—The Carter Oil Company vs. Santa Fe Ry. et all. 


February 6—New York, N. Y.—Examiner Sharp: 
16403—United Zinc Smelting Corporation vs. P. 
February 6—Memphis, Tenn.—Examiner Smith: 
16481—Memphis Freight Bureau for Standard Rice Company Inc., 
et al. vs. Ann Arbor R. R. et al. 
Portions of fourth section App. No. 2045, filed by Ill. Cent. R. R., 
In re rates on clean rice from New Orleans, La., to Hamilton, 
Brantford and Ste. Catherines, etc., in the province of Ontario, 
Canada, 

February 7—St. Louis, Mo.—Examiner Weaver: 

* 1. and §S. No. 2321—Scrap iron and steel, from Humboldt, Rives 
and Union City, Tenn., to Chicago, Ill, St. Louis, Mo., and re- 
lated points. 

February 7—Indianapolis, Ind.—Examiner Hunter: 

I. = S. No. 2306—Crushed stone between Indiana and Illinois 
points. 

February 7—Chicago, Ill.—Examiner Gaddess: 

1. & S. No. 2298—Transit on hogs at Watertown, N. D. 


R. R. et al. 


February 7—Watertown, S. D.—Examiner Mackley: 

1. and S. No. 2277—Glucose, syrup, ete., from Chicago, Ill., St. 
Louis, Mo., Clinton, Ia., and related points to South Dakota. 

February 9—Washington, D. C.—Examiner Davis: 

* Finance No. 4572—In the matter of the joint application of the 
Mississippi Valley Company and the Illinois Central Railroad 
Company for authority to acquire control of the Gulf & Ship 
Island Railroad Co. by purchase of capital stock. 

February 9—Philadelphia, Pa.—Examiner Fuller: 

16356—Krupp Foundry Company vs. Southern Ry. et al. 

February 9—Washington, D. C.—Examiner Wagner: 

16431—Latham-Bradshaw Cotton Company vs. Blue Ridge Ry. 


et al. 


February 9—St. Louis, Mo.—Examiner Weaver: 
es ae — County Milling Company et al. vs. 
. R. et al. 


February 9—Chicago, !IIl.—Examiner Gaddess: 
1. and S. No. 2300—Ashes and cinders between Indiana Harbor Belt 
R. R. points. 
16446—Horder’s, Incorporated, Co. 
of the U. S. et al. 


February 9—Little Rock, Ark.—Examiner Gault: 
12635—Co-operative Oil & Paint Company et al. vs. Director General, 
> &O B. . Gt al. 
1. and S. No. 2297—Fertilizers from Little Rock-Ft. Smith territory 
to El Paso, Tex., group. 
February 9—Lynchburg, Va.—Examiner Carter 
16122—Traffic Bureau-Chamber of Commerce vs. 
way et al. 


February 9—Boise, Idaho—Examiner Flynn: 
l. and §S. No. 2270—Grain between Idaho, Washington and Pacific 
Coast Points. 


February 9—Indianapolis, Ind.—Examiner Disque: 
16308—In the matter of intrastate rates on bituminous coal within 
the state of Indiana. 
15223—-Sub. Nos. 10, 12, 13 and 14—Hub Coal Company et al. 
Wabash Ry. et al. 
15120—(and Sub. Nos. 1 to 4, 
et al. vs. Wabash Ry. et al. 
15018—Sub. Nos. 7 and 8—W. M. Smith & Co. et al. vs. C. & E. L. 
me me SC GI. 
February 9—Washington, D. C.—Examiner Turner: 
Finance No. 3744—Excess income of the Georgia, Southwestern & 
Gulf Railroad. 


Peervery 9—Washington, D, C.—Examiner Gibson: 

Val. Dkt. No. 340—In re the tentative valuation of the properties of 
the Buffalo & Susquehanna R. R. Corp.; Wellsville, Coudersport 
= Pine Creek R. R. Co. and the Addison and Susquehanna R. R. 

0. 


February 10—Houston, Texas—Examiner Seal: 
16190—The Texas Company vs. Abilene & Southern Ry. et al. 
February 10—Roancke, Va.—Examiner Carter: 

Portions of Fourth Section App. No. 928—Filed by Virginian Ry., 
in re rates on grain, grain products and grain by-products from 
St. Louis, Mo., to local stations on the Virginian Ry., etc. 

16220—The Was-Cott Corporation vs. K. G. J. & E. R. R. et al. 

February 10—Philadelphia, Pa.—Examiner Fuller: 

oe I. duPont de Nemours & Company vs. H. & B. V. Ry. 
et al. 

February 10—Pierre, South Dakota—Examiner Mackley: 

16502—Board of R. R. Commissioners of the State of South Dakota 
vs. C. & N. W. Ry. et al. 

February 10—New York, N. Y.—Examiner Sharp: 
a re | Babcock & Wilcox Company vs. Director General, P. R. 
. Cf Oh 
February 10—Chicago, Ill—Examiner Gaddess: 
1. and §. No. 2280 _— first supplemental order)—Tin cans, C. F. 
A. points to Michigan, Minnesota and Wisconsin. 
February 10—Meridian, Miss.—Examiner Smith: 
16352—The Sturges Company et al. vs. A. & V. Ry. et al. 
February 11—Harrisburg, Penna.—Public Service Comm. of Penna.: 
* Finance No 4453—In the matter of the joint application of the 
Buffalo, Bradford & Pittsburgh R. R. Co. and the Erie R. R. Co. 
for a certificate of public convenience and necessity, authorizing 
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the abandonment of that portion. -of the Bradferd’s) Company 
Railroad between Crawford Jct., Pa. and Alton, Pa. : 


February 11—Philadelphia, Pa.—Examiner Fuller: 
16320—Congoleum Company, Inc., vs. C. & N. W. Ry. et al. 


February 11—Kansas City, Mo.—Examiner Weaver: 
- S. No. 2292—Sand between Kansas City, Mo., and Spring. 
eld, Mo. 


February 11—-Washington, D. C.—Examiner Sweet: 
Val. Dkt. No. 299—In re tentative valuation of the property of the 
Sierra Railway Company of California. (Further hearing.) 
February 11—Argument at Washington, D. C.: 
|. and S. No. 2038—Live stock in Arizona, New Mexico and Texas, 
—— Packing Company et al. vs, Arizona Eastern R. R. 
et al. 
February 12—Argument at Washington, D. C.: 
——e Sub. No. 1.)—Elberta Crate Company vs. A. C. L, R. R. 
et al. 
February 12—Philadelphia, Pa.—Examiner Fuller: 
er Products Company et al. vs. A. C. & Y. Ry. 
et al. 


February 12—Washington, D. C.—Examiner Wagner: 
16042—Sylva Tanning Co. vs. Southern Railway. 


February 12—New Haven, Conn.—Examiner Sharp. 
16278—Grangers Manufacturing Company vs. N. Y. C. R. R. et al. 
February 12—Tulsa, Okla.—Examiner Knowlton: 
16451 (and Sub. Nos. 1, 2 and 3)—Sinclair Crude Oil Purchasing 
Company vs. Santa Fe et al. 
February 12—Yakima, Wash.—Examiner Flynn: 
—— Dehydrated Food Company vs. Great Northern 
y. Co. 
February 13—Portland, Ore.—Examiner Flynn: 
16552—A. Jaloff, doing business under the name of Columbus Stages 
vs. 8. P. & S. Ry. et al. 
February 13—New Orleans, La.—Examiner Smith: 
l. and S. No. 2286—Azsorption of handling charges on import traf- 
fic at Gulf ports. 
* 1, and S. No. 2286 (first supplemental order)—Absorption of han- 
dling charges on import traffic at gulf points. 


February 13—Kansas City, Mo.—Examiner Weaver: 
16184—R. C. Jackman and O. E. Jackman, co-partners trading un- 
der aos name of Bowersock Mills & Power Co., vs. Santa Fe Ry. 
et al. 


February 13—Chattanooga, Tenn.—Examiner Carter: 
— Coal & Iron Company et al, vs. Central of Georgia 
y. et al. 
February 13—Chicago, Ill.—Examiner Gaddess: 
Il. and S. No. 2302—Bedding live stock in Central Freight Associa- 
tion territory. 


February 13—Argument at Washington, D. C.: 
15097—Houston Packing Company vs. B. & M. R. R. et al, 
bao Talim Wichita Chamber of Commerce et al. vs. A. & V. Ry. 
et al. 
February 13—Tulsa, Okla.—Examiner Knowlton: 
16156—H. F. Wilcox Oil & Gas Company vs, St. L.-S. F. Ry. et al. 
February 14—Argument at Washington, D. C.: 
15087—(and Sub. Nos. 1, 2 and 3)—Marinette & Menominee Papet 
Company vs. C. & N. W. Ry. et al. 
15613—New Orleans Joint Traffic Bureau et al. vs. Beaumont, Sour 
Lake & Western Ry. et al. 
February 14—Sioux City, lowa—Examiner Mackley: 
16501—Sioux City Grain Exchange vs. Ahnapee & Western Ry. et al. 
February 14—Atlanta, Ga.—Examiner Carter: 
1. and S. No. 2295—Coal and coke from Kentucky and Tennessee 
mines to Atlanta, Ga. 
February 14—Providence, R. I.—Examiner Sharp: 
as Congton & Carpenter Company vs. N. Y. N. H. & H. 
- — Ct QL 


February 14—Portland, Ore.—Examiner Flynn: 
16369—Portland Traffic & Transportation Association et al. 
O.-W. R. R. & Nav. Co. et al. 


February 16—Indianapolis, Ind.—Public Service Commission of Indi- 
ana: 

* Finance No. 4226—In the matter of the application of the Owens- 
boro, Rockport & Chicago Railway Co., for a certificate of pub- 
lic convenience and necessity in authorizing it to construct a line 
of railroad. 

February 16—Auburn, N, Y.—Examiner Fuller: 

16511—Marcellus & Otisco Company, Inc., vs. N. Y. C. R. R. 

February 16—Washington, D. C.—Examiner Wagner: 

16175—Corona Coal Company vs. Southern Railway. 


February 16—Tulsa, Okla.—Examiner Knowlton: 
16108—Consolidated Cut Stone Company et al., vs. 
16478—Consolidated Cut Stone Company et al., vs. 
16539—Consolidated Cut Stone Company et al., vs. 


February 16—Kansas City, Mo.—Examiner Weaver: 
15826—Victor Milling Company vs. Missouri Pacific 


February 16—Boston, Mass.—Examiner Sharp: 
15116—E. H. Kingman Company et al. vs. Cent Vt. Ry. 
hearing). : 
16438—Hershey Manufacturing Company vs. B. & A. R. R. et al. 


February 16—Chicago, Ill.—Examiner Gaddess: 
14125—Anaconda Copper Mining Company vs. 
Great Northern Ry. 
15358 (and Sub. Nos. 1 and 2)—Burton-Dixie Corporation et al. VS. 
Santa Fe et al. 
February 16—New Orleans, La.—Examiner Smith: 
16277—H. S. Kohl, trading as H. S. Kohl & Company, vs. L, & N. 
. R. et al. 


vs. 


Santa Fe et al. 
Santa Fe et al. 
Santa Fe et al. 


R. R. et al. 


(further 


Director General, 


R 
15045—B. Fernandez & Company vs. Southern Pacific R. R. of 
Mexico et al. (Further hearing.) 
February 16—Dallas, Texas—Examiner Gault: 
14685—Dallas Transfer Company vs. Southern Pacific et al. , 
16327—Texas Portland Cement Company vs. Ark. Western Ry. et 2} 


February 16—Atlanta, Ga.—Examiner Carter: 
16432—Cairo Syrup Company vs. Indiana Harbor Belt R. R. et al. 
February 16—Chicago, Ill.—Examiner Disque: 
15234—In the matter of divisions of freight rates in 
Mountain-Pacific territories, 
February 16—Washington, D. C.—Examiner Marchand: t 
Val. Dkt. No. 312—In re tentative valuation of the properties 0 
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Georgia Railroad (lessee organization) «nd the Georgia Railroad * 


and Banking Company. 
February 16—Argument at Washington, D. C.: 
14104—Interchangeable Mileage Ticket Investigation. 
i 17—Boston, Mass.—Commissioner Campbell and Examiner 
aul: 
14787—Wool Rates Investigation, 1923. 
13272—Boston Wool Trade Association vs. Arizona & New Mexico 
Ry. et al. (further hearing). 
February 17—Washington, D. C.—Examiner Gibson: 
Val. Dkt. No. 342—In re tentative valuation of the property of the 
Lehigh & New England Railroad. 
February 17—Atlanta, Ga.—Examiner Carter: 
13514—Blackshear Manufacturing Company vs. A. C. L. R. R. et al. 
(further hearing). 
February 17—Port Arthur, Texas—Examiner Seal: 
16000—Port Arthur Chamber of Commerce and Shipping vs. Aber- 
deen & Rockfish R. R. et al. 
February 17—Dallas, Tex.—Examiner Gault: 
15739—Dallas Waste Mills vs. A. & R. R. R. et al. 
February 17—Argument at Washington, D, C.: 
15154—(and Sub Nos. 1 and 2)—State of New York, Dept. of Farms 
and Markets et al. vs. D. & H. Co. et al. 
15946—Gulf City Manufacturing Company, Inc., vs. Apalachicola 
Northern R. R. et al. 
February 17—Chicago, Ill.—Examiner Gaddess: : 
ae & Company et al. vs. Director-General, C. M. & St. 
. Ry. et al. 
16429—John N. Bos Sand Company et al. vs. Santa Fe et al. 
February 17—Columbus, Ohio—Publie Utilities Commission of Ohio: 
Finance No. 4340—In the matter of the application of the Ohio River 
and Western Railway Company for a certificate of public con- 
venience and necessity authorizing it to abandon a portion of its 
line of railroad extending from Woodsfield to Lawton, Ohio. 
February 17—Boston, Mass.—Examiner Sharp: 
16353 (and Sub. No. 1)—Columbia Bag, Wood & Coal Corporation 
et al. vs. Lehigh- Valley R. R. et al. 
February 17—Kansas City, Mo.—Examiner Weaver: 
—o Monarch Cement Company vs. C., St. P., M. & O. Ry. 
et al, 
16459—National Zinc Company, Inc., vs. A. & V. Ry. et al. 
February 17—New Orleans, La.—Examiner Smith: 
16365—F. G. Palmer & Company, Ltd., vs. H. & T. C. R. R. et al. 


February 17—Atlanta, Ga.—Examiner Carter: 
16285— White Provision Company vs. A. B. & A. Ry. et al. 


February 18—Kansas City, Mo.—Examiner Weaver: 

Fourth Section App. No. 638 et al.—Filed by Agent Leland and 
others, in ré rates on grain, grain products, seeds, hay, straw and 
related articles from points in the U. S. on and west of the Mis- 
sissippi River, also points north of the Ohio River and west of 
the Buffalo-Pittsburgh line, to points in the states of Arkansas, 
Kansas, Louisiana, Missouri, Oklahoma and Texas, also Miss. 
River crossings south of and including Memphis, Tenn., except 
via routes operating wholly east of the Mississippi River, etc. 


February 18—Chicago, Ill.—Examiner Gaddess: 
16252—(and Sub. Nos. 1 to 8, incl.)—Bell and Zoller Mining Com- 
pany vs. Illinois Central R. R. et al. 


February 18—Mason City, Ia.—Examiner Mackley: 
16442—Mason City Brick & Tile Company vs. Santa Fe et al. 
February 18—New Orleans, La.—Examiner Smith: 
16476—Magnet Brothers Company vs, Atlantic City R. R. et al. 
February 18—San Francisco, Calif.—Examiner Flynn: 
16239—Application of Southern Pacific Company et al., under Sec- 
tion 5 of the Act, as amended by Section 11 of the Panama 
Canal Act. 
February 18—Argument at Washington, D. C.: 


15421—Diamond Match Company vs. Director General, Southern Pa- 
cific Co, et al. 


15355—Dill-Crosett, Inc., vs. Director General. 


February 18—Rochester, N, Y.—Examiner Fuller: 
Fourth Section App. No. 12169.—Filed by B. R. & P. Ry., In re rates 
on brick and clay products from Clearfield, Pa., and points grouped 
therewith to points in E. T. L. and New England territories, etc. 


February 19—Kansas City, Mo.—Examiner Weaver: 
1, and S. No. 2313—Certain commodities from Fort Smith, Ark., 
and Springfield, Mo., to Southwestern points. 
February 19—Argument at Washington, D. C.: 
15137—California Growers’ and Shippers’ Protective League vs. 
Southern Pacific Co. et al. 
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“February 19—Muskogee, Okla.—Examiner Knowlton: 


!. and S. No. 2287—Glass and glassware from points in Arkansas 
Oklahoma and Texas to interstate points. { 
_ Portions of Fourth Section Apps, Nos. 627, 628, 629 and 631, 
filed by Agent Leland, involving rates on glass bottles, etc., from 
points in Oklahoma and Arkansas to Mississippi River crossings, 
Memphis. Tenn., and south, and on window glass, etc., from Okla. 
homa and Arkansas to Texas. 
February 19—Fort Worth, Tex.—Examiner Gault: 
—— Brick Company vs. Angelina & Neches River R, R, 
et al. 
February 19—Chicago, [ll.—Examiner Gaddess: 
16421—Consolidated Water Power & Paper Company et al. vs. Can. 
Nat. Rys. et al. 
February 19—San Francisco, Cal.—Examiner Flynn: 
14729—Standard Oil Company (California) vs. Santa Fe et al. 
February 19—Augusta, Ga.—Examiner Carter: 
ee Cotton Exchange et al. vs. Georgia & Florida Ry, 
et al. 
February 20—Chicago, Ill.—Examiner Gaddess: . 
* 1. and S. No. 2322—Dairy products from southern points to eastern, 
C. F. A, and southern points. 
February 20—Washington, D. C.—Examiner Wagner: 
16441—Half Mountain Coal Company vs. C. & O. Ry. et al. 
February 20—Argument at Washington, D. C.: 
oe No. 606—Guaranty settlement with Mammoth Cave Rail- 
road. 
Finance No. 1502—In re deficit claim of the Manituu & Pikes Peak 
February 20—Buffalo, N. Y.—Examiner Fuller: 
16393—Birkett Mills et al. vs. D. L. & W. R. R. et al. 
February 20—San Francisco, Calif.—Examiner Flynn: 
aa Pipe & Tank Company et al., vs. Southern Pacific Co. 
et al. 
February 20—Augusta, Ga.—Examiner Carter: 
16471—City of Augusta et al. vs. A. C. L. R. R. et al. 
February 20—Waco, Texas—Examiner Gault: 
16139—Herrick Hardware Company et al. vs. N. Y. N. H. & H. 
RK. R.. et al. 
February 20—Des Moines, Ia.—I-xaminer Mackley: 


15550—Board of R. R. Commissioners of State of Iowa vs. Ann 
Arbor R. R. et al. 


os No. 1.)—Burlington Shippers’ Assn. et al. vs. C. & 0. 
ty. et al. 

!. and S. No. 2312—Proportional class rates between upper Missis- 
sippi River crossings and Western Trunk Line points. 

February 21—Argument at Washington, D. C.: 

1. and S. No. 2285—Demurrage rules on Coke in connection with 
Missouri Pacific R. R. 

February 21—Mobile, Ala.—Examiner Smith: 

Fourth Section App. No. 12638.—Filed by B. & N. W. Ry. and G. M. 
& N. R. R., jointly.—In re rates on commodities from points in 
Official Classification, Western Trunk Line Committee, and South- 
ern Freight Association territories to Junction points with other 
lines, etc. 

February 23—Chicago, Ill—Examiner Gaddess: 
16256—Weelch Grape Juice Company et al. vs. A. & S. Ry. et al. 
February 23—San Francisco, Calif.—Examiner Flynn: ; : 

16512—A. E. Green and Maurice Selig (co-partners doing business 
as A. E, Green & Company), et al. vs. Santa Fe et al. 

February 23—Fort Smith, Ark.—Examiner Knowlton: 

—o Mining and Smelting Company vs. Ft. S. & W. By. 
et al. 

16305 (and Sub. Nos. 1 to 8, incl.)—Clark, McWilliams & Company et 
al. vs. Missouri Pacific R. R. 
February 23—Mobile, Ala.—Examiner Smith: 
16385—The Mobile Chamber of Commerce and Business League VS. 
A. & V. Ry. et al. 
February 23—Laredo, Texas—Examiner Gault: 
16266—Sames, Moore & Company et al. vs. Santa Fe Ry. et al. 
February 23—Parkersburg, W. Va.—Examiner Hunter: 


— Parkersburg Rig & Reel Company vs. B. & O. R. R. 
et al. 


CHANGE IN DOCKET 


Hearing in No. 16131, Healy & Company et al. vs. Sania Fe 
et al., assigned for February 9, at Oklahoma City, Okla., before 
Examiner Knowlton, was canceled and reassigned for January 
30, at Kansas City, Mo., before Examiner Disque. 
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15659; pipe (mimeographed) ......cccccccccccrsccccccsccecs 343 SP iit see tee eeeeeeeeevees -tVEa 
Frazier, R. T., ae vs. Mo. Pac. et al.; case 15626; ion CITY OF oO B.. Cee 
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Constant Duty 


A GMC your next truck and you have taken all 
the chance out of your truck purchase. Now, next 
year, and years hence, this truck will be spending 
its time on the job, instead of loafing around repair 
shops. 


For GMC is a better truck—sturdier—every part 
deliberately designed overstrength—every wearing 
part designed for rapid renewal when wear finally 
occurs—30% extra pulling power for heavy loads 
and bad roads because of the extra low-low speed 
in the GMC Two Range Transmission. This now- 
famous GMC Transmission is standard on all 
GMCs of two tons and over. 


And this better truck is backed by better service. 
Parts and expert attention in quick reach anywhere 
in America. 


There is a valuable new GMC booklet on motor 
truck operation and care. Mail the coupon for 
your copy. 


GENERAL MOTORS TRUCK COMPANY 


Division of General Motors Corporation 
PONTIAC. MICHIGAN 
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Clip and Mail 


GENERAL MOTORS TRUCK CO., 
Dept. 41, Pontiac, Mich. 


Send me the GMC booklet 


2 











Febr 
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CONSULT THIS MAP 





Here’s Your Key 


= Q MILES 


of Fast Freight 
a ode. RVICE 


Let Us Help Solve YOUR Shipping Problems 


Central Electric Traffic Association 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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UnitedSt StatesGovernment Freight Services 
From Atlantic Coast and Gulf Ports 
AMERICAN DISPATCH LINE 









































New Orleans and other Philadelphia Rotterdam 
New York to Trinidad, Gulf Ports New York. i to Pe Amsterdam Gulf Ports (except New Orleans) 
the Guianas and ( : Philadelphia we _ to 
? except Mobile) to Antwerp y 
Virgin Islands to sae! — leven 10 dewe East Coast of South America 
Fortnightly Sailings Brazil and River Plate Ports en to Rotterdam 


A Sailing Every 3 Weeks 
Antwerp 


2 Sailings a month 

BLACK DIAMOND S. S. CORP. 
67 Exchange Place New York City 
Managing Operators 


Fortnightly Sailings Boston 


COLOMBIAN STEAMSHIP CO., (Inc.) | MISSISSIPPI SHIPPING CO., (Inc.) 
17 Battery Place New York City New Orleans, La. 








MUNSON STEAMSHIP LINE 
67 Wall Street, New York City 


Managing Operators 


AMERICAN DIXIE LINE/AMERICAN EXPORTLINES| america FRANCE LINE| AMERICAN INDIA LINE 


New Orleans to Irish, United Kingdom 












Managing Operators Managing Operators 
































North Atlantic Ports to all Mediterran- : : 
Wen Gene Fors and Ghnnow "| New AdtisRoagialMagitarga: | Baimorto Haree and Dunkirk | Now York to India 
New Orleansto Liverpool and Manchester -— pe te Aa agar be Se a Philadelphia - Havre Monthly Saili 
Fortnightly Sailings 4 . H ° New York Dunkirk onthly Sailings 
New Orleans and Texas Ports to London oop as Sea canes donee aoe. 3 Sailings a Month 
nergy ae Monthly Sailings Greek, Black Sea Ports, Philadelphia Bordeaux 
vets tte. | Bacameseterttaaanne | RONG 6 Srgtuz,| Roosevety sreamsur 
: yrian Coast Ports an ex- ailing Every ays nc. 
A Sailing every 10 Days andria, 2 Salings a Month COSMOPOLITAN SHIPPING CO., (Inc.) 
THE EXPORT STEAMSHIP CORP. vo Unc.) | 44B St. New York 
UNITED G +4 S. n= — Gus.) 25 Broadway New York City 42 Broadway New York City neetoad - 
Whitecy Contral Big. Wow Orlonne, La} OT 7 ssc ging Operstore mreeet Sheets Managing Operators 
AMERICAN MERCHANT LINES AMERICAN PALMETTO LINE | AMERICAN PIONEER LINE| AMERICAN PREMIER LINE 
New Yor to ondon uth Atlantic Ports to North Atlantic Ports to Gulf and S. Atlantic Ports to 
meee Sailings London a ee China and Japan French pager fag 
to Hull ORT SeaTnge Monthly Sailings West Coast of Italy 
Hampton Roads Leith Bremen and Hamburg Philippines & Dutch East Indies 4 Sailings a Month 
2 Sailings a Month Monthly Sailings Monthly Sailings Adriatic Greek Levant, 
Philadelphia London London, Rotterdam and Gulf Ports to Far East Constantinople, Malta, 
Rosier to a ‘i —- (China, span wink Swepinee) North Africa, (East of Bizerta) 
eit onthly Sailings onthly Sailings Monthly Sailings 
2 Sailings a Month ATLANTIC GULF AND 
ANY UNITED GULF S.S.CO., (Inc.) 
17 Battery Place New York City ~—— 17 Battery Place, New York City New Orleans, La. 
Managing Operators Managing Operators Managing Operators Managing Operators 





AMERICAN REPUBLICS LINE |AMERICAN SCANTICLINE| AMERICAN AMERICAN 
Nort we Bein |New York, Boston, | SOUTH AFRICAN LINE | WEST AFRICAN LINE 
















Monthly Sailings Baltimore New York 
a Brazil and to oer (Gulf via New York as offers) 
Jacksonville ” ened Plate Scandinavian and ar te : 
Sevannah sins iaoiiiaa orts Baltic Ports South and East African Ports | Azores, Canary Islands, Madeira 

CNY JenES 1: d West Africa 
Philadelphia River Plate ne Monthly Sailings an 
iuupten Roads t° Porte 2 Sailings a Month 


Monthly Sailings 
Monthly Sailings A. H, BULL & COMPANY, (Inc.) 
nawaTiona ring cone, | MGORER MCCORMACK COxte) | ao WeuSeeer Now Youciy | iflsttlt,& COMPANY, Cre, 
44 Whitehall Street New York City ; , ae 
Managing Operators Managing Operators Managing Operators Managing Operators 


























































ATLANTIC GULF-WEST [MISSISSIPPI VALLEY/MOBILE OCEANIC LINE|ORIOLE LINES 
AUSTRALIAN LINE |Tecsestrerncrsencece| EUROPEAN LINE Mobile Pemescola, rt, manicitsaie 


New Orleans — 


to 
Havre— Antwerp 
2 Sailings a Month 
MISSISSIPPI SHIPPING 
CO., (Inc.) 


New Orleans, La. 
Managing Operators 


harleston to 
London, Rotterdam, Antwerp 
Monthy, wa 


Portuguese our Shanice Atlantic Port 
Monthly Sailings 
Spanish Mediterranean and North 
African Ports (West of Bizerta.) 
A Sailing every 20 days 
TAMPA INTEROCEAN S.S. CO. 
614 Whitney Cent’ Bldg. , New Orl’s, La. 
Managing Operators 


SOUTHERN STATES LINE 


New Orleans toRotterdam, Am 
sterdam. 2 Sailings a Mont 


New Orleans. to Bremen and| Houston and Galveston 





chester. a Sailings 
Baltimore, Hampton Roads, New York 
to M Manchester, ——— Cardiff 

Sailings every 10 —_ 

Boston, Baltimore, Hampton Rds., Phil. 

to Glasgow. gy Sailings 

Baltimore, Philadelphia, New York to 
Cork, Dublin, Belfast, Londonderry 

Monthly Sailings 

- eaanaateaes ee ay Dublin, 

nthly ‘Sailings 

CONSOLIDATED NAVIGATION co. 


alt.Md. Managing Ooerators 


TEXAS STAR LINE|UNITED STATES LINES) YANKEE LINE 


New York to Southampton | Baltimore, Hampton Roads, 


















New York to Australia 
and New Zealand Ports 
Monthly Sailings 
UNITED STATES & 
AUSTRALASIA S. S. CO. 
8-10 Bridge St., New York Cit 
Managing Operators 


PAN AMERICA LIN 


New York to 


Liverpool, , 
London, Havre, Antwerp, 
Rotterdam, Hamburg, 

Bremen 


WATERMAN S.S. CORP. 
Mobile, Ala. 


Managing Operators 






























































































Rio de Janeiro, Santos, |Hamburs. 2 Sailings a Month Se A Sailing every 3 Weeks Philadelphia, Boston 
, ” 1Galveston to Bremen and Ham New York to 
Montevideo and burg. 2 Sailings a Month Havre and Antwerp Hamb dB en 
‘ Houston and Galveston to Weekly Saili to ae _— 
Buenos Aires Bremen and Rotterdam ay sae Bremen 















2 Sailings a Month 
Houston to Bremen and Ham 
burg. 2 Sailings a Mont. 
LYKES BROS. S.S. CO., (Inc. 

925 Whitney Central Bldg. 
New Orleans, La. 
Managing Operators 


2 Sailings a Month 










Fortnightly Sailings DANIEL RIPLEY & CO. Weekly Sailings 


(Inc.) 
Houston, Texas 


























MUNSON STEAMSHIP LIN 
67 Wall Street New York Cit 
Managing Operators 


UNITED STATES LINES ROGERS & WEBS 
45 Broadway New York City|110 State Street Boston, Mass. 

















Managing Operators Managing Operators Managing Operators 


LUNITED STATES SHIPPING BOARD FLEET ( CORP. 
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. * 
A Dependable Service 
Vi The Delaware and Hudson 6 
is the Transportation Link connecting the 
“ New England States with the South and 


West, and Eastern Canada with All Points 
South. This service is co-ordinated with 


Canadian Pacific Railway 7} 


Canadian National Railways ti Rouses Point, N. Y. Lehigh Valley | via Wilkes-Barre, Pa. 
Quebec, Montreal & Southern 


Central R. R. of N. J.,.. 
Boston & Maine via Mechanicville, N. Y. i = 
rere via Albany, N. Y. via Binghamton, N. Y. 
via Owego, N. Y. 


Pennsylvania 





¥ DELAWARE & HUDSON SUPER-POWER 


The Delaware & Hudson Company, during 1924, L Booster which adds approximately twenty-five 
developed this type of locomotive—The Horatio per cent to the hauling capacity. Pressure, 350 
Allen. This locomotive is equipped with the M & pounds; weight, 545,800 pounds. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 
All our Traffic Agencies are furnished information daily relative to junction passings. 
nearest you will keep you advised of the progress of your urgent carload shipments if requested to 


The Agency 
do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 
ALBANY, N. Y.—Telephone Main 3380 ONEONTA, N. Y.—Telephone 1500 
J. E. Colket, Milk Agent, A. W. Ackley, Division Freight Agent, 
D & H Building 191 Main Street 
C. F. Beck, General Eastern Freight Agent, 


D & H Building 
ATLANTA, GA.—Telephone Walnut 5464 
Monte Pickens, Jr., Commercial Agent, 
913 Healey Building 
—a MASS.—Telephone Main 1323 
Wheeler, New England Freight Agent, 
Miaeuse Chamber of Commerce Building 
BUFFALO, N. Y.—Telephone Seneca 853 
H. W. Haas, General Agent, 
722 Ellicott Square Building 
CHICAGO, ILL.—Telephone Wabash 8994 
J. A. Flanders, Jr., General Agent, 
838-839 Transportation Building 
608 South Dearborn Street 
MONTREAL, QUE.—tTelephone Main 0638 
James Fitzsimons, General Canadian Freight Agent, 
238 St. James Street 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 
Max V. Beckstedt, General Agent, 
1446-48 Woolworth Building, 
233 Broadway 


. G. Story, General Freight Agent, Albany, N. Y. 


bf 'E Rolfe, Assistant General Traffic Manager, Albany, N. Y. 


PHILADELPHIA, PA.—Telephone Rittenhouse 1271 
W. H. Chase, General Southern Freight Agent, 
1109-10 Finance Building 
1420-26 South Penn Square 
ee ae PA.—Telephone Smithfield 1212 
. Y. Baldwin, General Agent, 
513-514 Bessemer Building 
H. A. DIETZ, General Traveling Coal Agent, 
513-514 Bessemer Building 
PLATTSBURG, N. Y.—Telephone 698 
E. H. Dow, Division Freight Agent, 
101 Bridge Street 
SCRANTON, PA.—Telephone Bell 475, Con. 557 
J. *~. Coyle, Division Freight Agent, 
D & H Passenger Station 
ST. ww MO.—Telephone Olive 1651 
J. Stewart, General Agent, 
Men lens Pierce Building 
TROY, N. Y.—Telephone 765 
F. J. Forster, Division Freight Agent, 
Union Station 


. W. Nyland, Coal Freight Agent, Albany, N. Y. 
L. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 


W. J. MULLIN, GENERAL TRAFFIC MANAGER, ALBANY, N. Y. 


ey SHORTEST—QUICKEST—BEST PASSENGER ROUTE 
. BETWEEN NEW YORK AND MONTREAL 
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CALIFORNIA ORIENT LINE 


ct ON 
res SS Fastest Steamers 





Zz 


pes RAL Between 
aa Reds 


a ’ SAN FRANCISCO 


and the 


ORIENT 


via 


HONOLULU 


Unexcelled Passenger Freight Service 


Passengers and Express-Freight NEXT SAILINGS Passengers and Express-Freight 


From San Francisco to Honolulu, Yokohama, Kobe, 
Highest Shanghai, Hongkong and Manila 


Lowest 


Marine Insurance 


Classification S. S. President Pierce sails il Rates 


S. S. President Taft sails April 18 
and every ] 4 days thereafter 
Through Bills of Lading issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or te 


CALIFORNIA ORIENT LINE 


508 California Street Central Bldg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, Cal. New York City 
142 South Clark Street, Chicago, III. 
E. L. Mayo, 613 Engineers’ Bldg., Cleveland, O. Horace W. Cross, 410 State Theatre Bldg., Pittsburgh, Pa. 
South Gate Forwarding & Storage Co., South Gate Terminal, Norfolk, W. Va. 
Norton, Lilly & Company, Equitable Bldg., Baltimore, Md. 


UNITED STATES SHIPPING BOARD 


By Pacific Mail Steamship Co., Managing Operators 
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wwe] FAST FREIGHT SERVICE \$ine 


Le 


THIEF RIVER FALLS” 


MINNEAPOLIS, ST. PAUL & SAULT 
STE. MARIE RAILWAY CO, 





VIA THE 


SOO LINE 


BETWEEN 


ALL POINTS 1 tHe EAST ann SOUTH 


AND 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST 


(qf avold delay, shipments for Canadian destinations must be acoompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLICATE. 
This document must be delivered railroad agent at initial point with the shipment and acoémpany same to Canadian port of entry. 








Boston, Mass., 40 Central St. AGENCIES Pittsburgh, Pa., 340 Sixth Ave. 

Buffalo, N. Y., 409-410 Iroquois Bldg. Los Angeles, Cal., 605 So. Spring St. Portland, Ore., 55 Third St. 

Chicago, Ill., 707 Mer. Loan & Trust Bldg. Memphis, Tenn., Porter Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
940 Rookery Bldg. Milwaukee, Wis., 68 Wisconsin St. St. Paul, Minn., 1112 Merchants National 

Chippewa Falls, Wis. 7 ; * 918 Majestic Bldg. Bank Bldg. 

Cincinnati, O., 409 Traction Bldg. Minneapolis, Minn., Soo Line Bldg., 5th St. San Francisco, Cal., 675 Market St. 

Cleveland, O., 915 Union Trust Bldg. _ and Marquette Ave. Sault Ste. Marie, Mich. 

Detroit, Mich., 311 Free Press Bldg. Neenah, Wis. Seattle, Wash., 608 2nd Ave. 

Duluth, Minn., 320 West Superior St. New York, N. Y., Woolworth Bldg. Spokane, Wash., 1006 Old Nat’l Bank Bldg. 

Grand Rapids, Mich., 414 Linquist Bldg. Omaha, Neb., 1025 W. O. W. Bldg. Superior, Wis. 

Indianapolis, Ind., 522 Merch. Bank Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at Waukesha, Wis. 

Kansas City, Mo., 788 Railway Ex. Bldg. 15th. 


Winnipeg, Man., 603-604 Lombard Bldg. 


ROUTE YOUR FREIGHT-CARE SOO LINE 





(- in 
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SOUTHERN PACIFIC LINES 


‘Where they reach 


(( 
3 be sroit > 


gerelot® 


Where to reach them 


(aja exicO 


City, 


The Lusty Twins 


RIZONA AND NEW MEXICO 

are Uncle Sam’s youngest. They 
were admitted to the family of States 
within a few days of each other in 1912— 
New Mexico on January 6, Arizona on 
February 14. In area they rank fourth 
and fifth among the States, New Mexico 
with 122,634 and Arizona with 113,956 
square miles. In population (in 1920) 
they stood forty-fourth and forty-sixth, 
New Mexico having 360,350 and Arizona 
334,162 inhabitants. Both States have 
since substantially increased in popula- 
tion. 

In 1924 the railroad mileage of New 
Mexico was 2,983 and of Arizona 2,452 
miles. 

The recent consolidation of the Ari- 


zona Eastern and the El Paso & South- 
western systems with the Southern Pa- 


‘cific Lines serves to direct attention to 


the -vast opportunities for industrial 
development in these two States of 
the Southwest: Mining, agriculture, 
livestock raising, lumbering, are flourish- 
ing industries. Products include copper, 
lead, zinc, silver and gold; grain, hay, 
citrous and deciduous fruits, melons, 
vegetables, cotton, cattle, horses, sheep, 
hogs, goats and lumber. 

The climate is mild throughout the 
year. Picturesque scenery abounds. 
Sources of wealth much more abound. 
If seeking a new, healthy land of oppor- 
tunity, it will pay you to investigate 
these two great States. 


For full information 
® Address ‘‘General Agent, Southern Pacific Lines’’ ® 


—The Postman Knows Him 
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